







Ti) nsportation 
Library 





MARCH 15, 1952 


RAP FIC 






1907 





FOUNDED 





























THE INDEPENDENT NATIONAL TRAFFIC AND TRANSPORTATION NEWSMAGAZINE 


k 
aa 
ae 


ae, 


Highlights of This Issue 


1.C.C. Members, Others Suggest Changes in Transport Measures 


Commissioner Alldredge proposes ‘simple’ haul clause and other changes in section 
legislative method of safeguarding sec- 4 of interstate commerce act advocated by 
tion 22 rate agreements from being made head of rail rate association. Spokesmen 
subjects of subsequent government suits for contract truck lines heard. ‘Exempt’ 
for reparation. Repeal of long-and-short- trucking of farm products defended. 


Page 19 
Court Acts, Strikers on N.Y.C. and Switching Road Resume Work 


Members of three operating employe un- pating in work stoppages on New York 
ions obey orders of union chiefs and go Central System lines west of Buffalo and 
back to their jobs after federal government on Terminal Railroad Association property 
obtains injunction directing those partici- in St. Louis to return to work ‘forthwith.’ 


Page 26 





A.T.A. Council to Study Sales Methods in Meeting April 6-8 


Promotion of improved merchandising of meeting of Customer Relations Council of 
motor carrier service and improved cus- American Trucking Associations, to be held 
tomer good will to be theme of three-day in Shamrock hotel at Houston, Tex. 


Page 30 
Colquitt Asserts Independence of Motor Freight Classification 


Chairman of National Classification Board rating changes no longer ‘automatically’ 
of trucking industry says truck freight follow rail classification changes. 


Page 33 





Ideas on What Carrier Solicitors Can Do for Shippers Presented 


W. Schuyler Hopper, in twentieth article reports suggestions made by industrial 
of series on ‘Selling Freight Services,’ traffic executives in interviews. 


Page 35 
High Court Upholds Ban on Ship Conference ‘Dual Rate System’ 


Decision by federal district court per- by Supreme Court of U.S. Another case in- 
manently enjoining use of ‘contract rates’ volving similar issues is referred to Fed- 
lower than ‘non-contract rates’ affirmed eral Maritime Board for action. 


¢ Page 55 


BL SHED WEEKLY BY Shipper-Carrier Management Section, Page 71 
"RAFFIC SERVICE 
| CORPORATION 

p | * VOL. 89 CONTENTS... Page 3 LATE NEWS... Page 13 
Wt DLE NO. 2343 












ST. LOUIS 


“< MEMPHIS 
Betas 


#8 a 


See j 
BATON ROUGE 


RIVER ROUTES 


CINCINNATI 


to profitable mid-continent marketing 


These are some of the cities Union serves—regularly 
scheduled ports-of-call for Union Barge Line tows. 
Between these, and other ports on the Mississippi 
River System, you can take advantage of Union 
facilities for profitable distribution in the great 
Mid-Continent Empire. 

Whether you manufacture, buy, or sell in the 
areas bordering the Mississippi River System the 
river route offers a real opportunity for economical, 
dependable transportation via Union Barge Line. 


The Union Barge Line’s fleet includes equip- 
ment for handling all types of cargo—whether raw 
materials or manufactured goods. A Union Barge 
Line representative will gladly show how your 
products can be transported on regular schedules 
over the economical river route. 
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Many of the parts needed in factory 
production are mighty small. But these 
parts can loom up mighty Jarge—when 
they're missing! 

Por tiny as they are, their absence can 
halt an entire production line—can cost 
a manufacturer thousands of dollars 
every day while he waits for replace- 
ments to arrive. 


nd the sources of supply are often 
hurdreds of. miles from his factory! 


What does he do? He cuts replace- 
ment time from days to hours. He gets 
needed parts the world’s fastest way — 
via Air Express! 


The money saved by Air Express 
speed is figured in millions—but its cost 
is counted in pennies. Whether you 
need steel bolts or bolts of cloth, you 
can profit from regular use of Air Ex- 
press. Here’s why: 


IT’S FASTEST— Air Express gets top 
priority of all commercial shipping ser- 
vices—gives the fastest, most complete 
door-to-door pick-up and delivery ser- 
vice in all cities and principal towns at 
no extra cost. 


IT’S DEPENDABLE —Air Express pro- 
vides one-carrier responsibility all the 


way, gets a receipt upon delivery. 


IT’S PROFITABLE— Air Express ser- 
vice costs less than you think, gives you 
many profit-making opportunities. 


New parcel post regulation affect you? 


Call your local agent of Railway Express, 
Air Express Division. 
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Here’s graphic proof of one short- __ like Soo Line’s Schiller Park Yard. 
cut Soo Line has just completed This high-speed transfer yard 
for you. The new roadbed is nearly makes routing through Chicago a 
1000 feet shorter, eliminates sharp cinch. It saves time—more impor- 
curves and a} bridge, allows un- _ tant than miles. 

limited speed. That’s all in your 


favor. Soo Line saves time along the 


tien ; entire length of Lake Michigan. 

This is minor among Soo gateways at Milwaukee, 
many Soo shortcuts that Manitowoc and Manistique use 
reduce your shipping time. efficient, direct car ferries. At 
Shortcuts that really interest you Sault Ste. Marie, Soo Line con- 
are those that slash hours—even nects directly with Canadian 
days—from shipping schedules... Pacific and the Algoma Central. 


Almost any way you ship Soo Line there’s a time-saving short- 
cut for you. Your local Soo Line agent has all the information 
—he can show you— You Save Time when You Ship Soo Line! 
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EDITORIAL 





Niggardliness Is Not Economy 


T WILL PROBABLY be agreed that the most formi- 

dable barrier standing in the way of any appreciable 
reduction in federal government spending is political in 
nature. If an incumbent party intends to rely for continu- 
ation in power on the realistic, if somewhat cynical adage 
that “they don’t shoot Santa Claus,” it must adhere to 
a fiscal policy that will insure its continued identity with that 
Yuletide stuffer of stockings. In other words, although 
it is true that his beneficiaries do not intend to murder 
the genial gentleman, it is equally true that those of us 
more economically minded won't gain anything by sitting 
back and waiting for him to commit suicide. 


There is, however, another deterrent to federal economy, 
almost as potent as the political barrier; that is the tendency 
on the part of the otherwise sincere business man or group 
of business men to append to excoriations of the prodigal 
government a phrase beginning with “however . . .” 


Business organizations in steel-producing areas, for 
instance, Oppose government spending on welfare projects; 
“however” they pretty generally favor the expenditure of 
a billion dollars or more on a St. Lawrence seaway. Middle- 
western business men, traditionally pillars of the free enter- 
prise system of economy, consistently oppose government 
interference in business, but inconsistently support water- 
way improvements and the continued operation of barge 
service by that government. We cite only examples; each 
of us is familiar with homelier instances. 


We write this little homily merely to make it plain to 
our readers that we know what we are doing when we 
hereby apply for membership in the “however” club. We 
ate appalled by contemplation of a budget for the next 
fiscal year running upward of $85 billions; we sit stunned 
watching on television our President demand nearly $8 bil- 
lions for foreign aid and hear him add a dire warning of 
what will happen to us, our country and the world if a 
careful Congress cuts even a dollar out of the huge sum. 
And then we find ourselves ready to say some pretty sharp 
words to the same Congress for the trimming it habitually 
gives to the appropriation requests of the Interstate Com- 
merce Commission. 


E certainly don’t intend to apologize for taking what 
some may consider to be an inconsistent position. It 
isn't. Economy cuts two ways. It is, as every business man 
knows—indeed, as every housewife knows—exactly the op- 
posite of economy at times to cut expenditures. If there 
ever was an instance of budget-paring on the part of the 
Bureau of the Budget and the Congress that fell into that 
category, the regular annual chiseling at the funds made 
available to the Interstate Commerce Commission does. 


In its recent annual report (T.W. Feb. 9, p. 19) the 
Commission uttered a humble mea culpa in discussing the 
Progressive deterioration of its staff. It realized now, it 
‘aid, that it had “too greatly lowered its sights in program- 
ming the staff needed” to perform its duties effectively. 
It had let itself be guided, it continued, by what it thought 


it could get in the way of competent assistance rather than 
by what it knew it needed. 


The show of humility is becoming; but it is hardly 
convincing, particularly in view of the single amazing 
figure it quotes immediately afterwards—that over the 
four fiscal years, from 1947 to 1951, its requests for funds 
for general expenses had been cut by over $914 million, 
an average of $2,391,000 a year. That being the case, it 
appears to us that it is not important at what level the 
Commission has set its sights. Had it received from the 
government the funds it requested it would not be in its 
present plight. 

No, the Commission need not assume any part of the 
blame—unless, indeed, we have become so calloused as 
to chide it for an honesty in estimating its needs unique 
today among governmental agencies. Had it learned, years 
ago, that to get what it needed it should have become adept 
at the technique of proving that it ought to have, say, fifty 
per cent more, it might well have progressed under what 
it got after customary cuts had been made in its inflated 
requests. 


E, for one, will not chide the Commission for its 

forthright honesty in this respect. Rather the op- 
posite: We see another proof of the growing cynicism in 
government in the fact that the Bureau of the Budget and 
the Congress have become so accustomed to dealing with 
inflated appropriation demands that neither can recognize 
an accurate and honest estimate. 


Readers of TRAFFIC WorLD need no explanation as to 
why the Commission should have the appropriations for 
which it asks. Those who deal with it are fully aware of 
what has happened to its staff. They do not have to read 
what the Commission said in its annual report about “death, 
retirement, and resignation” to understand the situation, 
or to appreciate that the important word in the ig is 
“retirement.” They know that the scale of py or those 
on the upper level of the Commission staff is just not 
high enough. 

Nor do the readers of this publication have to be told 
how the work of the Commission has multiplied, with the 
addition of new sections to the law and the imposition of 
new duties, without commensurate appropriation increases. 
Within a fortnight they have been instructed in these mat- 
ters by Director Knudson, of the Defense Transportation 
Administration, who pointed out that the Commission’s 
staff was doing Posh ty of $2 million a year work for his 
office, and by Commissioners Aitchison, Mahaffie, Rogers and 
Cross. 

These statements were made before a House budget 
subcommittee. We hope its members were impressed by 
what they heard. ‘A single thousandth part of the appro- 
priations for objectives lying wholly outside the defense 
and emergency activities’ would enable the Commission to 
discharge its duties properly, it said wistfully in its annual 
report. To the extent, then, of ‘‘a single thousandth part,” 
we want to go on record as opposing any reduction in federal 
expenditures. 
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The two inland and two water- 
front terminals of Buffalo Mer- 
chandise Warehouses, Inc. are 
located at the heart of the rich 
Niagara Frontier trading area in 
America’s most accessible city. 










At this ideal location, Buffalo 
Merchandise Warehouses, Inc. 
provide complete and modern 
transit storage facilities. Ample 
space—nearly 1,000,000 square 
feet of floor area... sprinkler 
protected, watchman super- 
vised, completely palletized and 
Pull-Pac equipped. 












When you choose Buffalo as 
your transit storage point, and 
Buffalo Merchandise Ware- 
houses to do the job, you’ve 
a combination that can’t be 
beat. If you need transit storage 
space, or any other warehous- 
ing or distribution service, let 
us explain what we can offer. 
Write, wire or phone us today. 


BUFFALO MERCHANDISE 
WAREHOUSES, Inc. 


Buffalo’s Complete 
Merchandise Warehouse Operation 


General Offices: 
261 Great Arrow Ave., Buffalo 7, N. Y. 


American Chain of Warehouses, Inc. 
New York and Chicago 


American Warehousemen’s Assn., Chicago 



































In this column will be published answers to questions relating to traffic, of general reader interest. 
specialist in interstate transportation, who is a mem 
references to regulations and decisions and will answer questions of application of tariff schedules and 







UESTIONS AND 


cee 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers, 


practical tariff problems. We do not desire to take the place of the traffic man, but to help him in his 


work, nor do we undertake to render legal opinions. 
question that does not seem to be of oy interest or that may appear to us unwise to answer or too 
érein contemplated. 


complex for the kind of investigation 






Set-off and Counter Claims— 


Amount of Shipper’s Claim for Loss of or 
Injury to Goods versus 
Freight Charges Due Carriers 


Question—lIllinois 


What do you think of our strong arm 
method of forcing claim settlements 
from a carrier? We only use this method 
when the carrier has been given five or 
six months to investigate our loss and 
damage claims and liability is clearly 
established. 

The method is simple. We simply de- 
duct the amount of the claim from our 
current remittances to the carrier. The 
carrier claims it is unlawful to set off 
claims in this manner. Of course, being 
a large shipper, the carrier is reluctant 
to force the issue. 


What can the Interstate Commerce 
Commission do about it? Do you think 
we are fair and acting lawfully? 


Answer 


In Chicago & Northwestern Ry. Co. v. 
Lindell, 281 U. S. 14, 50 S. Ct. 200, the 
Supreme Court of the United States 
held that the practice of determining 
claims of shippers for loss or damage in 
suits brought by carriers to collect trans- 
portation charges is not repugnant to the 
rule prohibiting the payment of such 
charges otherwise than in money; that 
the adjudication in one suit of the re- 
spective claims of plaintiff and defendant 
is the practical equivalent of charging a 
judgment obtained in one action against 
that secured in another; that neither is 
to be distinguished from payment in 
money. 


In the course of its decision the court 
said that the purpose of the act to pre- 
vent discrimination has been emphasized 
by that court and is well known; that 
since its enactment, carriers may not ac- 
cept service, advertising, property or a 
release of claim for damages in payment 
for transportation; that they are re- 
quired to collect established rates, 
charges and fares from all alike in cash. 
Louisville & Nashville R. Co. v. Mottley, 
129 U. S. 467, 31 S. Ct. 265; Chicago, Ind. 
& L. Ry. Co. v. United States, 218 U. S. 
486, 30 S. Ct. 272; Lake & Export Coal 
Corporation v. Chesapeake & Ohio Ry. 
Co., 1 Fed. 2d 968, and State v. Union 
Pacific R. Co., 87 Neb. 29 are cited. 


While it is the duty of the shipper to 
pay and the carrier to collect the lawfully 
published freight charges, in an action 
to recover freight charges, if the bring- 
ing of an action is necessary by reason 
of the refusal of the shipper to pay these 











charges, the shipper’s claim for damages 
may be adjudicated in the same action. 

However, as we understand the deci- 
sion in the case first cited above, there 
can be no deduction of the amount of a 
claim from the amount due a carrier for 
transportation, except under an adjudi- 
cation of the respective claims of the 
carrier and shipper by a court. 





Routing and Misrouting— 


Conflict Between Marks on Package and 
Bill of Lading Shipping Directions 


Question—Wisconsin 


We would like your opinion in connec- 
tion with Rule 6 of National Motor 
Freight Classification No. 11. 


A motor carrier that has for years han- 
dled a substantial portion of our out- 
bound shipments of paper made a pickup 
recently of 74 rolls with a total weight of 
13,271 pounds; all rolls were plainly and 
properly stencilled for consignee “A” at 
Fulton, New York, but the bill of lading, 
which was presented to the truck driver 
making the pickup at the designated 
pickup point, specified the destination 
to be “New York City”. The consignee 
was correctly carried on the bill of lad- 
ing. The origin truck line has stated 
that the transfer at Chicago was per- 
formed on the premise that the destina- 
tion was New York City. However, the 
connecting carrier also had the opportu- 
nity to check the markings against the 
record of transfer on which a destination 
was ostensibly shown. 

Please advise if our understanding is 
correct that the markings on the individ- 
ual pieces, if properly shown, take prece- 
dence over the markings on the bill of 
lading, and include with your interpre- 
tation substantiating decisions. 


Answer 


The Commission has held that the 
marks on the package and not the bill 
of lading control. See the reports of the 
Commission in C. S. Bracket Co. v. Great 
Northern Express Co., 29 I. C. C. 6617 
and American Agricultural Chemical Co. 
v. Boston & A. R. R., 28 I. C. C. 398, 
clearly holding that the marks on the 
package govern. On page 668 of the 
opinion in the first named case, the 
Commission said: 

The Commission has recently held in- 
formally that when a shipper prepares & 
bill of lading providing for the carriage of 
property to a particular destination, and 
marks a different and erroneous address 0D 
the package, the carrier will not be held 
responsible for the freight charges incurred 
in transporting the property to the destina- 
tion shown on the package, although the 
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correct destination is shown in the bill of 
lading. We think the present case is clearly 
within this principle. In view thereof we 
do not find that in following the instruc- 
tions marked on the package the defendant 
was guilty of misrouting, See, also, Parlin 
& Orendorff Plow Co. v. United States Ex- 
press Co., 26 I.C.C. 561 and American Agri- 
cultural Chemical Co. v. B. & A. R. R. Co., 
28 I.C.C. 398. : 

We can locate no case covering move- 


ments via motor carriers, but presumably 
the Commission would apply the findings 
in these cases to such shipments. 


Tariff Interpretation— 


Switching Charges on Partly Loaded Car 
Returned to Point of Origin 


Question—Missouri 


We would like to have your opinion on 
the following and reference to any deci- 
sion that may cover a similar case: 


We shipped a loaded tank car to a 
local point on a railroad which does not 
switch our plant. When the car arrived 
back at our plant and was weighed it 
was found to contain 5,000 pounds which 
was not unloaded by the consignee. Un- 
der the provisions of Section 7, Rule 35, 
Consolidated Freight Classification No. 
20, we declared this weight to the rail- 
road and received a freight bill charg- 
ing the carload rate, 30 cents cwt., for 
the movement at actual weight, which 
we paid. 

We have now received a balance due 
bill for $22.00. This is the switching 
charge of the carrier which serves our 
plant. This charge is absorbed on traffic 
that does not reduce the line haul freight 
charges below $50.00. They contend that, 
inasmuch as the revenue was only $15.00, 
the switch charge is in addition. 


It appears in view of Item 110, Agent 
Schuldt’s Mileage Allowances and Rules, 
Tariff 7-N, I.C.C. No. 3924, the car is not 
to be regarded as a loaded car for mile- 
age equalization purposes. Therefore, 
why shouldn’t the railroad agree that 
this car is an empty returning for load, 
and as such, the switching charge, which 
is the charge for a loaded car, is not 
applicable. 


Answer 


Inasmuch as a transportation charge 
Was assessed on the 5,000 pounds not un- 
loaded at the original destination of the 
car, we are of the opinion that the return 
movement cannot be considered an 
empty tank car movement. 


Tax on Transportation— 


Self-Insurance of Parcel Post and 
Express Shipments 


Question—Missouri 


_ Many shippers operate under a self- 
Insurance plan applying to their outgo- 
ing shipments via parcel-post. Under this 
system a shipper does not insure the par- 
cel post package, but invoices the normal 
Msurance charge and accumulates the 
Tevenue in a separate account from 
Which he makes good parcel post losses. 


In the event a shipper desired to use 
& similar plan for his outgoing express 
shipments; that is, to originate the ex- 
press shipments with a declared value of 
less than $50 a shipment, or 50¢ per 
Pound, and then invoice the consignee 
for the amount of the valuation charge 
Which normally would have been paid to 


“AERO MAYFLOWER TRANSIT COMPANY 


> Furniture never rides on a tailgate when you | 
order Mayflower Moving Service . . . bece u ug 
Mayflower vans have no tailgates! ‘Everything ma 
rides inside, safe from damaging weather, in 
specially-built, weather-proof vans. Mayflower 
takes every precaution to protect your em- 


ployees’ goods; nothing is left_ to chance. Be _ : 
safe! Move the Mayflower Way. It costsno more! 


‘AMERICA’S FINEST” 
Long-Distance Furniture Movets 
































You'll never lose out on a delivery date if 
you Spot-Stock with Hansen in Milwaukee 
for coverage of your Wisconsin market. 
You'll get no customer “cold shoulders” 
because of unnecessary waiting for ship- 
ments to arrive from your own warehouse 

- not if you have the goods right on 
the spot in a convenient Hansen Warehouse. 










A Little Sense Can Mean $$$s, too . 
You actually save money when you Spot- 
Stock with Hansen instead of maintaining 
your own private warehouse. You pay 
only for the storage space you actually 
use, when you use it. No high overhead 

- no un-used labor costs. Hansen, a 
public warehouse, can help you cut down 
on your distribution costs by cutting down 
your warehouse overhead. 













A Little More Can Mean a Lot Less .. . 
When you check the margin between LCL 
and carload freight loads on certain classes 
of goods handled through Milwaukee, 
you'll more than likely have another spe- 
cial reason for Spot-Stocking at Hansen 
instead of on-the-spot shipping special 
orders. 




























GET THE FACTS ON 
PUBLIC WAREHOUSING 


Write for this 16-page 
digest of all the main 
“reasons why’ many of 
America’s top industries 
are cutting out their own 
private branches. 




















128 N. JEFFERSON ST. 

















the express company, must the shipper 
also assess the transportation tax on the 
valuation charge and return the amount 
of the tax to the government? 


Answer 


With respect to the above inquiry we 
are advised by the Commissioner of In- 
ternal Revenue, as follows: 

The tax imposed by section 3475 of the 
Internal Revenue Code applies to the 
amount paid for the transportation of prop- 
erty by rail, motor vehicle, water or air 
from one point in the United States to an- 
other. The tax applies only to amounts 
paid to a person engaged in the business of 
transporting property for hire. It is pay- 
able by the person making the taxable 
transportation payment and is collectible by 
the person receiving such payment. 

Under the circumstances stated, payment 
of the valuation charge invoiced by the ship- 
per would not constitute a payment for the 
transportation of property within the mean- 
ing of the taxing statute and, therefore, no 
tax would be collectible by the shipper with 
respect thereto. 


Tariff Interpretation— 


Motor Carriers—Volume Minimum 
Weight v. Minimum Weight Factor 


Question—Ohio 


Will you please give us your opinion re- 
garding the following tariff interpreta- 
tion and cite any decisions relative 
thereto by the Interstate Commerce 
Commission? 

In National Motor Freight Classifica- 
tion No. il, Item 177,245, perlite, other 
than crude, takes a volume truckload 
rating of Class 45 with a minimum weight 
factor under Rule 34 of 18.4. The rate in 
question is from Cleveland, Ohio, to 
Marion, Indiana, and this rate is named 
in Central States Motor Freight Tariff 
No. 224-B, MF-ICC No. 194. 

In referring to Rule 34 of National Mo- 


‘tor Freight Classification No. 11 to de- 


termine the minimum weight, Rule 34 
refers you back to the tariff naming the 
rate in order to determine which column 
to use under Rule 34. Section 5, Item 1 
of Tariff No. 224-B tells you to use Table 
D of Rule 34 to determine the truckload 
minimum weight. Table D under Rule 34 
gives a minimum weight of 18,000 pounds. 
Section 5, Item I of Tariff No. 224-B 
gives Central States Tariff No. 205, MF- 
ICC No. 163 as the governing exceptions 
to National Motor Freight Classification 
No. 11. Tariff No. 205 contains an excep- 
tion to Rule 13, which reads as follows, 
under Part A: 


Volume minimum weights provided in 
National Motor Freight Classification will 
not apply in connection with rates or 
ratings provided in this tariff, or in tariffs 
governed by this tariff. Volume ratings pro- 
vided in National Motor Freight Classifica- 
tion will apply as truckload ratings, and 
shipments of articles at such ratings will 
be subject to the following minimum 
weights. 

This item provides that when the vol- 
ume minimum weight in the National 
Motor Freight Classification is 18,000 
pounds and the rating is lower than third 
class, but higher than Class 44, the truck- 
load minimum weight will be 16,000 
pounds. It is our contention that the 
minimum of 16,000 pounds applies in lieu 
of the 18,000 pounds minimum as shown 
in the National Motor Freight Classifica- 
tion. The carrier states that the excep- 
tions to Rule 13 will not apply, and that 
the applicable minimum weight is 18,000 
pounds. 


Answer 

In accordance with the reports of the 
Commission in Stoves, Alabama & Tenn., 
to Interstate Points, 4 M.C.C. 641; Com- 
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modity Rates from Gulf Ports to Ala, 
Ga. and Tenn. 10 M.C.C. 106 and 
Whisky, Cincinnati and Ky. Points to 
Southern States, 22 M.C.C. 81, a volume 
and truckload rating and minimum 
weight are not the same. 

A volume rating and minimum weight 
applies when a shipper tenders the vol- 
ume minimum weight of a commodity for 
transportation at one time, even though it 
may exceed the carrying capacity of the 
largest vehicle available and must be 
transported in two or more vehicles, 
whereas, a truckload rating and minimum 
weight is generally understood to be the 
quantity which a carrier can transport 
in a single vehicle. See, Paper from Me- 
chanic Falls, Maine, to Boston, Mass., 
28 M.C.C. 196; Whisky, Cincinnati and 
Ky. Points to Southern Points, 22 M.C. C. 
81. 

Item 77245 of the Classification does 
not publish a volume rating and mini- 
mum weight. The reference circle T in- 
dicates that the Class 45 rating is a 
truckload rating and the minimum 
weight factor of 18.4, shown in connec- 
tion therewith, refers to Rule 34 of the 
Classification, which names truckload 
minimum weights to apply. 

As pointed out, truckload ratings and 
minimum weights are not the same as 
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volume ratings and minimum weights 
and Item 77245 does not provide a vol- 
ume rating and minimum weight. There- 
fore, the provisions of Rule 13 in Tariff 
No. 205 have no application, as this rule 
specifically applies in connection with 
volume minimum weights provided in 
the classification. 

If Rule 13 of Tariff No. 205 has no ap- 
plication, then the truckload minimum 
weight of 18,000 pounds in Table D of 
Rule 34 of the classification is applicable, 
in the absence of an exception thereto 
in the rate tariff. Some of the rate tariffs 
carry such an exception in the item 
which lists the tariffs governing that 
class tariff. 


Liability of Carrier— 


Act of God—Negligent Delay in 
Transportation Contributing to Loss of 
Or Injury to Goods 


Question—Missouri 


In your November 3, 1951, issue of the 
TRAFFIC Wor.Lp, under the caption “Li- 
ability of Carrier—Act of God—Negli- 
gent Delay in Transportation”; we would 
like to get this matter clearly under- 
stood, in so far as L.C.L. freight is con- 
cerned. 

The carrier’s schedule shows that ship- 
ments were forwarded from Kansas City 
on the day of arrival. However, ship- 
ments on the 9th and 10th of July were 
not forwarded out of Kansas City by the 
carriers before the flood, 10:30 AM. 
July 13. 

That these L.C.L. shipments were 
lying in the rail freight houses three and 
four days apparently shows negligence 
on the part of the carrier. 

Section 1, paragraph (b), of the bill of 
lading contract terms and conditions 
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“Best way to ship, best way fo travel... 
CAPITAL AIRLINES!” 


Manufacturing . . . selling . . . shipping — each of these activities 
today calls for full speed at minimum cost. That’s why so many 
busy persons are flying and shipping via Capital. 


Capital Airlines offers you the fastest, most comfortable, most 
convenient way to travel. And Capital Airfreight provides you 
with shipping service that is just as fast, just as convenient. 

It's amazingly economical, too. Airfreight helps reduce 
inventories, boosts profits, eliminates warehousing. Shipping 
by Capital, like flying Capital, saves you more than it costs. 


CAPITAL AIRLINES GENERAL orrtre¢certs 





Ship Ladings like these in Tank Cars of 


ALCOA 
ALUMINUM 


GLYCERINE BUTYRALDEHYDE 

NYLON SALTS OLEIC ACID 

FATTY ACIDS FORMALDEHYDE 

NITRIC ACID HYDROGEN PEROXIDE 

SORBITOL WATER WHITE ROSIN 

11g RO) 1@)-) 40 744 | = NITROGEN FERTILIZER SOLUTIONS 
NAPHTHENIC ACID GLACIAL ACETIC ACID 





PROTECTS LADINGS because aluminum does not 
contaminate or discolor sensitive liquids, does not 
promote decomposition. 


NO DAMAGE TO CARS because aluminum is not 
affected by many acids and other corrosive liquids. 


ALUMINUM COMPANY OF AMERICA 
1819C Gulf Building °* Pittsburgh 19, Pa. 
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Pre-Planned Moving 
In California 


IN CALIFORNIA, the following United Van Lines 
agents provide PRE-PLANNED Long Distance 
Moving service in clean ®SANITIZED vans. 


Beaumont—Beaumont Tfr. & Stge. Oakland—Cook-Morgan Moving & Stge. Co. 
Berkeley—Berkeley Tfr. & Stge. Co. Palace Van & Stge. Co. 
Bishop—Sierra Nevada Van & Stge. Stringer & Driver Stge. Co. 
Chico—Lambert Trkg. Co. Pasadena—Crown Tfr. & Stge. Co. 
Fresno—M. A. Meyer Redondo Beach—S & M Tfr. & Stge. Co. 
elkewnad-honsseatt Van & . Reseda—Long’s Van Service 
Laguna Beach—Laguna Beach Tfr. Richmond—Royal Moving Service 

Stge. Co. Riverside—Citizen’s Transportation Co. 
Lancaster—Keltner Van & Stge. Sacramento—Lockett Van & Stge. Co. 


Larkspur—Goss Moving & Stge. Co. San Bernardino—Westbrook Van & Stge. Co. 


Lomita Park—The Vyn Co., Mvg. & Stge. San Diego—Triangle Tfr. & Stge. Co. 
Long Beach—Belmont Van & Stge. Co. University Van & Stge. Co. 


Los Angeles—United Van Lines Inc. San ay yey me Stge. Co., Ltd. 


Arlington Van & Stge. Co. Stringer & Driver Stge. Co. 

mm acl Tfr. Co. San Mateo—All-Ways Moving & Stge. 

Charles Van & Stge. Co. Santa Barbara—A. M. Griggs Van Lines 

McCallson Van & Stge. Santa Cruz—Blue Bird Van & Stge. 

S & M Tfr. & Stge. Co. Santa Maria—Bagdon Tfr. & Stge. 

Sun Moving & Stge. Co. Santa Monica—Jenkins Van & Stge. Co. 
Merced—Covert Bros. Tfr. Stockton—Ivers Van & Stge. 
Mill Valley—Dowd’s Moving & Stge. Vallejo—Swofford’s Van & Stge. 
Newhall—Chitwood Van & Stge. Co. Woodland—Woodland Tfr. & Stge. 


% Complete facilities for personnel or plant moving and 
storage in key cities all over the U.S. and Canada. Check 
your local Classified Phone Book for the United agent 
nearest you. He’s always at your service! 


United van LINES, inc oe 


+ 
"vray went 


OVER 400 AGENTS IN THE UNITED STATES AND CANADA as 


Headquarters: St. Louis 17, Mo. 
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indicates the carrier’s liability for loss 
or injury to goods if delay is due to a 
carrier’s negligence. 


Answer 


In accordance with the statements in 
our answer to which you refer, it is the 
established rule in the federal courts 
that as to property destroyed by an act 
of God, the carrier is not liable even 
though but for the negligent delay of 
the carrier, the goods would not have 
been subjected to the destructive force, 
such as a flood. 

However, in some state courts it has 
been held that if but for negligent delay 
in transportation or delivery, the goods 
would not have been exposed to the 
cause of their loss or injury, the carrier 
is liable. 

The provisions of the bill of lading, 
to which you refer, are not in conflict 
with the above statements, at least, in- 
sofar as that portion thereof which sets 
forth the rule which applies in the fed- 
eral courts. 
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FROM OUR 
READERS 


Discussion of transportation subjects by our readers 
is invited for use in this column. Letters must 
brief and writers must identify themselves. Anony- 
mous communications will not be published. Ad- 
dress letters to ‘From Our Readers” Editor. 
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P.O. ‘Rate Making’ 


Wilmette, Iil. 


Today I had occasion to mail some 
pieces of printed matter to New York. 
The weight was slightly over what I or- 
dinarily mail for five cents, so I asked 
the Post Office clerk: “How much?” 


He tossed one of the pieces first on the 
postal scale and then on the parcei 
post scale, and said 21 cents. My 
“How come?” brought the reply that the 
piece weighed over eight ounces and 
must therefore go as parcel post. I re- 
moved one small leaflet from the en- 
velope. It weighed less than one ounce. 
The removal brought the weight of the 
envelope and its contents below eight 
ounces, so that it could be mailed for 
eight cents. The removed leaflet could 
be mailed, first class, for three cents. The 
total, eleven cents, would be ten cents 
less than the mailing cost of the en- 
velope with the leaflet included. 


Apparently, the Post Office knows very 
little about rate making. Railroads, more 
experienced in the art, would have a rule 
providing for charging the excess over 
eight ounces as a separate piece of mail 
up to the point where the parcel post 
rate as a single piece would be less.— 
Huey G. Hunn, 722 Howard Street. 


Remembers Our Anniversary 


Lansdowne, Pa. 


The approach of the 45th anniversary 
of the founding of Trarric WorLD re- 
minds me of the great help your journal 
was to me in the early days, when I used 
its front page to advertise the Lent 
Traffic Company, of Pittsburgh, Pa. It 
enabled me to build up a business in fur- 
nishing traffic services to industries 1 
a day when those services were not S0 
much understood as they are tocay.— 
JOHN F. Lent, Commerce Specialist 
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-— M’LENTY OF LUBRICATION—always! That’s one reason 
it the for the outstanding life and performance records being 
I re- set by Eaton 2-Speed truck axles in every field of 
heavy-duty hauling! Eaton’s exclusive forced-flow oil- 


f the ing system provides abundant lubrication even at 


d for lowest vehicle speeds. The instant gears turn over— . 

= even one revolution—oil is started on its way to all - AT O ie 
cents moving parts; the rate of flow is governed to meet the 

_— demands of various operating speeds. This unique 


| very lubricating system and Eaton’s exclusive planetary 

ore " ; sa 7 7 
neo construction are important factors in the ability of Ea Getic. 
— Eaton,2-Speeds to stay on the job, to deliver maximum 





mail 
post performance with minimum upkeep. Ask your dealer 
wit to explain how Eaton 2-Speeds reduce stress and wear 
on engine and power-transmitting parts—how they will 
ry help your trucks haul more, faster, longer, at lower cost. 
e, Pa. ae 
omey Axle Division 
re- 
urnal EATON MANUFACTURING COMPANY 
— CLEVELAND, OHIO 
a, it (xa) 
7 is PRODUCTS: Sodium Cooled, Poppet, and Free Valvese Tappetse Hydraulic Valve Lifters, Valve Seat Inserts, Jet 


ot SO Engine Parts e Rotor Pumps e Motor Truck Axles e Permanent Mold Gray Iron Castingse Heater-Defroster Unitss Snap Rings 
% Springtites ¢ Spring Washers* Cold Drawn Steel* Stampingse Leaf and Coil Springse Dynamatic Drives, Brakes, Dynamometers 
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sis he LOWEST COST WAY 


to SHIP or to RECEIVE 
your Galk Liguids 


The savings are immediate . . . they're substantial . . . they're 
constant when you switch to ROGERS Tank Truck Service. 
That’s why so many leading firms have adopted the ROGERS 
Plan of 24-hour service, synchronized precisely into their 
production schedules. It keeps bulk liquids moving into or 
out of the plant exactly in pace with each day’s operations. 
No need for large inventories. No more time-consuming 
labor and other expenses involved in emptying, cleaning, 
repairing, returning drums. These costs are saved... and 
the savings are b-i-g! What's more, you cash in too, ona 
new, smooth flexibility in shipping and receiving. Yes... 
the ROGERS way is the modern, low cost way to handle 
Bulk Liquids. Let us show case histories in proof. Phone or 
write us today. 


TELEPHONE: CA LUMET 5 — 1213 
1934 WENTWORTH AVE. 
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LATE NEWS 





TRAFFIC AND TRANSPORTATION NEWS 





Carloadings Totaled 714,247 
In Week Ended March 8 


Loading of revenue freight the week 
ended March 8, 1952, totaled 714,247 cars, 
the Association of American Railroads 
announced. This was a decrease of 35,275 
cars or 4.7 per cent below the corre- 
sponding week in 1951, but an-increase of 
6,336 cars or nine-tenths of one.per cent 
above the corresponding week in 1950, 
the A.A.R. said. 

Loading of revenue freight the week 
ended March 8 decreased 41,377 cars or 
5.5 per cent below the preceding week. 

Coal loading amounted to 137,509 cars, 
an increase of 4,068 cars above the corre- 
sponding week a year ago, but a decrease 
of 8,358 cars below the preceding week 
this year, the A.A.R. said, and continued: 


Miscellaneous freight loading totaled 367,- 
951 cars, a decrease of 23,639 cars below the 
corresponding week last year, and a decrease 
of 21,897 cars below the preceding week this 

ear. 
, Loading of merchandise less than carload 
freight totaled 74,204 cars, a decrease of 12,- 
345 cars below the corresponding week in 
1951, and a decrease of 2,772 cars below the 
preceding week in 1952. 

Grain and grain products loadings totaled 
46,597 cars, a decrease of 4,125 cars below the 
corresponding wek in 1951, and a decrease 
of 6,442 cars below the preceding week this 
year. In the Western Districts, grain and 
grain products loadings for the week of 
March 8 totaled 30,552 cars, a decrease of 
3,957 cars below the same 1951 week, and a 
decrease of 4,760 cars below the preceding 
1952 week. 

Livestock loading amounted to 7,613 cars, 
an increase of 408 cars above the same week 
in 1951, but a decrease of 457 cars below the 
preceding week this year. In the Western 
Districts, loading of livestock for the week 
of March 8 totaled 5,790 cars, an increase of 
432 cars above the same week a year ago, 
but a decrease of 326 cars below the preced- 
ing week this year. 

Forest products loadings totaled 43,437 
cars, a decrease of 42 cars below a year ago, 
and a decrease of 728 cars below a week ago. 

Ore loading amounted to 21,183 cars, an 
increase of 1,109 cars above last year, but 
a decrease of 464 cars below last week. 

Coke loading amounted to 15,753 cars, a 
decrease of 709 cars below a year ago, and 
a decrease of 259 cars below the previous 
week this year. 

All districts reported decreases compared 
with the corresponding week in 1951, except 
the Northwestern. All reported increases 
compared with the corresponding week in 
1950, except the Eastern, Pocahontas and 
Southern. 


Cumulative Loadings 
1952 1951 1950 


2,828,319 3,009,358 2,390,393 
2,885,707 2,699,776 2,288,055 
755,624 785,861 574,449 
714,247 749,522 707,911 
7,183,897 7,244,517 5,960,808 


Four weeks of 
January ... 
Four weeks of 
February ... 
Week of March 





Truck Classification Dockets 


_ Two dockets of the National Classifica- 

tion Board of the trucking industry will 
be mailed to Traffic Bulletin subscribers 
With the issue of March 15. One is 
Docket No. 54 and the other is Special 
Decket No. 3. 
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Michigan ‘Frost Law’ Proposals Before 
C.S.M.F.B. Held Unworkable by Shippers 


Standing Rate Committee Hears Plea of Copper and Brass Shippers 


For Uniform Rate Proposal. 


Michigan’s highway “frost laws,” 
the burden they placed on motor 
carriers, and three proposals to pass 
part of that burden on to shippers, 
comprised one major subject of dis- 
cussion. at the monthly meeting of 
the Central States Motor Freight Bu- 


reau’s standing rate committee, 
March 12, in the Palmer House, 
Chicago. 


The Michigan frost law provides that 
in the months of March, April and May 
each year, maximum axle loads on con- 
crete pavement shall be reduced by 25 
per cent. The law gives the state high- 
way commissioner the right to impose 
or suspend such restrictions. Carriers 
and shippers assert that the Michigan 
highway commissioner has in some in- 
stances imposed the restrictions as early 
as January. Restrictions are frequently 
placed on part of a given highway while 
other parts remain open, and the high- 
way department frequently allows only 
a few hours before certain restrictions 
take effect, they say. 


Dockets Nos. 15784, 15789-E, and 15790, 
proposing various ways to increase ship- 
pers’ costs during the frost-law period, 
were opposed by a number of shipper 
representatives, among them Don Burn- 
ham, of the Ford Motor Co.; K. A. Moore, 
Automobile Manufacturers Association 
(both of Detroit); H. S. McCafferty, 
traffic manager, Federal Glass Co., 
Columbus, Ohio, and M. J. Méilsark, 
speaking for St. Louis shippers. 


Proposal Called ‘Unrealistic’ 


Speaking on docket No. 15784, a car- 
rier proposal to assess the 20,000 mini- 
mum weight rates on iron ‘or steel 
articles during the frost-law periods in 
Michigan, Mr. Burnham said it was 
“just another attempt to saddle this 
operating problem onto the shoulders of 
shippers in Michigan.” The proposal 
was unworkable and unrealistic, he said, 
because there was no regularity in the 
enforcement of this law. 


No. 15789-E, another carrier proposal, 
would provide that, from. February 1 to 
April 15, “the weight which can be 
legally transported in or on a truck 
shall constitute a capacity load, and 
weight and rate .provisions” of the 
various tariffs would apply. If such a 
rule were adopted, said Mr. Burnham, it 
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Bureau’s Central Committee Announces 
Approval of $1.50 Surcharge on Shipments under 5,000 Pounds. 
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would rule out the single axle trailer in 
Michigan during the frost-law period, 
because “no shipper would accept a 
single axle trailer for a shipment. . 

when the maximum weight thereon \ 
would be approximately 14,500 pounds 
when a tandem axle trailer could be 
loaded to approximately the 20,000- } 
pound minimum.” 

No. 15790 was yet another carrier pro- / 
posal, which would add a 10 per cent / 
emergency charge to all less-truckload 
shipments from February 1 to April 15 / 
each year in Michigan, “to partially 
meet the emergency conditions caused 
by the drastic revenue reductions im- 
posed by the so-called ‘front law’ which 
limits the gross weight of vehicles.” 

A study made some time ago by Mich- 
igan carriers showed that the average 
less-truckload load per truck was only 
slightly over.10,000 pounds, and thus 
under the maximum allowéd. by Mich- 
igan frost laws, said Mr..BurnHam, con- 
tending that the proposal should. be 
failed. 

Mr. Moore, in a document filed. with 
the committee, asserted_that’ the ae | O- 
law proposals constittited an attempt t 
place the burden of frost-law require- 
ments on the shipper or consignee. That 
was unreasonable, he said, “as the cost 
of truck operation during frost law 
periods is included in annual operating 
costs on which rates are based and 
should be based.” 

“By the same untenable reasoning,” 
said Mr. Moore, “carriers could contend 
that their rates should be higher during 
the entire winter period, as, obviously, 
costs are higher.” 

Chairman Ryan observed there were 
“a lot of complications in making a 
frost law work.” The only workable 
way, he suggested, was to assess an emer- 
gency charge during a clearly specified 
period, if carriers could show that their 
costs had risen by a comparable amount 
during that period. 

Mr. Burnham agreed that was the 
only workable method, but said he still 
opposed any frost-law charge. Over the 
entire frost period, he said, the frost 
laws might only be applied 10 days, and 
then only on certain highways, or sec- 
tions of highways. 

A number of shippers came prepared 
to oppose various dockets proposing an 
increase in minimum charges on small 
shipments, but waived objections when 
it was announced that the C.S.M.F.B. 
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central committee, the previous after- 
noon, had approved for publication 
docket No. 15268, a proposal to amend 
all effective minimum charge items to 
provide that the minimum charge on 
shipments weighing less than 5,000 
pounds should be the charge accruing 
at the applicable rate and at the actual 
weight, but not less than 100 pounds, 
plus a surcharge of $1.50. 

This was the docket which carriers 
and a committee of shippers represent- 
ing the Central Territory Traffic Confer- 
ence had agreed to support as a means 
of giving bureau carriers added revenue 
to help compensate for a recent sharp 
increase.in drivers’ wages. 

Harry E. Seel, general traffic manager, 
Olin Industries, Inc., East Alton, IIl., 
appearing for the traffic committee of 
the Copper and Brass Research Associa- 
tion, spoke in support of docket No. 
15855, a proposal to provide “a sound 
uniform basis for rates to be made ap- 
plicable throughout Central States Ter- 
ritory on brass, bronze, copper, cupro- 
nickel and nickel silver articles.” 

Present rates on these articles were 
not uniform, said Mr. Seel, and the pro- 
posal represented substantial increases 
over present rates. The proposed rates 
were subject to minimum weights of 
20,000 pounds, reflecting 32.5 per cent 
of first class, and 30,000 pounds, reflect- 
ing 30 per cent of first class, he said. 

Chairman Ryan declared that the pro- 
posal contained more rate decreases 
than rate increases. A number of traffic 
executives representing various firms in 
the copper and brass industry supported 
Mr. Seel’s presentation, among them W. 
A. Frantes, traffic manager, Revere Cop- 
per & Brass, Inc.; A. G. Morris, traffic 
manager, Titan Metal Mfg. Co., Belle- 
fonte, Pa.; J. L. Haddock, traffic man- 
ager, Wolverine Tube Co., Detroit, and 
E. C. Miller, traffic manager, Mueller 
Brass Co., Port Huron, Mich. 


Inside Delivery Charge 


Joseph Illes, assistant traffic manager, 
Bendix Products Division, Avco Mfg. 
Corporation, South Bend, Ind., spoke in 
opposition to docket No. 15785, a proposal 
to amend tariff No. 500 by adding a rule 
that when shipper or consignee requests 
delivery to an inside receiving point not 
directly accessible to trucks, an extra 
charge of 25 cents a 100 pounds will 
be made with a minimum charge of $1.00 
a shipment. 

Consignees could make better arrange- 
ments without any cost to them, asserted 
Mr. Illes. Chairman Ryan said that 
the charge did cover an extra service 
provided by carriers. 

Privately, several operators said that 
the unions would oppose such a charge 
because drivers were accustomed to 
furnish such inside delivery when re- 
quested, pocketing the “tips” for such 
service. 

Mr. Burnham spoke in opposition to 
docket No. 15833, a proposal to amend 
tariff No. 500 by increasing the charge 
for shipments stopped for partial load- 
ing or partial unloading from $10 for 
each stop to $12.89, the stated justifica- 
tion being that the $12.89, charge was 
that presently applicable via rail car- 
riers. 

“There is no similarity between rail 
and truck stop-off service, and I oppose 
this proposal,” said Mr. Burnham. 

The docket was also opposed, on the 
same grounds, by Mr. McCafferty, on 
behalf of the American Glassware As- 
sociation. 
(See earlier story on page 29) 
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Helicopter Mail Pay 
In Chicago Area Fixed 


A final rate of mail pay anticipated 
to produce $494,653 a year in revenue, 
has been set by the Civil Aeronautics 
Board in a statement of tentative find- 
ings and conclusions in No. 4115, Helicop- 
ter Air Service, Inc. An accompanying 
order requires the carrier, operating in 
the Chicago area, to show cause why 
the rate, and a lump sum settlement 
for _— services, should not be declared 
final. 


For the period August 20, 1949, through 
September 30, 1951, the board fixed the 
sum of $874,040, and, for each month on 
and after October 1, 1951, a rate of 
149.25 cents an airplane mile to be ap- 
plied to mileage up to 30,000 miles in any 
calendar month. and a rate of 65 cents 
an airplane mile to be applied to mileage 
flown in excess of 30,000. 

Although its authority included the 
right to carry property as well as mail, 
said the board, the carrier had offered 
an exclusive mail service. 

“Post Office Department approval is 
a condition precedent to effecting sched- 
ule changes, and all schedules have been 
designated for the carriage of mail,” the 
board added. “In addition, at this stage 
of the development of rotary wing air- 
craft, it is beyond question that the 
services under discussion have con- 
tributed to the national defense and 
the commerce objectives of the civil 
aeronautics act. 

“Accordingly, we find that all of the 
schedules operated were required in the 
interest of one or more objectives of 
the act.” 

Referring to a report it made in Sep- 
tember, 1951, separating for administra- 
tive purposes, the subsidy from total 
mail payments to domestic carriers, the 
Board said that the entire future pay- 
ments to Helicopter might be deemed 
compensatory mail pay. 





Southern Governors’ .Case 


The Commission, by a notice of the 
Commission by Commissioner Lee in No. 
27746, State of Alabama, et al. v. New 
York Central Railroad Co. et al., has 
postponed to a time to be later fixed, a 
further hearing assigned for March 19 
at the Commission in Washington, D.C., 
in No. 27746, the ‘““southern governors’ 
case” (T.W., Feb. 23, p. 35). 


Asphalt Rates Protested 


The Empire State Oil Co., Thermopo- 
lis, Wyo., has asked the Commission to 
suspend and investigate proposed re- 
duced railroad rates on liquefied petro- 
leum asphalt from points in Arkansas, 
Kansas, Louisiana, Missouri, Oklahoma, 
and Texas to destinations in Illinois, 
Indiana, and Wisconsin, published to be- 
come effective March 21. These rates, 
it said, appeared in supplements 122 and 
124 to Agent Kratzmeir’s I.C.C. No. 3825. 

The protestant said the carriers pro- 
posed rate reductions from Mid Conti- 
nent refining origins of 2%, 3, and 3% 
cents a 100 pounds on the aforemen- 
tioned commodity, tank car loads, pub- 
lished at the request of refiners in the 
Mid Continent field. 

Empire State asserted that in market- 
ing its products it met intense competi- 
tion with refineries in the Mid Conti- 
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nent field and elsewhere. It said it op- 
erated its refinery at Thermopolis, on 
the Billings-Laurel-Casper line of the 
Burlington Railroad, 180 miles south of 
Laurel, Mont., and 134 miles north of 
Casper, Wyo., and marketed its liquid 
petroleum asphalt at destinations in 
Milwaukee, Madison, and Beloit, Wis,, 
Chicago and Rockford, Ill., and inter- 
mediate points in southern Wisconsin 
and northern Illinois. 





Examiner’s Report Deals 


With Transport of ‘Busses’ 


Examiner Leo W. Cunningham, by a 
recommended report on further hearing 
in MC-30837, Sub. 94, Kenosha Auto 
Transport Corporation—Extension—Un- 
ion City, Ind., has proposed that the 
Commission find that authority to trans- 
port “trucks” doets not include the right 
to transport “busses.” 

He said that in a prior report, 51 
M.C.C. 664, the Commission, division 5, 
found that public convenience and 
necessity required operation by Kenosha 
as a common carrier, over irregular 
routes, of busses, in secondary move- 
ments, by driveaway service, from Union 
City, Ind., to points in 31 states. The 
examiner said the division reopened the 
proceeding for further hearing solely to 
receive evidence with respect to a con- 
tention of Kenosha and of Howard Soper, 
Inc., intervenor, that any type of body 
installed on a truck chassis resulted in 
a vehicle, the description of which was 
within certificated authority to transport 
trucks. 

Examiner Cunningham said the record 
did not contain any material evidence 
that would enable him to determine all 
the types of automotive vehicles that 
would be included in such a broad inter- 
pretation as suggested under authority 
to transport trucks. 

Likewise, he continued, there was no 
evidence in the instant case that, con- 
sistent with trade usage and common 
definition, authority to transport trucks 
should include the right to transport 
busses even though the bus body was 
installed on a truck chassis. This ap- 
peared to be the major issue involved in 
the proceeding, he said. 

The examiner asserted that opinions 
of the Commission cited in his report 
indicated that where authority was 
granted to transport a specific type of 
automotive vehicle, “it should not be sub- 
ject to a strained interpretation which 
would include vehicles for which author- 
ity was not intended.” 

Based on the evidence of record, he 
continued, the only finding that the ex- 
aminer could make was that authority 
to transport “trucks” did not include a 
right to transport “busses.” ; 

A notice attached to the report said 
any exceptions to the examiner’s find- 
ings were to be filed with the Commis- 
sion’s Secretary in Washington, DC., 
within 20 days from March 13. 





Lake Tahoe Water Rights 


By a report, certificate and order in 
W-1028, Sub. 1, Edward B. Scott Common 
Carrier Application, the Commission, 
division 4, effective May 15, has author- 
ized the applicant, doing business as Lake 
Tahoe Boat Service, of Tahoe, Calif. to 
operate as a common carrier by ‘°'f- 
propelled vessels in the transportation 
of passengers and commodities gener2!lv 
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RAILROADS 


IN A VICTORY-LABELED PACKAGE 


e As America mobilizes in defense of freedom, 
the paper industry plays an important role. 


Paper and paper products in almost count- 
less varieties must be supplied for the needs of 
business and industry—from order blanks to 
blueprints, from cards to cartons. Forests must 
fall to keep the paper mills humming. From 
the ring of the woodsman’s axe or the whine 
of his saw to the roar of machinery in the mill, 
the paper industry is hard at work. These are 
days of emergency. 


The Baltimore & Ohio Railroad takes pride 
in its ability to handle emergencies. We, too, 
have stepped up our pace. Our facilities and 
equipment have been improved and expanded. 
Better methods of freight handling and servic- 


ing have been developed. We are taking the 
mobilization program in stride. Along with 
other American railroads, we again are prov- 
ing that rail transportation is the backbone of 
our Nation’s industrial might. 


BALTIMORE & OHIO RAILROAD 


Constantly doing things—better ! 
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between points on Lake Tahoe, from 
June to September, inclusive, of each 
year. 





Administrator Knudson Asks 
30,000 Freight Cars, 975 


Engines, 275,000 Trucks 


Defense Transport Administrator 
James K. Knudson announced March 
13, that third quarter 1952 programs 
for transportation, warehousing and 
port utilization facilities had been 
fully documented and forwarded to 
the Defense Production Administra- 
tion. 


Mr. Knudson said that in the field 
of railway transport, the D.T.A. had 
made third quarter claims for 30,000 
freight cars (other than tanks), 2,550 
tank cars, 100 passenger train cars and 
975. locomotives. This claim was at the 
same level as the second quarter 1952 
claim, but considerably in excess of the 
actual allotments allowed by D.P.A. for 
that quarter. Also, D.T.A. asked for 
450,000 net tons of new rail for replace- 
ment together with the necessary mate- 
rials required for railroad maintenance 
as provided by N.P.A. order M 73. 


The D.T.A. statement continued: 

“In the field of street and highway 
transportation, D.T.A. made third 
quarter claims for 1,100,000 passenger 
automobiles, 275,000 trucks, 16,000 truck- 
trailers, 96,000 truck bodies, including 
4,500 school buses, 2,200 integral buses, 
125 trolley coaches, 25 street cars and 
75 rapid transit cars. These claims are 
slightly in excess of second quarter 
claims as far as passenger automobiles 
and trucks are concerned. D.T.A. also 
made third quarter claim for automotive 
replacement parts at the rate of $539,- 
000,000 a quarter. 

“The inland waterways program calls 
for the construction of 300 barges and 
towboats and continuation of the Great 
Lakes vessel program. The Great Lakes 
vessel program has been authorized as 
needed since its inception at the begin- 
ning of 1951. The third quarter claim 
for barges and towboats is substantially 
the same as claims made in previous 
quarters, but more than double the quan- 
tity previously authorized. 

“In the field of construction for rail- 
roads, transit companies, highway termi- 
nals, warehousing and storage, and port 
facilities, D.T.A. has made third quarter 
claim for 120,000 tons of steel, with other 
appropriate materials, to carry on neces- 
sary work. This claim is also at the 
same level as that of the second quarter, 
but considerably in excess of the 175,000 
tons allowed by D.P.A. for the second 
quarter. Administrator Knudson said 
that construction in these fields is not 
necessarily expansion but is primarily 
needed to improve utilization and effi- 
ciency and to relieve spot shortages. 

“Mr. Knudson emphasized that the 
allotment of materials to provide for the 
above programs is necessary if the de- 
fense and civilian transportation facil- 
ities of the nation are to be properly 
maintained.” 


Calif. Temporary Water Rights 


By an order in W-522, Sub. 1, Henry 
Nickols Temporary Authority Applica- 
tion, the Commission, to and including 
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September 6, has authorized the appli- 
cant, of Stockton, Calif., to operate as a 
common carrier by towing vessels in the 
performance of general towage between 
Oakland, Calif., and Rough and Ready 
Island, Calif. 

By an order in W-318, Sub. 1, The 
River Lines, Inc., Temporary Authority 
Application, the Commission, division 4, 
has granted that applicant the same 
authority and until the same date, as in 
W-522, Sub. 1. 

The Commission, division 4, has denied 
the application in #379, Sub 1, Bay 
Cities Transportation Co. ‘Temporary 
Authority Application, for authority to 
operate by towing vessels in the perform- 
ance of general towage between the Port 
of Stockton, Calif., and ports and points 
on San Francisco Bay, Calif. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the <ffice of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 


Certificates—Licenses—Permits 


Illinois (Chicago)—MC-954, Sub. 33, 
Mid-States Freight Lines, Inc., Extension 
—Goodyear Plant, embracing MC-966, 
Sub. 5, Capitol Truck Lines, Inc. 
(Topeka, Kan.); MC-2202, Sub. 77, Road- 
way Express, Inc. (Akron, O.); MC- 
10132 Sub. 12, Geo. Lipp, dba Lipp Truck 
Line (Kansas City, Mo.); MC-29566, 
Sub. 29, Southwest Freight Lines, Inc. 
(Kansas City); MC-38183, Sub. 26, 
Wheelock Bros., Inc. (Kansas City); 
MC-43215, Sub. 29, Boyd Truck Lines, 
Ine. (Kansas City); MC-52424, Sub. 4, 
Russel A. Hall, dba Hall Bros. Truck 
Lines (Lawrence, Kan.); MC-52912, Sub. 
16, Motorways, Inc. (Kansas City); MC- 
58948, Sub. 52, Union Transfer Co., dba 
Union Freightways (Omaha, Neb.); MC- 
59728, Sub. 4, Morrison Motor Freight, 
Inc. (Akron); MC-105807, Sub. 12, Mat- 
thew Leo McKeone, Sr., et al., dba Red 
Ball Transfer Co. (Omaha); MC-106194, 
Sub. 5, O. W. Horn, dba C. & G. Truck 
Line (Kansas City); MC-106904, Sub. 
2, L. L. Crook and Wm. F. Mulligan, dba 
Topeka Motor Freight (Topeka); and 
MC-109132, Sub. 6, Freightways, Inc. 
(Wichita, Kan.), Extensions—Goodyear 
Plant. Certificates proposed. MC-954, 
Sub. 33, MC-966, Sub. 5, MC-2202, Sub. 
77, MC-10132, Sub. 12, MC-38183, Sub. 
26, MC-43215, Sub. 29, MC-52424, Sub. 
4, MC-52912, Sub. 16, MC-58948, Sub. 
52, MC-105807, Sub. 12, MC-106194, Sub. 
5, MC-106904, Sub. 2, and MC-109132, 
Sub. 6: General commodities, with ex- 
ceptions, serving site of Goodyear Tire 
& Rubber Co. vlant near Topeka, as an 
intermediate or off-route point in con- 
nection with presently authorized opera- 
tions to and from Topeka. MC-29566, 
Sub. 29: General commodities, with ex- 
ceptions, from Kansas City, Mo., to site 
of Goodyear plant near Topeka, over ir- 
regular routes. MC-59728, Sub. 4: Gen- 
eral commodities, with exceptions, serv- 
ing site of Goodyear plant near Topeka 
on eastbound traffic as off-route point 
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in connection with applicant’s regular 
route between Cleveland, O., and Wichita, 
Kan. 





Gurley Urges Railroad 
Engineers To Study Freigh: 


Loss and Damage Prevention 


A proposal that railroad engineers 
set up a committee on research of 
competitive transportation was ad- 
vanced by Fred G. Gurley, president 
of the Atchison, Topeka & Santa Fe 
Railway, in an address March 12 be- 
fore the annual luncheon of the 
American Railway Engineering Asso- 
ciation, in the Palmer House, Chi- 
cago. 


Such a committee, said Mr. Gurley, 
could study such questions as “the under- 
lying reasons why other forms of trans- 
portation secure business which logic 
would suggest should move via your rail- 
road,” the highway tests to be conducted 
in Idaho, and “the errors or misrepre- 
sentations which have been made about 
the costs of inland waterway projects.” 

Mr. Gurley also proposed that railroad 
engineers apply their logical thinking 
to the prevention of damage to freight 
which shippers entrust to the railroads. 
Freight loss and damage represented 
“big money,” he said. 

“Furthermore, it is definitely wasted,” 
said he. “It is directly associated with 
economical operation of the railroad and 
the logical mind of an engineer can help 
straighten out some of the thinking 
which is producing this economic waste. 

“When you challenge the thinking, you 
soon challenge bad practices. The con- 
ventional engineer may feel this is 
outside of his field—but is it? ‘You can 
cross over the departmental line that 
separates this problem from the problems 
you accept as being yours if you do it 
intelligently. .It isn’t an easy problem 
but there are many aspects of it where 
you can help.” 

Though some rail engineers might feel 
that the prevention of freight loss and 
damage was not their problem, said Mr. 
Gurley, perhaps rail management and 
rail engineers had made mistakes in their 
concepts of where the engineer fits into 
the picture. 

There were many fine engineers in our 
country, and many fine engineers in 
other countries, asserted the Santa Fe 
president. 

“Everyone will agree that the engineers 
of America have produced much more 
than the engineers of any other coun- 
try,” he asserted, adding that the dif- 
ferences in productive accomplishments 
had been brought about “by the atmos- 
phere in which the American engineer 
has lived and worked as sharply dis- 
tinguished from the atmosphere in which 
engineers have lived and worked else- 
where in the world.” 

Earlier in the A.R.E.A. annual meeting, 
Gerald M. Magee, research engineer of 
the Association of American Railroads, 
had announced a record appropriation 
for the railroad research activities of 
the engineering division of the A.A.R. 
The division’s 1952 budget represented 
an increase of 10 per cent over thzt of 
last year, and included funds for 32 re- 
search projects covering almost every 
phase of roadway engineering, he sé. 


(See earlier story on page 28) 
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Now-/NTERNATIONAL Roadlliners HRST with 


INTERNATIONALS are the first trucks to receive 
Underwriters’ Laboratories’ Listing of an LPG Fuel 
System. New “LP” Roadliner models offer heavy- 
duty haulers high compression power with less 
fuel cost . . . less engine wear . . . no field installa- 
tion problems! 


Now all the advantages of LP gas as an engine 
fuel are combined with all the advantages of Inter- 
national Roadliners in specially designed units that 
are ready for the road. 


New International “LP” four- and six-wheel mod- 
els, 42,000 to 65,000 pounds GCW, offer famous 
International Super Red Diamond valve-in-head 
truck engines with boosted compression ratios to 
take advantage of the extra power in high octane 
fuel. Propane-Butane carburetion and fueling sys- 
tem is completely factory assembled and factory 
installed. No field installation required—trucks are 
delivered ready to roll. 


Like all International “firsts” 
. they’re performance-proved 


Exhaustive field and laboratory tests prove you get 
greater engine efficiency with lower fuel costs, 
longer engine life with less maintenance. Super 


Dual heavy-steel pressure tanks 
replace standard gasoline tanks 
on these new International Truck 
models. 


NOW AVAILABLE: 
Two New Diesel Models 
LD-195 and LD-205 


Red Diamond engine compression ratios have been 
increased for high octane fuel. The resultant gives 
you greater efficiency on the job along with fuel 
savings of several cents per gallon. 


International’s new-type manifolding, special 
mixing and regulator valves increase the character- 
istic clean-burning benefits of liquefied petroleum. 
Intake and combustion deposits on valves and in 
cylinders are almost entirely eliminated. Engine 
wear and cylinder erosion are reduced and there 
is less contamination of lubricating oil. Parts last 
longer, oil changes are fewer, mileage between 
overhauls and engine changes can be doubled. 


High compression power... plus 
heavy-duty engineered truck stamina 


You get improved engine power and economy — 
with the all-around truck stamina that has made 
International Trucks first in heavy-duty sales for 
20 straight years! That’s truck value. See your 
International Truck Branch for details about new 
International “LPG” Trucks—the latest Interna- 
tional Truck contribution to low-cost hauling. 


INTERNATIONAL HARVESTER COMPANY + CHICAGO 


a | International Harvester Builds McCormick Farm Equipment and Farmall Tractors . .. Motor Trucks . . . Industrial Power... Refrigerators and Freezers 


Ni “ 
INTERNATIONAL == TRUCKS 








More than One Million Now on the Road 
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NEW SAVANNAH STATE DOCKS 


Ready tn 1952! 
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Plan now to use this NEW GATEWAY TO WORLD TRADE 
FASTER HANDLING ye LOWER COST ye PERSONALIZED SERVICE 


PERSONALIZED 
SERVICE 


It will be the policy of Geor- 
gia Ports Authority to see 
thatevery shipper and ship- 
ment gets individual at- 
tention from a staff of 
personnel long experi- 
enced in all phases of 
port operation. 



















MODERN FACILITIES 


Every possible facility for the fast, efficient and careful 
handling of your shipments will be provided by these 
carefully engineered new PUBLIC DOCKS. 

Also the Savannah docks are backed up by more than 
2,000,000 square feet of dry storage, and unlimited open 
storage. 


TRANSPORTATION 
Five railroads and 26 truck lines will make 
this new PUBLIC DOCK area a splendid 
location for fast distribution. The railroads 
serving Savannah are Atlantic Coast Line, 
Central of Georgia, Seaboard Air Line, 
Savannah and Atlanta and the Southern 
Railway. 
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THE WEEK IN TRANSPORTATION 


News of Significance to Traffic and Transportation Mon 
|.C.C. Members, Others Suggest Changes 


In Transport Bills at Senate Hearing 


Commissioner Alldredge Offers Substitute for Section 22 Rate 


Finality Measure. Face-Lifting Job on Section 4 Advocated by 


J. G. Kerr. Several Oppose Curtailment of ‘Exempt’ Trucking. 
By JOSEPH C. SCHELEEN 


One of five Interstate Commerce 
Commission members who testified 
on March 11 before the Senate in- 
terstate and foreign commerce com- 
mittee submitted a new proposal 
for establishing “finality” of reduced 
rates granted by common carriers to 
the federal government under section 
22 of the interstate commerce act. 


The I.C.C. members came before the 
committee on March 11, the seventh day 
of its hearings on a long list of pend- 
ing transportation bills (T.W., March 8, 
pp. 11 and 15). Directing the Commis- 
sion’s presentation concerning several of 
the considered bills was Commissioner 
Splawn, head of the Commission’s legis- 
lative committee. Statements about the 
bills were made by Chairman Rogers, of 
the I.C.C., and Commissioners Mahaffie, 
Alldredge, and Patterson. It was Com- 
missioner Alldredge who suggested a new 
legislative approach to the section 22 rate 
finality problem dealt with by S. 2355. 


Assertions to the effect that section 4 
of the interstate commerce act operated 
, to hamstring the railroads in their at- 
tempts to compete for traffic with other 
carriers not subjected to section 4 re- 
strictions were made by Joseph G. Kerr, 
of Atlanta, Ga., chairman of the Southern 
Freight Association and of its executive 
committee, in testimony he gave, March 
10, on behalf of the Association of Amer- 
ican Railroads. He opposed S. 2349, 
the truck long-and-short-haul bill, and 
urged enactment of S. 2754, the Bricker- 
Capehart-O’Conor bill to revise section 4 
(T.W., March 8, p. 59). 


On March 12 the committee heard 
witnesses for the Contract Carrier Con- 
ference of the American Trucking Asso- 
Ciations. Directing the presentation of 
testimony for the conference were Bur- 
ton K. Wheeler, former chairman of the 
Senate interstate commerce committee, 
anc: his son, Richard B. Wheeler, attor- 
heys. R. E. Dieckbrader, of Cincinnati, 
0., chairman of the Contract Carrier 
Conference, made a short statement in 
Which he explained that the conference 
Witnesses would discuss only those bills 
a tO which there was a difference be- 
tween the contract carriers’ group and 
the regular route common carrier con- 


ference. Mr. Dieckbrader said his or- 
ganization supported wholeheartedly the 
views expressed earlier in the hearing 
by Edgar S. Idol, general counsel, and 
John V. Lawrence, managing director of 
the A.T.A. 


Request for Legislation 


Cecil J. Williams, vice-president of 
the Contract Carrier Conference and of 
the A.T.A., chairman of the A.T.A. legis- 
lative committee and president of Hill- 
side Transit Co., of Milwaukee, Wis., 
then advised the committee of the motor 
contract carriers’ support for S. 2361, the 
contract carrier supervision bill. He sub- 
mitted data indicating that rail freight 
tonnage had increased while motor con- 
tract carrier tonnage had decreased in 
the 1939-1949 period (T.W., Feb. 23, p. 
15). If the railroads handled all the 
business now handled by contract car- 
riers it would have little effect on the 
railroads’ operating results, he asserted. 
On the other hand, he continued, inter- 
city transportation by private trucks had 
increased from 16,094 million ton-miles 
in 1936 to 52,509 million ton-miles in 1950. 
This growth of private carriage as com- 
pared with a decline in contract carriage 
was attributable, he said, to “the permit 
requirements under the existing law.” 


“If either of my shippers needed the 
service which I am now performing at a 
point where I do not have authority,” he 
said, “I would have to file an application 
with the Commission for a permit. A 
hearing would be held and I would have 
to prove the service consistent with the 
public interest. To carry such an appli- 
cation to a conclusion would require 
from six months to three years. Now 
this is an application under which all I 
would want to do is substitute my serv- 
ice for private carriage, which would 
mean that I’d buy a fleet of trucks and 
put them in the exclusive service of 
one of my shippers. My shippers can 
obtain this same service by either buy- 
ing a fleet of their own trucks or by 
leasing such a fleet from a leasing com- 
pany. By either one of these methods 
the service can be instituted in a matter 
of days. This, rather than the railroads 
or the common motor carriers, is my 
competition. 

“The bill which I support, S. 2361, 
would to a large extent correct this con- 


dition by making it possible for the 
Commission to issue temporary author- 
ity for the type of operation previously 
described and, after a hearing, issue a 
permit. -I do believe that section 2 
and 4 (of the bill) should be limited 
so that such permits would not be issued 
if there is another contract carrier will- 
ing and able to perform the service...” 


Section 22 Rate Controversies 


Commissioner Alldredge in his testi- 
mony concerning S. 2355 noted that the 
Commission in its last annual report had 
recommended amendment of section 22 
so as to enable the federal government 
and the carriers to bargain as to rates 
on a firm and dependable basis. He said 
S. 2355 apparently sought to accomplish 
this purpose. He referred to the “con- 
troversies,” or government reparation 
cases, that he said had been instituted 
when the government had manifested 
dissatisfaction with the results of sec- 
tion 22 quotations it had obtained from 
the carriers on government traffic. 


“It seems to be well settled,” said Com- 
missioner Alldredge, “that if the govern- 
ment is to be bound by a statute which 
tends to limit or restrict its rights or 
powers the purpose to do so must be 
clearly expressed. That is the principal 
reason why uncertainties have arisen 
under the existing law . 


“S. 2355 obviously is intended to pre- 
vent controversies of the kind I have 
mentioned from arising in tthe future 

. . In my judgment, there is a more 
simple approach to a solution of the 
problem. 


“As now framed, S. 2355 states, in sub- 
stance, that when rates have been of- 
fered, negotiated, or established under 
section 22 for the benefit of the govern- 
ment such rates shall be conclusively 
presumed to be just, reasonable and 
otherwise lawful. That would set up two 
standards of justness and reasonableness 
for rates under the interstate commerce 
act—one for commercial rates under 
section 1(5) of the act, and the other 
for the government under section 22, 
and they would be irreconcilable. More- 
over, there would be, in my opinion, a 
serious risk that this amendment would 
conflict with the Fifth Amendment to 
the Constitution. As section 22 now 
reads it authorizes the carriers to offer 
the government anything from free 
transportation up to the full measure of 
the regular commercial rates. Section 
1(5) condemns rates that are too low 
there are recognized standards by which 
as well as those that are too high, and 
the reasonableness of rates is deter- 
mined. I do not believe that different 
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and conflicting standards could be es- 
tablished with satisfactory results. 


“The present bill goes on farther and 
provides that such rates shall not be 
subject to attack, or reparation, after the 
date of their acceptance or agreement, 
upon any grounds whatsoever except for 
actual fraud or deceit, or clerical mis- 
take. That, in substance, is the prin- 
ciple of estoppel. 

“I think it would be much simpler and 
less controversial if this whole matter 
were taken care of simply by applying 
the doctrine of estoppel to this situa- 
tion. Such a course would escape the 
setting up of two standards of justness 
and reasonableness and, in my opinion, 
would obviate any difficulty with the 
Fifth Amendment to the Constitution. 


“I invite the committee’s attention 
to the fact, however, that Congress has 
enacted another law dealing. directly 
with transportation charges that the 
government is expected to pay, and an 
amendment of that act instead of the 
interstate commerce act ‘per se’ might be 
more logical. I have reference to sec- 
tion 65, title 49, chapter 2, of the United 
States Code, as amended. It was enacted 
when the the land-grant acts were re- 
pealed and was designed to set forth in 
positive language the different bases for 
the payment of transportation charges 
by the government. 

“It will be noted that two methods are 
held open to the government—one under 
section 1(7) or section 22 (section 1(7) 
touches government traffic very slightly), 
and the other under the regular com- 
mercial-rate tariffs and procedures. I 
think it would be entirely logical to in- 
sert a paragraph in section 65 incorpo- 
rating whatever amended legislation may 
eventually come out of this consideration 
of 8. 2355... .” 

Commissioner Alldredge proposed a 
substitute for S. 2355, the substitute pro- 
viding for amendment of section 65, title 
49, chapter 2 of the U.S. Code by chang- 
ing the paragraph lettered “(b)” to “(c)” 
and inserting, immediately after para- 
graph “(a)”, a new paragraph as fol- 
lows: 

“(b) When the charges, or any rules, 
regulations, or practices affecting such 
charges, applicable to any given trans- 
portation service performed or to be per- 
formed by a common carrier subject to 
chapters 1, 8, 12, and 13 of this title for, 
or on behalf of, the United States have 
been negotiated, contracted for, arbi- 
trated, or paid under the provisions of 
section 1(7) or 22 of this title, the gov- 
ernment of the United States shall be 
estopped from attacking or litigating 
such charges, rules, regulations, or prac- 
tices upon any grounds whatsoever ex- 
cept for actual fraud, deceit, clerical 
mistake, or failure of a carrier to per- 
form the transportation service.” 


- Problem of ‘Unknown’ Rates 


Chairman Johnson, of the committee, 
said it seemed to him it would be diffi- 
cult to establish rates on commercial 
traffic if, as he had been informed, more 
than 50 per cent of the freight volume 
was accounted for by the government, 
when the rate structure on the gov- 
ernment traffic was entirely unknown. 
Commissioner Alldredge agreed that that 
situation did “create difficulties.” Sen- 
ator Johnson remarked that if the gov- 
ernment obtained transportation service 


at less than cost, somebody else had to 
pay the cost. 

When the March 11 hearing began, 
Commissioner Splawn observed that two 
of the 25 Senate bills listed for considera- 


_ tion in the current series of hearings, 


S. 1018 and S. 2350, related to per diem 
charges for rental and railway equipment 
and related to the subject matter of a 
recommendation in the Commission’s 
1950 report. That recommendation, he 
said, was that section 1(15) be amended 
so as to authorize the Commission there- 
under to determine the compensation to 
be paid and other terms of any contract, 
agreement, or arrangement for the use 
of any locomotive, car, or other vehicle 
not owned by the carrier using it (and 
whether or not owned by another car- 
rier). Commissioner Splawn said the 
Commission had not completed its study 
of S. 1018 and S. 2350 and would submit 
its views on those bills to the committee 
later. 


Commissioner Mahaffie read a state- 
ment prepared by the Commission’s leg- 
islative committee, recommending pas- 
sage of S. 2353, the leased-locomotive 
report bill. He observed that the rail- 
roads in recent years had entered into 
long-term lease arrangements under 
which they obtained freight cars they 
needed without having to make heavy 
cash expenditures. He said a similar 
practice had developed with respect to 
locomotives in the last few years. The 
Baltimore & Ohio, he stated, had recent- 
ly entered into such agreements with 
the Equitable Life Assurance Society for 
the lease of 190 locomotives. When 
Chairman Johnson pointed out that 
President J. M. Hood, of the short line 
railroad association, had opposed S. 2353, 
Commissioner Mahaffie said it was 
“amazing” to him that Mr. Hood found 
the locomotive-leasing plan would be an 
impediment to the railroads. 


Rail Securities Modification 

Next on the list of bills the Commis- 
sion selected for discussion at the hear- 
ing was S. 2354, the rail stock modifica- 
tion bill. Commissioner Mahaffie said 
the I.C.C. favored the amendment to 
section 20b of the act set forth in the 
bill, provided that power was given the 
Commission to increase the prescribed 
percentage of assents required in the 
classes of securities specified in the bill 
as it might deem just and reasonable in 
the light of the circumstances presented 
in each particular case. He recommended 
several other changes in the language 
of the bill. Some of the suggestions he 
offered, he said, resulted from recent 
litigation in the Boston & Maine stock 
modification case, where a three-judge 
court last month sustained the Commis- 
sion. 

Taking up S. 2356, the rail communica- 
tions bill, Commissioner Splawn called 
on Commissioner Patterson for presenta- 
tion of a statement. Senator Johnson 
remarked that the railroads were vio- 
lently opposed to enactment of legislation 
to enforce rules for operation of trains. 
Commissioner Patterson agreed that they 
“always have been” opposed to such leg- 
islation. 

Though he supported S.2356, with 
amendments recommended by the Com- 
mission’s legislative committee, because 
it would be an improvement over exist- 
ing laws, said Commissioner Patterson, 
he believed “the job could be done 
quicker and more satisfactorily with 
fewer complications” by enactment of 
S. 238 (the Johnson rail communications 
bill introduced in the Eighty-first Con- 
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gress) with certain amendments thereto 
dealing with functions of the Federa] 
Communications Commission in con- 
nection with radio installations. 


“With respect to the operation of 
trains,” he said, “I believe that the 
government can best protect the safety 
of its citizens by requiring the railroads 
to file all of their operating rules with 
the Interstate Commerce Commission, 
such rules to be subject to change by 
the Commission when found necessary in 
the public interest in order to promote 
safety of operation.” 


In a letter to the Senate interstate and 
foreign commerce committee, to which 
reference was made at the hearing, the 
Commission said that S.2356 would 
amend subsection (b) of section 25 of 
the act by adding “telegraph, telephone, 
radio, inductive, or other wayside and/or 
train communication systems” to the list 
of devices, appliances, methods and sys- 
tems the installation of which the Com- 
mission might require to promote safety 
of railroad operation. It said the bill 
also would authorize the Commission by 
order to require any rail carrier to estab- 
lish, maintain and observe rules and 
regulations on connection with any of 
the specified devices, etc., and would 
require each carrier to file with the 
Commission its rules and regulations for 
the operation of trains in connection 
therewith. 


Commissioner Patterson submitted sta- 
tistical information on installation of 
train communication systems on the 
nation’s railroads, showing that as of 
January 1, 1952, there were 95 installa- 
tions of train communication systems 
operating over 40,796 miles of road with 
4,082 units of mobile and wayside sta- 
tion equipment in service on line-of-road 
of 48 different railroads, and 178 instal- 
lations in yard and terminal service on 
63 railroads. The increase for the year 
1951, he said, was 18 line-of-road in- 
Stallations and 11 railroads; and there 
was an increase of 15,062 miles of road 
and 1,995 units of equipment. He added 
that “the over-all summary of line-of- 
road and yard and terminal installations 
shows an increase of 119 installations 
and 17 railroads for the year.” 


Installations for 1949-1951 


“In the three-year period from Jan- 
uary 1, 1949, to January 1, 1952,” he re- 
ported, “there .was an increase of 57 


line-of-road installations and 26 rail- ' 


roads using such installations. There 
was an increase of 23,637 miles of road 
and 2,841 units of equipment in line-of- 
road service. The three-year increase in 
yard and terminal installation was 94 
installations and 819 units of equipment 
of all kinds, including portable pack 
sets. For the three-year period this 1s 
an increase of 3,660 units of equipment 
in line-of-road and yard and terminal 
service.” 

Senator Johnson remarked that there 
had been an unusually large number of 
collisions on the railroads in 1951. Com- 
missioner Patterson said that the major 


“railroad accidents included two on the 


Long Island, and one on the Union 
Pacific. As to the latter, he said, the 
Commission recommended installation of 
cab signals over the entire line between 
Omaha and Ogden. He said the road 
had cab signals over about 600 miles 1D 
that territory but not over an additional 
distance of about 300 miles. He saic he 
had received a communication from the 
president of the Union Pacific the morn- 
ing of March 11 advising the Commission 
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that the Union Pacific would “go along 
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with the I.C.C. recommendation as soon 
as the necessary materials could be ob- 
tained. 

Commissioner Splawn called on Chair- 
man Rogers, of the I:C.C., for discussion 
of S. 2357, the fish and farm products 
exemption bill, after observing that the 
Commission had made no recommenda- 
tion on that subject in its annual report. 
Senator Johnson said that “nobody” had 
favored the bill. Commissioner Splawn 
submitted a letter from the Commission 
to the Senate committee in which con- 
troversies and litigation over exemption 
of truck haulage of farm products and 
fish from I.C.C. regulation were reviewed 
and changes in the text of the bill were 
suggested. He said S. 2357 substantially 
repealed subparagraph 4a of section 203 
and “radically” amended subparagraph 
(6) of that section. Chairman Rogers 
read and discussed amendments that the 
Commission proposed. Chairman John- 
son said that if Senator Tobey, of New 
Hampshire, were present he would take 
the Commission members over the coals 
for having omitted nursery stock from 
the category of agricultural commodities 
the trucking of which was exempt from 
regulation. 

“Don’t be surprised if this committee 
reports out a bill including nursery stock 
among agricultural products,” said Chair- 
man Johnson. 


Water Certificate Revocation 
The last of the bills discussed by the 
I.C.C. members in the March 11 hearing 
was S. 2364, the water certificate revoca- 
tion bill. Commissioner Mahaffie read 


a report of the Commission on that bill, 
in which the Commission expressed ac- 
cord with the purposes of the bill but 
suggested a number of amendments. The 


report included the following: 

“Some of the pre-war operators (of 
water carrier service) have found it im- 
practicable or inexpedient to attempt 
to resume operations in the face of ad- 
verse conditions which have prevailed 
since the war . . . About one-fourth of 
the water-carrier operating authorities 
presently outstanding are not being used. 

“The existence of dormant rights which 
may be revived in the future is a de- 
terrent to the institution of new opera- 
tions. Furthermore, the existence of 
unused authorities makes it difficult to 
determine to what extent duplicating 
new authorities should be granted in 
view of the danger of an eventual sur- 
plus of competitive service which might 
be injurious to the carriers and the pub- 
lic in general. 

“... We do not believe it to be in the 
public interest that certificates and per- 
mits be held indefinitely regardless of 
the reasons for their non-use. We believe 
that we should have authority to deter- 
mine upon the facts of each case whether 
operating rights should be revoked for 
non-use...” 

Commissioner Mahaffie said that the 
“latest” figures on inactive operating 
rights under part III of the act showed 
that 360 common carrier certificates 
were outstanding, .that 203 holders of 
those rights were conducting operations 
of some sort, and that 57 were inactive; 
that 58 permits authorizing contract 
carrier operations were outstanding, with 
37 of them classed as conducting some 
Carriage, and that 27 of those permit 
hoiders were inactive. 

Senator Johnson said it seemed to him 
that, with the changes suggested in pro- 
Vis'ons of the bill, “everybody would be 
protected,” and that “we had better get 
‘id of the dead weight.” 


Mr. Kerr, of the Southern Freight As- 
sociation, told the committee that S. 2754, 
the bill he was supporting on behalf of 
the A.A.R., would “in large measure” re- 
peal section 4 of the interstate commerce 
act, and that S. 2349, which he opposed, 
would make section 4 applicable to motor 
common carriers. In his introductory 
remarks, he said: 


“There is a proper place for each form 
of transportation in our economy, but 
obviously each should compete for the 
available traffic under impartial regula- 
tion and under conditions equitable to 
each. If and when the latter is accom- 
plished, I have no fear for the future 
of the railroad industry ... If other- 
wise, the railroads may continue as a 
sick industry.” 

Mr. Kerr referred to earlier measures 
in Congress to repeal the long-and- 
short-haul clause of section 4. He noted 
that a bill on this subject had heen 
passed by the House and reported by the 
Senate interstate commerce committee 
in the Seventy-fourth Congress, in 1938, 
and recalled that he had testified on that 
bill and earlier proposals of that kind. 


- He said the most significant change since 


1938 was that the competitive position 
of the railroads had “steadily worsened, 
chiefly because of the rapid increase 
since then of trucking by common, con- 
tract and private truckers, together with 
failure to impartially regulate and the in- 
equitable competitive conditions, largely 
due to subsidies to other forms of trans- 
portation, under which the railroads 
compete...” 


Growth of Rail Competitors 


He offered for the hearing record a 
compilation showing that while ton- 
miles of commercial intercity freight of 
steam railroads in the United States had 
increased from 450.8 billion in 1926 to 
596 billion in 1950 (estimated), the ton- 
miles of river and canal traffic had in- 
creased from 9,542,000,000 to 47,000,000,000, 
motor truck ton-miles had increased from 
16,218,000,000 in 1926 to 115,000,000,000 in 
1950, and ton-miles of the oil pipe lines 
had increased from 22,700,000,000 in 1926 
to 123,000,000,000 in 1950. 

“These figures showing comparisons 
between the rail and truck intercity 
ton-miles do not by any means tell the 
whole story,” said Mr. Kerr. “The motor 
carriers skim off the high-grade well- 
paying traffic, well illustrated by the fact 
that in 1950 the average revenue per 
ton-mile of intercity freight of Class I 
motor carriers with 5.162 cents as com- 
pared with only 1.329 cents for Class I 
railroads...” 


Mr. Kerr said that all operating taxes 
(including gasoline taxes) and licenses 
paid by Class I intercity motor common 
carriers of freight in 1950 represented 
“put 4.3 cents per dollar of revenue,” 
while federal and state income taxes rep- 
resented 2.61 cents per dollar of revenue. 
Thus, he said, the tax burden total of 
those carriers was 6.91 cents per dollar 
of revenue. 

“On the other hand,” he continued, 
“Class I railroads paid taxes (other than 
federal income) equal to 6.26 cents per 
dollar of revenue (in 1950) and federal 
income taxes equaled 6.35 cents, or a total 
tax burden of 12.61 cents per dollar of 
revenue. 


“The unequal tax burden, which re- 
flects one of: the difficulties of railroads 
competing with motor trucks, is even 
more striking when you consider that the 
motor carriers receive for their taxes a 
publicly constructed and maintained 
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highway, which property itself is free 
of taxation, while the railroad furnishes 
and maintains its own highways and 
pays substantial taxes thereon...” 


Objectives of Railroads 


What the railroads were now seeking, 
said Mr. Kerr, was not to make com- 
mon-carrier competitors subject to a 
long-and-short-haul clause, but to elim- 
inate that clause completely from part 
I of the interstate commerce act and to 
modify the aggregate of intermediates 
clause, all as proposed in S. 2754, thus 
leaving to the railroads the primary 
duty of determining and making effec- 
tive whatever rates were necessary to 
meet competition fairly and to “reflect 
the circumstances and conditions sur- 
rounding the movement of the particular 
traffic, without the necessity of waiting 
until our subsidized or other competitors 
have virtually stripped the traffic from 
the rails.” 


“We further want to avoid having our 
revenues reduced because of any require- 
ment under a long-and-short-haul clause 
to spread the reduced rates to and from 
other points where the same competition 
does not exist,” said Mr. Kerr. 


“The elimination of the long-and- 
short-haul clause will not in any way 
deprive the general public of any remedy 
now available to it for the correction of 
unjust or unreasonable rates or practices 
or of abuses or other discriminations, for 
we still have sections 1, 3, 15 and other 
portions of part I of the interstate com- 
merce act which authorizes the Commis- 
sion to prescribe maximum and minimum 
and non-discriminatory rates where the 
railroads fail to do so, and even to sus- 
pend new rates for seven months pending 
investigation as to their lawfulness. 

“Repeal of the long-and-short-haul 
clause and modification of the aggre- 
gates of intermediates clause would 
simply remove a purely artificial rate- 
making provision from the railroads and 
place them on a parity with their com- 
petitors in competing for a fair share 
of the available traffic. 

“. . . Motor carriers are not handi- 
capped by a long-and-short-haul clause, 
and I do not think they should be. They 
are, however, subject to substantially the 
same provisions of law as are the rail- 
roads which require motor (common 
carrier) rates to be just and reasonable 
and free of unjust discrimination and 
undue prejudice. The Commission ac- 
tually invokes these sections of the act 
to produce the required results, and it is 
difficult to understand why there should 
be any different treatment of the rail- 
roads. Surely, such radically different 
treatment is not in accordance with 
the national transportation policy as de- 
clared by Congress, which requires ‘fair 
and impartial regulation’ of carriers sub- 
ject to the act.” 


Sees No ‘Rate War’ Plan 

Anticipating that opponents of S. 2754 
would contend that repeal of the long- 
and-short-haul clause would cause the 
railroads to make rates between com- 
petitive points so low as to drive motor 
and water carriers out of business and 
would then recoup losses by charg- 
ing higher rates than they otherwise 
would charge at interior points, Mr. Kerr 
said “nothing could be farther from the 
truth.” 

“Other forms of transportation are too 
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firmly entrenched to permit of anything 
of this kind,” he said. “With the rails 
now handling only 60 per cent of inter- 
city freight as against 77 per cent in 1926, 
this should be obvious . . . The railroads 
have no monopoly anywhere today...” 


If the long-and-short-haul clause were 
repealed and the railroads then’ were 
permitted to meet their competition be- 
tween competitive points as were other 
forms of transportation, it did not fol- 
low that intermediate points would 
suffer, said Mr. Kerr. 


“If railroads are permitted to share 
in the competitive traffic on a fair basis 
and without undue and needless sacrifice 
of revenues on other traffic because of 
the operation of a long-and-short-haul 
clause,” he continued, “then whatever 
profit, however small, is produced from 
such competitive traffic contributes 
something toward the overhead burden 
of investment, taxes and operating ex- 
penses, especially those expenses not 
materially affected by volume, and there- 
by lessens the burden otherwise resting 
upon the non-competitive traffic of sup- 
porting the rail carriers.” 


Fight for Coal Traffic 


In their efforts to meet competition of 
natural gas and fuel oil with coal traffic 
that was “pretty well tied to the rails 
in whole or in part,” said Mr. Kerr, the 
railroads “ought to be free to promptly 
and fairly meet this competition where 
they find it, on rates which pay some 
profit above out-of-pocket costs, and 
thereby lessen the burden upon other 
traffic, without sacrificing revenues by 
always having to reduce the reasonable 
rates at intermediate points where the 
same competition does not exist.” 


Mr. Kerr observed that the so-called 
equi-distant clause that had been in 
section 4 since 1920 had been eliminated 
by Congress in 1940. This removal, how- 
ever, was practically meaningless, “be- 
cause the Commission, with relatively 
few exceptions, has continued through- 
out the years to make its fourth-section 
relief orders subject to the same equi- 
distant rule. This meant, he said, that 
when they undertook to meet the rates 
of their “subsidized competitors where 
they had cut under the charges of the 
railroads, the railroads must carefully 
weigh. the consequences from a revenue 
standpoint of the reductions to and from 
the intermediate points on all routes, 
both direct and circuitous, brought about 
by observance of the equi-distant clause. 


“In other words,” he said, “they must 
detefmine if the net revenue from the 
traffic retained or regained between the 
competitive points will more than offset 
the revenue losses from the reductions 
on the noncompetitive traffic at the in- 
termediate points. In many instances, 
the rails are forced to forego participa- 
tion in the competitive traffic. 


“The tragic part of this situation is 
that the railroads’ competitors are as a 
practical matter under no similar com- 
pulsion. The motor carriers have no 
long-and-short-haul clause to contend 
with, let alone an equi-distant rule. . 
While common carriers by water are 
subject to a long-and-short-haul clause, 
it is virtually meaningless because they 
generally serve only a few and unusually 
large terminal points.” 

Mr. Kerr then discussed briefly the 
problem of circuity limitations from the 


standpoint of the tariff maker and tariff 
user. He pointed out that in its fourth- 
section orders the Commission generally 
required, subject to a few exceptions, 
that if the circuitous rail routes met the 
rates of the direct rail routes, then routes 
beyond prescribed percentages of cir- 
cuity were not granted fourth section re- 
lief and were thus eliminated from par- 
ticipation. He said the effect of I.C.C. 
administration of section 4 in imposing 
circuity limitations was illustrated in the 
case of lumber between southeastern and 
southwestern territories. 


“Here,” he said, “we have a case where 
from 1910 to May 14, 1951, lumber traffic 
freely moved between the southeast and 
southwest over reasonable routes de- 
termined by the carriers and without, 
so far as we have ever heard, any com- 
plaint from anyone... The tariffs were 
free from such complicated routing pro- 
visions as were eventually required by 
the Commission’s fourth section order. 


“What has happened? Not only have 
we very complicated tariffs containing 
these lumber rates, but now the tariff 
user must in each case determine that 
the distance over his selected route does 
not exceed the maximum distance stated 
between each of the origin and destina- 
tion groups. If it does the application of 
the rate is destroyed. Using the routing 
provisions of the westbound tariff, for ex- 
ample, the user will proceed: First, with 
a tentative selection of his preferred river 
city gateway; next he must consult an- 
other publication for the distance from 
his shipping point to the gateway; next 
he will develop from another section of 
the lumber tariff the distance via his pre- 
ferred route from the gateway to his des- 
tination; then, he will combine the two 
distances and consult another section of 
the lumber tariff to find out whether the 
total distance over his selected route ex- 
ceeds the maximum distance authorized 
by the Commission’s circuity formula. If 
it does not he can stop there; if it does, 
he must tentatively select another route 
and start the same process over again. 

“Computation time per rate is in- 
creased, easily, five-fold over the more 
simple statement of routing data pub- 
lished initially . . . The inevitable com- 
plexity in the mass of matter provides 
a prolific source of error. 

“Short routes are not always the best 
service routes. The needs of commercial 
shippers usually require many open 
routes. Circuitous routes are entitled to 
participate in available traffic provided 
they can make some profit. They are the 
best judges of this...” 


‘Aggregate of Intermediates’ 


Dealing with the aggregate of inter- 
mediates clause, Mr. Kerr said that when 
a carrier established a just and reason- 
able rate on a given commodity from a 
given origin to a given destination it 
ought not to be held to be prima facie 
unreasonable merely because it was pos- 
sible to combine two other rates estab- 
lished under substantially dissimilar cir- 
cumstances and conditions and thereby 
determine on a rate less than the just 
and reasonable rate from origin to desti- 
nation. He urged that the aggregate of 
intermediates clause be stricken from 
section 4. 

In arguing against subjection of motor 
carriers to section 4, Mr. Kerr said not 
all common carriers by motor served 
points of origin and destination between 
large terminals; that some left to the 
railroads and other common carriers by 
truck the serving of the smaller points, 
and that even motor common carriers 
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found ways to select their traffic, some- 
times simply placing embargoes on the 
unattractive traffic. He said that motor 
common carriers, like railroads, com- 
peted with contract and private carriers 
by motor, and neither of the two laiter 
forms were under any obligation to serve 
intermediate origins or destinations, 
That being the case, he added, the 
operation under a long-and-short-haul 
clause by motor common carriers simply 
served to handicap such carriers in their 
ability to carry on a public transporta- 
tion service, “along with the railroads,” 

With reference to the Commission’s 
fourth-section order affecting lumber 
rates between the southeast and south- 
west, Mr. Kerr said that the westbound 
routing provisions to comply with the 
Commission’s order were published in 
a tariff supplement containing 351 pages, 
of which 340 pages were directly attribut- 
able to the fourth-section order. He said 
it cost the southern railroads about $12,- 
000, making due allowance for matter 
not directly related to the order. 


Matter ‘Very Important’ 


Asked by Senator Johnson whether he 
regarded “this matter” of amendment of 
section 4 as “very important” or “vital 
to the railroads, Mr. Kerr said it was 
“very, very important—one of the vital 
things.” He said the railroads had seen 
increasing diversion of high-grade traf- 
fic to water and motor carriers; that, for 
the most part, the railroads must have 
“this high-grade traffic,” and that “we 
can’t be permitted to reach the point 
where we are carriers only of low-grade 
traffic.” 


Several witnesses before the Senate 
committee opposed S. 2357, the fish and 
farm products exemption bill, contend- 
ing that it would result in too great a 
curtailment of the list of products the 
trucking of which was now exempt from 
regulation. 

One of those witnesses was R. S. De- 
Bruyh, of Zeeland, Mich., representing 
the Michigan Potato and Onion Dealers 
and the Michigan Celery Producers As- 
sociation. Another witness opposing S$. 
2357 and, also, S. 2362, the leased-vehicle 
restriction bill, was John J. Queeny, Jr., 
of Freehold, N.J., representing the New 
Jersey Potato Industry Committee. 

Arthur L. Winn, Jr., attorney, of Wash- 
ington, D.C., representing the American 
Pulpwood Association, opposed S. 2357 
on that ground that it would “change 
and place under full regulation the 
transportation of pulpwood when per- 
formed for hire by motor vehicle.” He 
urged that there be no change in the 
present exemption of for-hire truck 
transport of pulpwood, saying that the 
regulated motor common carriers did not 
now transport this traffic, were not 
equipped to do so, and were “simply not 
interested in this traffic.” 

Fred P. Baker, president of Baker 
Truck Rental, Inc., of Denver, Colo., 
asked the committee to reject S. 2362, 
saying it would do an injustice to the 
truck-leasing industry. He said the bill 
would prohibit motor common and con- 
tract carriers from leasing vehicles from 
any person not holding an I.C.C. certif- 
icate or permit. Truck leasing com- 
panies did not hold such authority, could 
not obtain it, and therefore would have 
to go out of business if the bill were 
passed without amendment, he averred. 

Robert N. Burchmore, of Chicago, 
chairman of the legislative commiti°¢ of 
the Association of Interstate Commerce 
Commission Practitioners, expressed 9P- 
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position of the association to S. 2348, the 
LC.C. procedure bill, as introduced. 


“Considered piecemeal,” he said, “there 
are features of this bill that are wise and 
desirable. Indeed, each feature of the 
bill might find some justification if it 
were proposed by itself without any other 
changes. However, when all the pro- 
posals are considered in toto they result 
in a relaxation of procedural require- 
ments so extreme that the association 
vigorously opposes the bill as drawn.” 


Mr. Burchmore said the first amend- 
ment proposed by S. 2348 would make it 
possible for the Commission to assign the 
most important general rate case to “a 
rate clerk on the Commission’s staff” for 
hearing and decision. He added that “we 
think this is bad in principle .. .” More- 
over, he said, the bill did not preserve 
the right of appeal to a division with- 
in the Commission, and it would eliminate 
the present requirement that parties ex- 
haust their administrative remedy before 
proceeding with action in court to set 
aside an order of the Commission. 


“The total result of these proposals,” 
said Mr. Burchmore, “would be practi- 
cally to eliminate any statutory stand- 
ard for Commission procedure and give 
the Commission carte blanche .. .” 


He said his association urged that the 
Commission be authorized to delegate its 
powers and work to divisions, individual 
commissioners, or boards of one or more 
eligible employes, and that eligibility be 
limited to examiners, directors, or assist- 
ant directors of bureaus, chiefs of sections 
and attorneys. He said the association 
earnestly urged that in any matter in 
which a hearing was held before an 
individual or board, whether or not 
the hearing was required by statute, the 


Commission should be required (subject 
to waiver by the parties) either to issue 
& proposed report subject to exceptions 
or to preserve unlimited the right to re- 
consideration, rehearing or reargument 
before at least a division of the Com- 
mission. 


Another plea of the practitioners was 
that “whenever the right to rehearing, 
Treargument or reconsideration is accorded 
under the statute and whenever the privi- 
lege of such reconsideration is extended 
by the Commission’s rules beyond the 
statutory requirements, such right or 
privilege shall be accompanied by the 
requirement that the Commission stay 
the order pending reconsideration. 


Reconsideration Petitions 


“The final amendment proposed in S. 
2348,” said Mr. Burchmore, “eliminates 
the present requirement in section 17(9) 
for exhausting the administrative rem- 
edy by petition for reconsideration, be- 
fore bringing a suit in court. If the 
recommendations of this association are 
adopted as to the matters already dis- 
cussed, we would suggest that the appro- 
priate amendment to section 17(9) should 
be to require exhausting the administra- 
tive remedy so far as the right thereto is 
protected by the statute. You would not 
thus require a petition for reconsidera- 
tion by the entire Commission as a pre- 
tequisite to court action, even though the 
Commission permitted such petitions in 
its general rules of practice. You would 
only make it requisite to first petition for 
reconsideration by a division.” 

In further discussion Mr. Burchmore 
said no criticism of the Commission was 
Intended by the practitioners in their 
suggestion that organization of the Com- 
Mission’s work could be improved greatly 
within the framework of the present law. 


For one thing, he said, the Commission 
did not now exercise its authority to dele- 
gate power or work to the full extent per- 
mitted by law. He said Congress should 
consider the petitions of people who con- 
tended that much of the Commission’s 
work represented unnecessary red tape. 
He presented some objections he de- 
scribed as “téchnical,” involving alleged 
defects in drafting of the bill. 


Estes on Rail Rate Bills 


Filed with the committee, on behalf 
of the National Coal Association, was a 
statement by F. F. Estes, traffic manager 
of the association, expressing objections 
to S. 2518, the quick rail rate increase 
bill, and S. 2519, the rate-making rule 
amendment. He said S. 2518 was “notice- 
ably silent as to the matter of ‘reason- 
ableness’” and that it made no provision 
covering award of reparation to aggrieved 
shippers. The bill, by granting authority 
to the railroads to do “the very things 
without Commission approval that sec- 
tion 5a provides shall be done only with 
Commission approval would, it seems, 
bring about a complete nullification of 
the present section 5a of the act,” Mr. 
Estes averred. S. 2519, Mr. Estes said, 
would in effect, “incorporate into law 

. all of the testimony and argument 
presented by the railroads in the many 
general Ex Parte proceedings before the 
Commission during the last several years, 
which testimony and argument has been 
rebutted in those cases with that of 
shippers, state, governmental and other 
witnesses who, no doubt, are or certainly 
should be equally opposed to the amend- 
ment proposed by this bill.” 

Matt Triggs, assistant legislative di- 
rector of the American Farm Bureau 
Federation, Washington, D.C., told the 
committee that the federation opposed 
any weakening of the agricultural prod- 
ucts exemption provision of the motor 
carrier act. 

He said that S. 2357, the fish and farm 
products exemption bill., would “whittle 
down” the agricultural exemption to 
“negligible significance,” by restricting 
the exemption to farm supplies and farm 
products owned by the farmer and hauled 
by the farmer in his own truck. He said 
he had no confidence that common car- 
riers could or would -provide the same 
measure of service at comparable costs 
to or from farms and country markets as 
was provided by exempt haulers. He 
said he believed the motor common Car- 
riers’ service would be less flexible than 
the exempt haulage presently available 
and that the regulated carriers probably 
did not want to pick up and deliver 
commodities on farms. 


Trip-Leasing Ban Opposed 


Mr. Triggs stated some objections to 
S. 2362, the leased-vehicle restriction bill. 
The effect of the first provision of that 
bill, he said, would be to prohibit private 
carriers ‘from hauling agricultural com- 
modities excent under very limited cir- 
cumstances. The second provision of the 
bill, he stated, would terminate the prac- 
tice of trip-leasing and other forms of 
short-term Jeasing whereby trucks of 
exempt haulers (private carriers and 
farmers) were leased temporarily to cer- 
tificated carriers for return hauls or other 
short-term periods. The present opera- 
tion of trip-leasing or other short-term 
leases, in effect, pooled available trucks 
and permitted each certificated carrier to 
maintain a smaller number of vehicles in 
service than would otherwise be neces- 
sary, and to prohibit such practices 
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would be wasteful use of resources, he 
maintained. 


Mr. Triggs described S. 2518 and S. 2519 
as bills that went to extremes in trans- 
ferring rate-making power from the 
Comission to the railroads. In effect, 
they would divest the Commission of 
effective authority over railroad rates, 
he maintained. 

J. Carter Fort, vice-president and 
general counsel of the Association of 
American Railroads, made a short state- 
ment before presenting Walter S. Frank- 
lin, president of the Pennsylvania Rail- 
road, as the first witness for the rail- 
roads. Mr. Fort said the committee had 
assigned “substantial time” to witnesses 
for the railroads, beginning March 14. 
However, since Mr. Franklin would not 
be available for testimony at that time, 
= committee agreed to hear him ear- 
ier. 

Mr. Franklin replied to many ques- | 
tions by committee members in the 
course of his plea for enactment of 
S.2518 and S.2519, bills to change the 
Commission’s standards and procedure 
for acting on railroad petitions for gen- 
eral rate increases (T.W., March 8, p. 11). 


‘Escalator’ Wage Boost Problem 


He told the committee that the escala- 
tor-clause wage increases now enjoyed 
by most railroad employes contributed 
to the revenue problems of the Pennsyl- 
vania. Such‘ cost-of-living wage ad- 
justments are made at the beginning of 
each quarter, based on the most up-to- 
date cost-of-living index figure compiled 
by the Bureau of Labor Statistics. Thus, 
a wage adjustment to be made on April 
1 will be based on the B.L.S. index figure 
announced on or about March 15, for 
February 15. Mr. Franklin indicated 
that it was no easy task for the railroads 
to keep their finances in readiness for 
“escalator” wage increases on only two 
weeks’ notice, and without the man- 
agerial prerogative of increasing rates 
and charges immediately to offset such 
increases in operating costs. For the 
Pennsylvania Railroad, with its total 
of approximately 137,000 employes, an 
“escalator” increase of 1 cent an hour 
amounted, roughly, to about $3.3 million 
a year, he stated. 

Senator Tobey asked what percentage 
of freight rate increase was necessary 
to “make income and take care of ex- 
penses” for the railroads. 

For the Pennsylvania, said Mr. Frank- 
lin, a granting of the full 15 per cent 
increase requested by the railroads in 
Ex Parte 175 would produce a return of 
less than 4 per cent on depreciated in- 
vestment. If the Pennsylvania had a 
rate boost of 25 per cent instead of 15 
per cent, it would “come pretty close” to 
earning a 6 per cent return on its prop- 
erty investment, he added. 

Senator Tobey then inquired whether 
it would be “a practical . . . or sound 
thing to write into the law” some provi- 
sion that, whenever the costs of opera- 
tion of the railroads (especially labor 
costs) were increased because of a wage 
increase award, the railroad managers 
might put into effect an increase in 
rates to cover the labor cost increase. 

“Frankly,” said Mr. Franklin, “that’s 
substantially what we are trying to pre- 
sent to you in this-case ... 

“. . . In Pittsburgh we can greatly 
improve our service to the public if we 
spent between 40 and 50 million dollars 
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to improve certain yards in that area. 
We would probably make a return on 
that 40 or 50 million dollars of something 
like 25 per sent, but we don’t have the 
money to do it...” 


‘Make Trains Shorter’ 


Senator Tobey complained that on a 
recent return trip to Washington from 
New York City he was assigned a single 
bedroom in car No. 821 on the Pennsyl- 
vania and, after boarding the train, had 
to walk through 14 cars while carrying 
a “fairly heavy” traveling bag. Such a 
situation, he told Mr. Franklin, caused 
passengers to say, “Damn these railroads 
—they make you walk half the distance 


to Washington!” 

“Rither make the trains shorter, or 
put a moving escalator along there,” 
Senator Tobey advised. “You will have to 
come to that, some day.” 

Mr. Franklin said that that might be, 
but that the railroad would have to 
have additional money to finance such 
improvements. 

Referring to alleged slowness of the 
Commission in acting on rail rate in- 
crease petitions, Senator Tobey said that 
a “legislative cathartic’ was “what we 
need ... in the Interstate Commerce 
Commission .. .” ; 

Chairman Johnson, of the committee, 
suggested that S. 2518 and S. 2519 did 
not provide for setting up an “escalator 
clause arrangement” for rail rate in- 
creases such as Senator Tobey had pro- 


posed. 

“No,” said Mr. Franklin. “. .. I don’t 
think .. . that’s what we should have 
... An escalator clause is a very diffi- 
cult thing to apply across the board .. .” 


Opposition From Government 


Senator Johnson observed that the 
railroads usually encountered opposition 
at the L.C.C. hearings on their rate in- 
crease petitions, so that the hearings 
were not held in an atmosphere of sweet- 
ness and light. 

“It’s a very extraordinary thing,” said 

. Franklin, “that, when the railroad 
industry goes in for an increase in its 
freight rates, seven different depart- 
ments of the government appear in 
opposition, in spite of the fact that 
we are regulated by the government, 
under your direction to the Interstate 
Commerce Commission. In Ex Parte 
175, seventy-five per cent of the time of 
the opposition is taken up by govern- 
ment departments . . They have a 
perfect right to come in; but the point 
is, when other industries go before the 
Office of Price Stabilization, nobody 
raises objections at all.” 

Senator McMahon, of Connecticut, re- 
garded S. 2518 and S. 2519 as proposals 
to apply “the so-called Capehart amend- 
ment” (to the price stabilization provi- 
sions of the defense production act of 
1950 as amended) to the railroads. 

“In other words,” said Senator Mc- 
Mahon, “if there is an increase in your 
costs, then that must be taken into con- 
sideration immediately by the price- 
fixing and price regulating authority.” 

“In a way, that’s right,” said Mr. 
Franklin. “. . . We propose to give 30 
days’ notice . . . When the rate increase 


becomes effective, the Commission con- 
trols it, and if something in it is dis- 
criminatory or wrong, the Commission 
can order it changed retroactively .. .” 

“Thus, said Mr. Franklin, the railroads 


could be required to pay repdafation to 
shippers who had paid freight charges 
under rates the Commission had found 
unlawful after they had gone into effect. 
He argued that the railroads would take 
pains to avoid that kind of situation, be- 
cause they did not want to have to make 
reparation payments to every shipper in 
the country—‘“the accounting would be 
almost impossible.” 


Intrastate ‘Trouble’ 


Senator McMahon suggested that the 
principle of the legislation advocated by 
Mr. Franklin, if applied to the railroads, 
would have to be adopted for all other 
forms of regulated transportation and 
for all regulated public utilities. Mr. 
Franklin said he saw no reason why such 
relief should not be provided “if they are 
up against the same problem we are up 
against.” However, he continued, in most 
of the public utility rate cases, the job of 
regulation was one for state, rather 
than for federal authorities. The “main 
trouble” of the public utility companies, 
he said, was not with any interstate 
regulation. The railroads, he said, had 
trouble with the state commissions; in 
some states the carriers had not yet ob- 
tained intrastate rate increases to cor- 
respond to those granted by the Com- 
mission August 8, 1951, as to interstate 
traffic. 


Senator Hunt, of Wyoming, asked 
whether the railroads in the future would 
lose traffic to other forms of transpor- 
tation. Mr. Franklin said he was opti- 
mistic; that the railroads were now 
handling a greater volume than they had 
ever handled except in war periods; that 
there was “a great deal of business now 
available to the railroads that we can 
get,” and that, with earnings sufficient to 
bring about a proper return, “we can 
compete with any other form of trans- 
portation and hold our own.” 


Senator Capehart wondered whether 
the 137,000 employes of the Pennsylvania 
were supporting S. 2518 and S. 2519 and 
whether they ever appeared “in hearings 
before the I.C.C.” Mr. Franklin said he 
did not recall that the employes had ever 
come before the Commission in the gen- 
eral rail rate increase cases. 


“If wages were tied to increases in 
rates, certainly they would appear (be- 
fore the Commission),” remarked Sena- 
tor Johnson. 

“TI think very definitely so,” Mr. Frank- 
lin agreed. 


Tying Wages and Rates 


Senator Johnson indicated that he 
would prefer “an escalator clause, or a 
Capehart amendment, or something of 
that kind,” by which rate increases auto- 
matically would follow wage increases, to 
legislation that would be “just a blanket 
turning over to the railroads of the 
right to make rates without hearings and 
without considering the shippers at all.” 
Mr. Franklin protested that S. ‘2518 did 
not in any way take control of the rate 
structure away from the Commission. 

Nevertheless, Senator Johnson con- 
tended, if S. 2518 and S. 2519 were 
enacted into law and the railroads be- 
came involved in a new wage dispute 
they could not successfully assert that 
they (the railroads) could not afford to 
meet the wage increase demands. The 
employes would be in position to tell the 
railroads that, under S. 2518 and S. 2519 
all the railroads had to do to meet a 
wage increase demand was to go and 
raise their rates.” 

“I’m glad you brought that up,” said 
Mr. Franklin. “Actually, the labor fel- 
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lows don’t give a hoot whether we're 
capable of paying them or not. It doesn’t 
make the slightest bit of difference to 
them . .. They will say, ‘You'll get it 
somewhere; that’s your job. We want 
the money and we're going to get it.’” 

Though Mr. Franklin disagreed with 
Senator Johnson’s suggestion that Sen- 
ate bills 2518 and 2519 would make g 
difference in the railroads’ attitude to- 
ward wage increase demands, Senator 
Johnson insisted: 

“IT am strongly of the opinion that if 
any wage award is made and these laws 
are on the books, immediately, or within 
30 days after the award is made, there 
will be a rate increase, and railroad 
labor will know that, and you will lose 
your strong argument that you make 
with them, that you just can’t pay the 
bill.” 


Senator O’Conor wondered if it would 
not be true that, if it were known in 
advance that substantial wage increases 
would inevitably result in increases in 
rates, there might be “a little less like- 
lihood” of wage increases. Mr. Franklin 
thought that that was “quite conceiv- 
able.” 

Chairman Johnson said it would be 
“much more satisfactory” to him and, 
he thought, to Congress, if wages and 
rates could be “tied together’”—though 
he believed such an arrangement might 
not be satisfactory to rail labor or to 
shipper. 

“Then,” he continued, “if we could 
go one step farther and have the people 
in the government award the wage in- 
crease in conference with the Interstate 
Commerce Commission, I think then we 
would have a much better and much 
more equitable procedure.” 


‘Indispensable Legislation’ 


Mr. Franklin concluded his discus- 
sion of S. 2518, the “quick” rate increase 
bill, by saying that it was “indispensable 
legislation.” 

He then argued for passage of S. 2519, 
the proposed rate-making rule amend- 
ment. The present form of the rate- 
making rule in section 15a of the inter- 
state commerce act, he said, provided 
that the Commission, in the exercise of 
its power over rates, should give con- 
sideration to, among other factors, the 
effect of rates on the movement of traffic. 

“This language,” said Mr. Franklin, 
“is the basis on which the Commission 
relies in substituting its judgment for 
that of the railroads on questions of 
traffic volume . . . The principal objec- 
tive of S. 2519 is to eliminate this lan- 
guage and thereby removed the supposed 
basis for the exercise by the Commission 
of a power which leads it to reduce un- 
necessarily the rate requests of the rail- 
roads on the. ground that they (the 
railroads) are not competent to judge... 

“If adequate rate increases sufficient 
to meet the railroads’ increased costs are 
to obtain approval of the Commission, it 
seems necessary that the Commission 
must be deprived, by amendment of the 
statute, of the power to substitute its 
traffic judgment for that‘ of the rail- 
roads... 

“That’s the principal objective of S. 
2519. It also emphasizes, for guidance 
of the Commission, certain factors and 
consideration to which the Commission 
has not given sufficient weight in the 
past. These factors are sufficiency of 
revenues to provide adequate and effi- 
cient service, establish and maiitaln 
sound credit, attract equity capital, take 
advantage of technological developments, 
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and advance and improve the art of 
transportation.” 


“Tf the period of notice could be made 
60 days, and if the ceiling on the rate for 
any one carrier that the railroads could 
raise would be limited to, say, 10 per cent, 
I think that might meet with congres- 
sional favor, because that would give two 
safeguards that would seem to me to be 
entirely practical,” said Chairman John- 
son. “What’s bothering me a whole lot 
about this is the procedure. Are the rail- 
roads going to come in, railroad by 
railroad, piecemeal, and ask for increased 
rates?” 

“Oh, no,” said Mr. Franklin. 
has to be a territorial job.” 

“Yes, but what about the south and 
west where there has been discrimina- 
tion historically?” asked Chairman John- 
son. “How would we fare?” 

Mr. Franklin said he could not agree 
that there had been discrimination. 
There had been cases in which the rail- 
roads of the south and west had asked 
for smaller rate increases than “the 
whole country” had asked for, he ob- 
served. Senator Johnson suggested that 
there might be “discrimination in the 
application” for a general rate increase. 
Mr. Franklin said he did not think so; 
that the railroads were “thoroughly alive 
to the situation,” and that they “know 
perfectly well that if they move up be- 
yond the point they show by statistics 
that they need, they will get into trouble 
and their rates will be reduced.” 


Fear of ‘Maladjustment’ 


Chairman Johnson said he thought 
Congress would be very reluctant to give 
“a wide-open opportunity ... for a com- 
plete maladjustment of the rate structure 
of this country.” 

“After all,” he said, “rates are very 
complicated matters ... If any mal- 
adjustment is permitted by this kind of 
legislation it would be a very bad thing 
for the country, and the fear of that sort 
of circumstance might lose a lot of sup- 
port for these bills .. . As to reparations 
... the burden is put on the I.C.C. to 
prove the lower rate correct ... It would 
be too bad if the I.C.C. served as judge 
and as advocate also...” 

Mr. Franklin said the chairman was 
not right about that; that it was not 
proposed to change the law as to repara- 
tions. 

Senator Johnson averred that “a great 
railroad,” one he would not identify by 
hame, headquarters of which were in 
Chicago, had not much interest in Colo- 
trado as compared with its interest in 
other places. Mr. Franklin asserted that 
8. 2518 did not contemplate changes in 
the rate structure between Denver and 
Los Angeles, but related to “horizontal 
adjustments,” by which existing rate 
relationships would be maintained. 

C. S. Decker, of Washington, D.C., 
chairman of the transportation subcom- 
mittee of the Dairy Industry Committee, 
representing various national dairy in- 
dustry organizations, contended that S. 
2357, the fish and farm products exemp- 
tion bill, would disqualify a vast number 
of milk haulers from continuance of 
their present highway transport opera- 
tions. He urged that the present ex- 
emption provisions of the act be per- 
mitted to stand unchanged. He said that 
the Study proposed by S. 2365, the road 
tax inquiry bill, if necessary at all, should 
be made jointly by appropriate federal 
anc state agencies and highway user 
tepresentatives. He proposed amend- 
nhents to S. 2363, the leased-vehicle re- 
striction bill. 


“That 


Witnesses Not Foreclosed 
From Discussing New Bills 
Not on ‘25’ List—Johnson 


Though it had been announced 
“officially” that testimony the Sen- 
ate interstate and foreign commerce 
committee would receive in its cur- 
rent hearings would be confined to 
25 transportation bills, specified by 
number, that were now pending 
before it, the committee would glad- 
ly receive testimony concerning any 
of the transport measures more re- 
cently introduced and not included 
in the “25” list, Chairman Johnson, 
of the committee, said, March 12. 


There were at least 10 recently-intro- 
duced Senate bills, in addition to those 
on the “25” list, in which much interest 
by shipper and carrier interests was 
being demonstrated and. concerning 
which a number of witnesses might wish 
to testify, Chairman Johnson was ad- 
vised. 

One of these measures was introduced 
by Chairman Johnson, by request, on 
March 10. It was identified as S. 2829 
and was titled “a bill to amend section 
1(17) (a), section 13(3) and section 13(4) 
of the interstate commerce act in order 
to extend to the Interstate Commerce 
Commission power to prescribe the dis- 
continuance of certain railroad services 
in intrastate commerce when found to 
be unreasonably discriminatory against 
interstate commerce.” It could be refer- 
red to as “the intrastate rail service 
abandonment bill.” 


Another of the “new” bills, introduced 
by Senator Johnson, is S. 2781, entitled 
“a bill to amend the interstate commerce 
act in order to prohibit all carriers and 
freight forwarders subject to such act 
from using any undue or unreasonable 
discrimination in supplying transporta- 
tion under such act.” This bill in- 
cludes a provision proposing amendment 
of section 2 of the act to make it read 
as follows: 


“Sec. 2. If any carrier subject to the 
provisions of this part shall, directly 
or indirectly, by any special rate, rebate, 
draw-back, or other device, charge, de- 
mand, collect, or receive from any person 
or persons a greater or less compensa- 
tion for any service rendered, or to be 
rendered, in the transportation of pas- 
sengers or property, subject to the pro- 
visions of this part, than it charges, 
demands, collects, or receives from any 
other person or persons for doing for him 
or them a like and contemporaneous 
service in the transportation of a like 
kind of traffic under substantially simi- 
lar circumstances and conditions, or 
shall refund or remit in any manner or 
by any device any portion of the rates, 
fares or charges specified in its tariffs, 
or extend to any person any privileges 
or facilities for transportation affecting 
the value thereof except such as are 
specified in its tariffs, such carrier shall 
be deemed guilty of unjust discrimina- 
tion, which is hereby prohibited and 
declared to be unlawful.” 

Other new transportation bills recently 
introduced and pending before the Sen- 
ate interstate and foreign commerce 
committee are: 

S. 2742, the Inland Waterways Corpo- 
ration dissolution bill. 
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S. 2743, 
charge bill. 

S. 2744, the inland waterway justifica- 
tion bill. 


S. 2745, the water transport “prefer- 
ence” prohibition bill. 

S. 2746, the I.C.C. chairmanship powers 
bill. 

S. 2752, 
rate bill. 
- My 2753, the existing carrier protection 

ill. 

S. 2754, the section 4 revision bill. 

= 2782, the temporary through route 

bill. , 
Sponsors of Senate bills 2742 to 2745, 
inclusive, and of Senate bills 2752, 2753 
and 2754 are Senators Bricker, Capehart, 
and O’Conor, of Maryland (T.W., March 
1, p. 61, and March 6, p. 59). Chair- 
man Johnson introduced S. 2746, S. 
2781 and S. 2782 (T.W., March 8, pp. 63 
and 66). 


the inland waterway user 


the contract carrier actual- 





Sawyer Wants No Power 
To Regulate; Seeks Under 
Secretary for Transport 


Secretary of Commerce Charles 
Sawyer told. a Trarric Wor. re- 
porter March 11 that he had no desire 
to see the regulation of transporta- 
tion centered in the Department of 
Commerce. ; 


Mr. Sawyer made the statement when 
the reporter submitted a series of ques- 
tions intended to develop what had been 
done under a plan the Secretary sub- 
mitted in 1949 to President Truman, at 
the latter’s request, toward ironing out 
conflicts in federal transportation policies 
(T.W., Dec. 17, 1949, p. 19). 

Mr. Sawyer said he had accepted an 
invitation to speak at a luncheon of the 
Transportation and Communications 
Committee of the United States Chamber 
of Commerce, March 29, in Washington. 
In that speech, he said, he intended to 
review his recommendations to the 
President, and explain what had been 
done thus far toward carrying out some 
of the elements of his plan. 

The cabinet officer observed that, al- 
though he had said it often, there were 
some who did not seem willing to be 
convinced that he did not seek regula- 
tory authority. He said he had, as a 
matter of fact, set up very close con- 
tacts with such independent bodies as 
the Interstate Commerce Commission, 
and the Civil Aeronautics Board. One 
proof of his lack of desire to house reg- 
ulatory activities in the Department of 
Commerce, he said, was that nothing of 
the kind had happened, or been re- 
quested. 

As an example of the kind of close 
working relationship which had been 
achieved with the regulatory agencies, 
Secretary Sawyer said he had advised 
with the C.A.B. concerning the air mail 
subsidy problem and that, in accordance 
with the policy so developed, the C.A.B. 
had worked out its separation of subsidy 
payments from compensation payments, 
and had obtained refunds of excess mail 
payments. 

Secretary Sawyer said that he regarded. 
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it as his function to promote all types 
of industries. One of those, he said, was 
the railroad industry. He added that it 
was at his instruction that counsel for 
the Department of Commerce, appearing 
before the Commission in Ex Parte 175, 
Increased Freight Rates, 1951, had taken 
no position for or against an increase in 
rates, but had attempted to present facts 
which would aid the Commission in ar- 
riving at its decision. 


Seeking Transport Officer 


The Secretary was asked about his 
plans for the office of the Under Secre- 
tary of Commerce for Transportation. 
Mr. Sawyer observed that, during the 
time Delos W. Rentzel occupied that post, 
the Korean situation arose, and it was 
necessary to devote a great deal of at- 
tention to plans for all-out mobilization, 
so that the long-range features of the 


report the Secretary had made to Presi- 
dent Truman had to be pushed aside. 


Mr. Sawyer said he had asked Philip 
A. Hollar, serving in the post as Deputy 
Under Secretary, to take on the job 
permanently, but that Mr. Hollar wanted 
to return to his position as vice-president 
of American Car & Foundry Co. The 
Commerce head said that he and Mr. 
Hollar were trying to find a man with 
all the necessary qualifications for the 
job. 

The Secretary spoke with enthusiasm 
about the preliminary meeting recently 
held by a group which will again meet 
late in April to set up formally a coun- 
cil to advise him on general transporta- 
tion matters not lying within the field 
of regulation. He said that the trans- 
portation and shipper executives who had 
met with him had, after discussion, 
warmly welcomed the idea of the council 
and planned the later meeting to set 
up the organization and agree on its 
by-laws and membership (T.W., March 
8, p. 51). 


U.S. District Court Orders Striking 
Rail Employes to Return to Jobs 


Most of Strikers on N.Y.C. and St. Louis Terminal Area 
Who Left Work March 9 Obey Restraining Order. 
Reported at Some Points, Particularly at Toledo, O. 


Operations of lines of the New York 
Central Railroad west of Buffalo, 
N.Y., and of the Terminal Railroad 
Association of St. Louis, Mo., a 
switching road, were brought to a 
standstill March 9 by a strike of op- 
erating employes represented by the 
Brotherhood of Locomotive Engi- 
neers, the Brotherhood of Locomotive 
Firemen and Enginemen, and the 
Order of Railway Conductors. 


On March 11 the federal government 
obtained a temporary restraining order 
from the federal court for the northern 
Ohio district, at Cleveland, directing the 
men to return to work “forthwith.” 

On March 12 it was reported that most 
of the strikers had returned to work, at 
the direction of the unions. The strikers 
did not immediately respond to union 
orders at Toledo, O., and Elkhart, Ind., 
but later the men at Toledo voted to 
return to work and it was expected that 
all of the strikers would be back on their 
jobs. 

Among the large cities served by the 
New York Central at which operating 
employes walked out at 9 a. m., March 
9, were Chicago, Ill., Cleveland, Columbus 
and Cincinnati, O., and Indianapolis, 
Ind. 

The strike on the Terminal Railroad 
Association of St. Louis interrupted serv- 
ice on about 25 railroads for which the 
T.R.A. normally performs switching serv- 
ice. 

Late March 9, the Department of 
the Army, operating the nation’s rail- 
roads for the government under the 
President’s executive orler of August 25, 
1950, issued a statement in which it said 
the Department of the Army and other 


Trouble 


executive departments were “consider- 
ing ... appropriate action which should 
be taken if the present work stoppage 
continues or spreads to other seized rail 
transportation systems.” 

At Cleveland, O., the chiefs of the 
three unions that called the strike put 
out a joint statement charging that the 
railroads had taken an “arrogant posi- 
tion” toward the employes involved and 
that the federal administration had 
shown “cold disregard of the welfare of 
the workers.” 

Signers of the statement were D. B. 
Robertson, president of the B.L.F.E.; J. 
P. Shields, grand chief engineer of the 
B.L.E., and R. O. Hughes, president of 
the O.R.C. 

“We have exhausted every possibility 
of negotiation in our efforts to obtain 
a fair and honorable settlement,” they 
said. “When it appeared that negotia- 
tions and mediation had failed, we made 
a joint offer to arbitrate the entire con- 
troversy. The railroads refused to arbi- 
trate. 

“That was six months ago... 

“Sheltered by the legal fiction of gov- 
ernment controls, the railroads ada- 
mantly refused to grant wages and 
working conditions to these employes 
on the same basis already granted to 
more than a million of the rail work- 
ee 
“Left helpless by the partisan position 
taken by the government, the obvious 
unwillingness of the railroads to sacri- 
fice employe morale, the employes, after 
more than two years of fruitless nego- 
tiation, are forced to strike. 

The Department of the Army said it 
had been announced by Assistant Secre- 
tary Karl A. Bendetsen (acting for the 
Secretary of the Army in managing 
operation of the railroads for the gov- 
ernment) that he had sent a commu- 
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nication to the presidents of three 
rail operating employe unions that were 
“engaged in an authorized work stoppage 
on certain of the nation’s principal rail- 
roads. 

“Mr. Bendetsen informed the union 
Officials, the Army Department. said, 
“that the national interest and the na- 
tional defense effort demand that there 
be no interruption in rail transportation 
over the rail systems seized by the De- 
partment of the Army pursuant to Ex- 
ecutive Order No. 10155 dated August 25, 
1950. 


“The unions are the Brotherhood of 
Locomotive Engineers, the Brotherhood 
of Locomotive Firemen and Enginemen, 
and the Order of Railway Conductors. 


“Mr. Bendetsen is charged with the 
responsibility for the operation of the 
principal railroads of the nation under 
the August, 1950, executive order. 

“The Assistant Secretary stated that 
the Department of the Army is also con- 
sidering with other executive depart- 
ments, appropriate action which should 
be taken if the present work stoppage 
continues or spreads to other seized rail 
transportation systems.” 

The striking railway workers were or- 
dered to return to work “forthwith” by 
a temporary restraining order issued the 
afternoon of March 11 by the Ohio 
northern federal district court in Cleve- 
land, according to word from the De- 
partment of Justice. 

The temporary. restraining order 
would remain in effect until further 
court order and argument on a request 
for a temporary injunction would be 
heard by the court March 21, it was said. 

Earlier on March 11, according to a 
departmental representative, the govern- 
ment petitioned the court for a tempo- 
rary restraining order, a temporary in- 
junction, and a permanent injunction. 

At the department it was said that the 
restraining order was directed against 
the Brotherhood of Locomotive Fire- 
men and Enginemen, the Brotherhood of 
Locomotive Engineers, and the Order of 
Railway Conductors. 

The court was asked to restrain con- 
tinuation of the present strike on the 
New York Central west of Buffalo and 
in the area of the Terminal Railroad As- 
sociation of St. Louis, or “any spread of 
the strike in other areas,” a departmen- 
tal representative said. 

Argument for a temporary restraining 
order was heard. 


Blanket Rerouting Order 


The Commission, on March 11, made 
public King’s I.C.C. order No. 64 author- 
izing the railroads to reroute traffic over 
any available route when unable to trans- 
port traffic in accordance with shippers’ 
routing, because of work stoppages. This 
order was made effective from 1, p.m., 
March 10, until 11:59 p.m., April 10. 

On March 10 it was stated that this 
general rerouting authority was to have 
been made eftective at 2 p.m., that day, 
and was to have been by an amendment 
to King’s earlier order No. 63. The 
earlier order was issued to become eifec- 
tive at 11 a.m., March 9, and directed the 
New York Central to reroute traffic it 
could not handle west of Buffalo, and 
the Terminal Railroad Association of 
St. Louis to reroute traffic it could not 
handle, regardless of shipper routing. 

King’s orders Nos. 63 and 64 were issu 
by Homer C. King, deputy director of 
the Defense Transport Administration, 
and agent of the Commission with power 
to reroute empty or loaded freight <ars. 
The two orders were issued under re- 
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vised service order No. 562, Rerouting 
of Traffic—Appointment of Agent, which 
gave Mr. King the power to reroute 
traffic whenever any carrier was unable 
for any reason, to transport traffic of- 
fered it so as properly to serve the pub- 
lic. The original service order No. 562 
was issued in July, 1946, and has been 
amended from time to time. 


D.T.A. Strike Announcement 


The Defense Transport Administra- 
tion, on March 11, announced that fol- 
lowing a similar order applying only to 
the railroads immediately affected, the 
Commission had issued a rerouting order 
to all railroads “in the interest of ship- 
pers who may be affected by such work 
stoppage as have occurred on the New 
York Central Lines west of Buffalo and 
the Terminal Railroad Association of St. 
Louis.” 

The D.T.A. announcement described 
King’s I.C.C. order No. 64 and outlined 
Deputy Administrator King’s authority 
as I.C.C. agent with authority to au- 
thorize diversion of cars. 


Faricy’s Comment 

Speaking on the railroad strike, Wil- 
liam T. Faricy, president of the Associa- 
tion of American Railroads, made the 
following statement the night of March 
10 over the National Broadcasting Com- 
pany network: 

“Yesterday three railroad unions 
started a surprise strike against the rail- 
roads, the government and the people of 


f the United States. 


“I shall not discuss tonight the rela- 
tion of the government to the strike but 
shall deal only with the position and 
attitude of the railroads. 


“The railroads have made satisfactory 
settlements with approximately ninety 
per cent of their employes. Such set- 
tlements have been reached with nine- 
teen unions, including the two unions 
which represent more than half the men 
engaged in operating trains. The rail- 
roads are ready and willing—and have 
been ready and willing all along—to ex- 
tend to those three unions, representing 
less than half the men engaged in train, 
engine and yard service, the same settle- 
ment already accepted and in effect as 
to the majority. They stand ready to 
make wage adjustments back to October 
1, 1950, so.that these men can be as- 
sured of the same fair treatment their 
fellow employes have already received. 

“It should be borne in mind that on 
December 21, 1950, the leaders of these 
Same three unions signed a written 
agreement with the railroads for such a 
settlement. But before the agreement 
could be put into effect, it was repu- 
diated by these unions and the dispute 
has continued ever since. 

“Unions which represent ninety per 
cent of all railroad employes have no 
dispute of this character with the rail- 
toads but if this strike continues, these 
men will suffer enforced lay-offs as a 
result of the stoppage of traffic on the 
tailroads concerned. 

“For the past eighteen months the 
tallroads have been operated under the 
direction of the Department of the 
Army. No doubt that Department will 
take such steps as it thinks proper to 
protect the national interest and the na- 
tional defense effort from interruption 
In railroad transportation. Speaking for 
the railroads, I express the hope that it 
may continue to be ‘Said of us—as it was 
tru’y said during ‘World War II—that 
howhere in all the world was the mili- 
tary might of America lessened or the 


striking power of its armed forces di- 
minished by reason of any failure of rail 
transportation here at home.” 


Heads of Shipper, Carrier 
Organizations to Speak at 


Perfect Shipping Meeting 


Under the chairmanship of Arthur 
H. Schwietert, director of traffic, Chi- 
cago Association of Commerce and 
Industry, there is being arranged, for 
March 21, at the Palmer House, Chi- 
cago, a Perfect Shipping luncheon at 
which the heads of important carrier 
and shipper organizations will meet 
to discuss plans for freight claim pre- 
vention. The luncheon has been 
designated as “The War on Loss and 
Damage.” 


Those who will speak include Frank 
Cross, assistant director of traffic, Gen- 
eal Mills, Inc., Minneapolis, Minn., presi- 
dent of the National Association of 
Shippers Advisory Boards; A. G. Ander- 
son, general traffic manager, Socony- 
Vacuum Oil Co., New York, president of 
the National Industrial Traffic League; 
Walter Mullady, president, Decatur 
Cartage Co., Chicago, president of the 
American Trucking Associations, Inc. 
and William T. Faricy, president of the 
Association of American Railroads, 
Washington, D.C. At the speakers table 
there will also be H. F. Easterling, traf- 
fic manager, The Brown Paper Mill, Inc., 
Monroe, La., chairman of the National 
Management Committee. for the 1952 
April Perfect Shipping Month campaign; 
Leland D. Smith, traffic manager, Con- 
solidated Chemical Industries, Inc., 
Houston, Tex., and John Miller, execu- 
tive secretary, Freight -Claim. Council, 
A.T.A., Washington, D.C; 

The luncheon will be held on the day 
when the National Industrial- Traffic 
League will be meeting at the Palmer 
House:’to’ determine the position the 
League shall take on various legislative 
proposals. 

In a bulletin to members regarding the 
luncheon, E. F. Lacey, executive’ secre- 
tary of the League, said: 

“An announcement of outstanding im- 
portance to shippers and receivers, par- 
ticularly to members of the League, will 
be made at this luncheon. - This affair 
will be time-tabled so as not to interfere 
with the League membership meeting, 
and should be of sufficient interest to 
warrant attendance of all members. 
Reservations for tables of ten, etc., will 
be in the hands of a local Chicago com- 
mittee.” 


Carl R. Gray Speaks at 


A.U. Transport Institute 


General Carl R. Gray, Jr., Adminis- 
trator of Veterans’ Affairs for the fed- 
eral government and former head of the 
military transportation services in west- 
ern Europe in World War II, was guest 
speaker at a dinner meeting conducted 
by the American University in Washing- 
ton, D.C., March 11, as part of its Rail 
Transportation Institute. The meeting 
was held in tHe All States Hotel. : 

General Gray presented films pro- 
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duced in France showing the rehabilita- 
tion work on the French railways since 
the destruction brought by the war. He 
said the films were given him by the 
French on the occasion of a visit that he 
and Mrs. Gray made to France in 1950, 
as guests of the government, in order to 
see the progress. made in rehabilitation. 

He praised the French for their ac- 
complishments: in rehabilitation and 
said that they had put into permanent 
form various temporary measures 
adopted by the military transportation 
units in wartime. Railroad men, he 
said, “were the same the world over.” 

Professor L. M. Homberger, director of 
the university’s transportation depart- 
ment, presided. 


Extra Copies of T.W. 
‘Perfect Shipping Annual’ 


May Be Ordered Now 


Work is progressing rapidly on 
TRAFFIC WorLD’s 16th Perfect Ship- 
ping Annual to be published March 
29. This issue will be the largest ever 
published. 


In previous years, the demand for ex-~- 
tra copies of this issue has always ex- 
ceeded the supply, and those wishing 
extra copies of this year’s issue may 
place orders now at specially reduced 
prices. After publication date this an- 
nual will be priced at $1 a copy. Sub- 
scribers, of course, receive the added 
features along with their regular issue 
of March 29. ; 

The reduced prices before publication 
date are: 1 to 10 copies, inclusive, 50 
cents each; 11 to 25 copies, inclusive, 40 
cents each; 26 to 100 copies, inclusive, 
35 cents each. 

Copies will be mailed on publication 
date to purchasers: or to names supplied 
by them. 

Orders for extra copies should be 
mailed to Circulation Department, Trar- 
FIc WorLD, Washington Building, Wash- 
ington 5, D.C. 


Great Lakes Board 


To Meet in Toledo 
Asa S. Knowles, president of the Uni- 


versity ~ of Toledo, will address the 
luncheon session at the annual meeting 
of- the Great Lakes Advisory Board in 
the Hotel Commodore Perry, Toledo, O., 
March 26. The luncheon will be spon- 
sored jointly by the Toledo Chamber of 
Commerce and Toledo Transportation 
Club. 

The general meeting will open at 9 
a.m., March 26, and the following sub- 
jects will be discussed: Forecast of car- 
loadings, second quarter, 1952; com- 
modity committee reports; national and 
local transportation conditions; shipping 
on the Great Lakes, season of 1952; new 
freight car prograth, including materials 
allocations; less carload freight service; 
freight car efficiency, and the “1952, Per- 
fect Shipping” campaign. ve 

A feature of the annual meeting will 
be a discussion of loss and damage to 
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canned goods, on March 25 at 7:30 p.m. 
‘in the Crystal Room. 

Speakers will be W. B. Watson, gen- 
eral traffic manager of H. J. Heinz Co. 
of Canada, Leamington, Ontario, and E. 
J. Kraska, canned goods_ specialist, 
freight claim division, Association of 
American Railroads, Chicago. 

Moving pictures will be shown, after 
which there will be an open forum. 

Toastmaster at the luncheon meeting 
will be Faustin Solon, vice-president of 
Owens-Illinois Glass Co., J. H. Blose, 
secretary of the board, announced. 





Rail Engineers Elect Geyer 
President; Hear Aydelott 


On Steel for Freight Cars 


Asserting that the railroads, pre- 
paring for another emergency, now 
had on hand fewer freight cars than 
at the time of V-J Day, James H. 
Aydelott, Washington, D.C., vice- 
president in charge of the operations 
and maintenance department of the 
Association of American Railroads, 
on March 11 called for allocation of 
materials adequate for the early con- 
struction of the more than 100,000 
freight cars which the railroads now 
have on order. 


“There is no lack of planning on the 
part of the railroad industry for meeting 
a defense emergency,” Mr. Aydelott de- 
clared at the open- 
ing session of the 
American Railway 
-Engineering Asso- 

ciation annual 
three-day meeting 
in the Palmer 
House, Chicago. 

He said that im- 
mediately after the 
Korean outbreak, 

railroads began 
placing orders for 
cars which, at a 
building rate of 10,- 
000 units a month, 
“would have increased ear ownership over 
‘retirements by 125,000 units by mid-1953. 

Steel allocations, while initially suf- 
ficient to permit construction of 10,000 
cars a month, had been curtailed to a 
point where the volume of new car build- 
ing for the remainder of 1952 might be 
little more than enough to replace worn- 
out cars retired from service, ipstead 
of proceeding at the rate planned and 
needed, he said. 

This had occurred in spite of the fact 
that demands on rail transportation in 
event of another war should be vastly 
greater than during World War II, Mr. 
Aydelott said. The railroads, he said, 
estimated they would need about 100,- 
000 more freight cars in any present 
emergency than were available to handle 

the traffic load during the peak years 
of World War II. . 


Asks Problem Be Recognized 

More than “token recognition” of the 
importance of railroads to national de- 
fense was required, Mr. Aydelott as- 
_ Serted, citing as an example of railroad 





C. J. Geyer 


essentiality the fact that 90 per cent of 
all military freight movements during 
the last war went by rail. 

Regarding production of new rail cars, 
he said that “good judgment would seem 
to indicate that the fullest possible pro- 
duction of this equipment should be had 
while we are still at peace.” 


A.R.E.A. Elects Geyer 


Charles J. Geyer, Huntington, W.Va., 
vice-president in charge of construction 
and maintenance of the Chesapeake & 
Ohio Railway, on March 12 was elected 
president of the A.R.E.A. Charles G. 
Grove, Chicago, chief engineer main- 
tenance of way for the western region 
of the Pennsylvania Railroad, was ad- 
vanced to the post of senior vice-presi- 
dent, G. Miller, Toronto, engineer main- 
tenance of way for the eastern region of 
the Canadian Pacific Railway, was 
chosen as junior vice-president. Officers 
were scheduled to be installed at the 
closing session of the meeting March 13. 





Allegheny Shippers Board 


To Honor Coal Industry 


A luncheon to be held in connection 
with the annual meeting of the Alle- 
gheny Regional Advisory Board at the 
William Penn Hotel, Pittsburgh, Pa., 
March 20 will be in the nature of a trib- 
ute to the coal industry. D. L. McElroy, 
vice-president of the Pittsburgh Con- 


solidation Coal Co. will be the luncheon: 


speaker. Executives of coal companies 
and coal associations will be guests at the 
speakers’ table. W. F. Schulten; general 
traffic manager, Pittsburgh Consolida- 
tion Coal Co., is chairman of the board’s 
coal and coke committee. Carloadings 
of coal and coke are greater in number 
in the board’s area than those of any 
other commodity, it is pointed out. 

W. W. Larkin, general chairman, will 
preside at the business sessions, the 
docket for which will include election 
of board officers. There will be reports 
from chairmen of standing committees. 
W. E. Callahan, manager, open top sec- 
tion, car service division, Association of 
American Railroads, Washington, D.C., 
will speak on national transportation 
conditions. 

On March 19 committees will meet at 
the William Penn Hotel. P. W. Hartsook, 
assistant traffic manager, Warner Co., 
Bellefonte, Pa., chairman, will preside at 
the meeting of the executive committee. 
That committee will meet jointly with 
railroad contact committee at luncheon 
on March 19. 





Business Men Honored for 


Services to Government 


Among business men who were pre- 
sented “certificates of service” by Secre- 
tary of Commerce Charles Sawyer, March 
12, at the Mayflower Hotel, in Washing- 
ton, D. C., in recognition of their services 
to the government without compensation, 
were the following: 

Philip A. Hollar, of CRicago, Ill., vice- 
president, American Car & Foundry Co.; 
Guy Otis Beale, of Cleveland, O., vice- 
president—purchases, Chesapeake & Ohio 
Railway Co.; Harry P. Davison, of New 
York City, with American - Locomotive 
Co.; and Harry F. Kusic, of Pittsburgh, 
Pa., with Union Switch & Signal Co. 

Secretary Sawyer honored 188 business 
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men and said that, through the method 
of recruiting men from industry, “the 
government has been very fortunate in 
establishing a stockpile of experienced 
management talent upon which we can 
draw again in time of great emergency.” 

“The willingness of you gentlemen to 
come to Washington at personal sacri- 
fice to give of your time, talent and 
energy to help your country increase 
its strength is a tribute to the patriotism 
of American business,” declared Secre- 
tary Sawyer. 





T-M-K Shippers Board 
To Hold Annual Meeting 
In St. Joseph, Mo. 


The Trans-Missouri-Kansas Ship- 
pers Board will held its annual 
meeting March 20 in the Hax Art 
Center, St. Joseph, Mo. 


Speaker at the luncheon session will be 
William H. Schmidt, western editor of 
Railway Age, Chicago, who will talk on 
“The Hidden Revolution in Railroading.” 
The luncheon will be co-sponsored by 
the Traffic Club of St. Joseph and the St. 
Joseph Chamber of Commerce. 

General Chairman G. W. Thompson, 
general traffic manager of the Missouri 
Portland Cement Co., St. Louis, Mo., will 
open the business session at 9 a.m. E. W. 
Coughlin, manager of the railroad rela- 
tions section of the car service division 
of the Association of American Rail- 
roads, Washington, D.C., will report on 
national transportation conditions, and 
T. W. Flickinger, district manager of the 
car service division of the A.AR., St. 
Louis, will talk on regional developments. 

The following committee chairmen 
will report: Executive, L. W. Witte, gen- 
eral secretary, and traffic manager of 
Mid-Continent Petroleum Corporation, 
Tulsa, Okla.; railroad contact, O. W. 
Limestall, general superintendent of 
transportation for the Rock Island Lines, 
Chicago; joint freight loss and damage 
prevention, F. L. Ruland, assistant gen- 
eral traffic manager of Gaylord Con- 
tainer Corporation, St. Louis, and O. 
Ashworth, general agent of the Gulf, 
Mobile & Ohio Railroad, Bloomington, 
Ill.; legislative, V. L. Emery, transporta- 
tion commissioner, St. Joseph Chamber 
of Commerce; joint less carload freight, 
F. W. Monahan, traffic manager of Dow 
Chemical, Madison Division, Madison, 
Iil., and C. E. Dore, of the Wabash Rail- 
road, St. Louis, and car efficiency, J. D. 
Vincent, traffic manager, Granite City 
Steel Co., Blast Furnace Department, 
Granite City, Ill. 

A special feature of the meeting will 
be a buffet supper and entertainment, 
sponsored by the Traffic Club of St. Jo- 
seph, at 7 p.m., March 19, in the Hotel 
Robidoux. 


Board committees will meet March 19 


in the Hotel Robidoux. 


New Mail Truck Routes Awarded 


The Post Office Department has an- 
nounced four new mail truck routes, 
awarded in February. 

A total of 223 truck routes carrying 
bulk mails on short hauls, under the 
star route law, had been inaugurate? by 
the department since the adoption of 
the trucking program on February 19, 
1951, it said. 

The new routes announced by the De- 
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partment today will serve areas in Con- 
necticut, Massachusetts, Kansas, Michi- 
gan and Texas. 


The contracts for these truck routes 
were let by competitive bid under provi- 
sions of the star route law. 


The four new contracts for truck routes 
inaugurated in February were: From 
Hartford, Conn., to Boston, Mass.; from 
Chanute to Fredonia and Pittsburg, 
Kan.; from Mackinac City, Mich., to 
Sault Ste. Marie, Mich., and from Tex- 
arkana, Tex., to Tyler, Tex. 


Traffic Officials of Motor 
Carriers and Government to 
Meet Jointly on West Coast 


W. J. McCloskey, chief, government 
traffic section, American Trucking 
Associations, Inc., has announced 
completion of arrangements for a 
joint meeting of military and civilian 
government transportation officials 
with motor carrier representatives 
domiciled in the Pacific coast area to 
be held March 24-25 at the Marines 
Memorial Club in San Francisco, 
Calif. 


The meeting will be devoted to a 
discussion of problems common to the 


government and the carriers, according, 


to Mr. McCloskey, who will represent the 
A.T.A. Among the subjects expected to 
receive attention, he said, were: Informa- 
tion regarding the objectives, functions 
and policies of the Military Traffic Serv- 
ice; routing; handling of astray, over or 
short freight; special services; tender of 
section 22 quotations; payment of trans- 
portation charges; rate negotiation poli- 
cies and procedures; handling of house- 
hold goods and bulk petroleum; move- 
ment of munitions by motor carriers; 
a discussion of shipping policies and 
procedures of the Atomic Energy Com- 
mission and the policies of the General 
Accounting Office. Provision has been 
made for a question and answer period 
in which carriers may present problems 
involving a particular department or 
agency. 

In addition to military and civilian gov- 
ernment transportation officials from 
Washington, D.C., who will participate, 
Mr. McCloskey says, many. transporta- 
tion officials of military and civilian 
government installations west of the 
Rockiés will attend the two-day meeting. 

Among those from Washington who 
plan to attend are: Kenneth L. Vore, di- 
rector; Max Harris, motor freight traffic 
consultant; and W. J. Burns, transporta- 
tion analyst, of the Military Traffic Serv- 
ice; Colonel S. R. Browning, chief of the 
commercial traffic division; and Lieuten- 
ant Colonel M. A. Hoard, chief of the 
general traffic branch of the commercial 
traffic service division, of the Department 
of the Army; Colonel W. W. Browning, 
thief of the land transport division, 
directorate of transportation, DCS/M; 
and Major Stanley Plate, chief of the 
freight traffic branch of the land trans- 
port division, directorate of transporta- 
tion DCS/M, of the US. Air Force; 
Captain W. C. Johnson, assistant chief 
of the Bureau of Supplies and Accounts, 
and H. M. Griggs, head of the freight 
tate and classification division, of the 
Department of the Navy; Colonel Charles 


H. Voeller, chief, Office of Transporta- 
tion, Munitions Board; Captain N. A. 
Smith, assistant transportation officer, 
U.S. Marine Corps; O. W. Bender, assist- 
ant to the director, traffic management 
division, General Services Administra- 
tion; W. L. Rice, chief, traffic manage- 
ment section, Atomic Energy Commis- 
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sion; James A. McDonnell, assistant 
chief, transportation division, and David 
Lodwick, transportation specialist, of the 
General Accounting Office. 


Shippers Voice Support of Proposal for 
C.S.M.F.B. Surcharge on L.T.L. Freight 


Disagreement Expressed as to Application of Surcharge on Different 
Weights of Shipments and as to Expiration of Surcharge in 90 Days 
Carrier Revenue Needs Subject of Discussion 


Or a Year. 


The meeting of the Central States 
Motor Freight Bureau’s central com- 
mittee, the morning of March 11, was 
given over largely to a discussion of 
carrier revenue needs stemming from 
the recent hike in over-road drivers’ 
wages, rather than to the 23 docketed 
subjects upon which appeals from the 
decisions of the standing rate com- 
mittee were to be considered. The 
meeting was held in the Palmer 
House, Chicago. 


Charles E. Lumpp, assistant general 
traffic manager, Kraft Foods Co., re- 
ported for the committee of shippers 
which had held a closed meeting the 
afternoon of March 6, following a meet- 
ing that morning with a carrier com- 
mittee to consider cost studies resulting 
from the signing of new labor contracts 
with drivers and dockmen January 31 
(T.W., March 1, p. 21). 


The shippers’ meeting had considered 
together docket No. 15189E, proposing 
to increase carrier rates generally by 
15 per cent, and No. 15268, a proposal 
providing that the minimum charge on 
shipments weighing less than 5,000 
pounds should’ be the charge accruing 
at the applicable rate and at the actual 
weight, but not less than 100 pounds, 
plus a surcharge of $1.50 (T.W., Nov. 
17, p. 35), said Mr. Lumpp. The carriers 
had reported that if the latter proposal 
were to take effect, it would result in 
a@ general revenue increase of about 8 
per cent on all traffic, he said. While no 
unanimous decision was reached, he con- 
cluded, it was generally agreed not to 
oppose the $1.50 surcharge on shipments 
under 5,000 pounds, if there were no 
general increase in class rates by the 
C.S.M.F.B. The shippers were also sug- 
gesting that the numerous depressed 
truck rates in the area might be ad- 
justed upward before any general rate 
increase was taken; he said. Shippers 
were suggesting an expiration date of 
90 days on the $1.50 surcharge, believ- 
ing that period would give the carriers 
time to estimate the results, he said. 


The chairman, Chester Moore, ob- 
served that the estimated result of an 
8 per cent increase in revenue was just 
on that traffic considered by the carriers 
in their sampling, and not necessarily on 
all traffic. 

A. F. Huni, traffic director of the Glass 
Container Manufacturers Institute, New 
York City, said his group subscribed to 


the proposal to impose an arbitrary of 
— on shipments of 5,000 pounds or 
ess. 


“We think that would offset the ef- 
fects of your increased labor costs effec- 
tive February 1,” he said. 


Mr. Huni suggested that the expiration 
date be extended for a longer period, 
say 12 months, to give the carriers time 
to calculate the results of such an ad- 
justment. 


Chairman Moore stated that any gen- 
eral percentage increase in rates would 
be considered under docket No. 15819E. 


“We would prefer to have only the one 
docket,” he said, “but we have no control 
over the filing of dockets. Any carrier 
member of this bureau can file any 
docket, and it will be listed and heard.” 

A carrier representative observed that 
carriers in many cities were faced with 
pending increases in local labor costs; in 
addition to the increases granted over- 
road drivers in the 12-state central re- 
gion, and to dockmen in Chicago (T.W., 
Feb. 9, p. 72). On March 1, a 19-cent 
hourly increase was granted local drivers 
in Louisville, and in June four local con- 
tracts expired in St. Louis, he said. 

“The over-road drivers’ pact has set a 
pattern for local pacts.” 

J. A. Illes, assistant traffic manager of 
Bendix Home Appliances Division of 
Avco Manufacturing Co., South Bend, 
Ind., said that the increase of motor 
rates on steel to the rail level, together 
with the proposed $1.50 surcharge on 
less-truckload shipments, “should give 
you enough.” He also spoke in favor of 
a 12-month test of the $1.50 charge. 

Rudy Baensch, Decatur Cartage Co., 
in response to a remark by Mr. Illes, 
said that while Chicago truck terminals 
had reduced the work week from 48 to 
40 hours, employes were receiving 48 
hours’ pay for the shorter week. 


Propose 1,000-Pound Limit 

T. A. Boint, traffic manager, National 
Lock Co., Rockford, Ill., said his firm 
shipped 70,000,000 pounds of traffic by 
motor carrier annually, of which 50 to 65 
per cent was in Central Territory. A 15 
per cent general rate increase, plus the 
$1.50 surcharge on small shipments, 
would increase his firm’s shipping costs 
by $82,750 a year, he said, adding: “This 
could not be passed on to our customers, 
and it does not take into consideration 
the increases on inbound raw materials. 

He suggested that the $1.50 surcharge 
applied on shipments of 1,000 pounds 
and under, without any general rate in- 
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crease, with a 12-month expiration date, 
would be satisfactory. 

M. Perry, of Pittsburgh, representing 
the Chain Institute, Screw Bureau, and 
Fasteners Institute, subscribed to Mr. 
Boint’s remarks. 


“We have a lot of small shippers in 
our industry,” he declared. “We can’t go 
along with the 5,000-pound proposal, but 
can if the proposal is set at 1,000 
pounds.” 

“Most of our shippers load eight, 10, 
or 15 shipments on a truck,” he added. 

Chairman Moore remarked that the 
average number of shipments made in 
a truck pickup was 1.47. 

M. J. Milsark, representing the St. 
Louis Chamber of Commerce and the 
Piston Ring Manufacturers Group, said 
that St. Louis shippers had an open 
mind on the proposed surcharge, but 
that “we don’t think it should go any- 
where near 5,000 pounds. ‘ 

Chairman Moore said that the bills of 
175 carrier members on interstate traf- 
fic had been studied, and that the study 
showed that a surcharge of $1.50 on all 
shipments under 5,000 pounds would in- 
crease carrier revenues 8.4 per : cent, 
“which doesn’t quite compensate for in- 
creased labor costs.” 


Carriers to Issue Statement 


“We didn’t expect you shippers to ar- 
rive at any final conclusion on the mat- 
ters under. consideration, and you 
couldn’t until our board has decided 
what we will do,” asserted Mr. Moore. 
“We will prepare a statement justifying 
whatever step we propose, and the state- 
ment will be made available to shippers, 
in ample time before filing.” 

A. F. Dorenbusch, traffic manager, 
Raymond Bag Co., Middletown, O., 
speaking for the Official Territory Paper 
Traffic Conference on No. 15819E, the 
proposal for a 15 per cent general rate 
increase, said the conference did not feel 
the carriers could justify such an in- 
crease. 

“We are opposed to any percentage 
increase that may be in excess of what 
you can fully justify,” he said. “My 
own company agrees with the Central 
- Territory Traffic Conference position for 
& $1.50 charge on shipments up to 5,000 
pounds.” 


Paint Rates 


Mr. Illes, and Don Burnham, Ford 
Motor Co., Detroit, spoke in opposition 
to docket No. 15224, a proposal to cancel 
certain commodity rates on paints or 
paint material between various points in 
Central Territory. Cancellation would 
drive shippers to private or contract 
carriers, and eventually back to the rails, 
asserted Mr. Illes, adding that if the 
docket were adopted, he would be forced 
to petition for suspension. 

Mr. Burnham urged approval of docket 
No. 14596, which, he said, proposed a 
charge of $6.60 where a carrier made 
more than one stop within the confines 
of one plant for loading. - 

“We need this service on truckload 
shipments,” said Mr. Burnham. “We be- 
lieve the charge of $6.60 is compensatory, 
and we ask approval. The Commission 
has said that the stopping-in-transit 
charge is not applicable to such service.” 

Speaking on No. 15444, a proposal to 
cancel a rate on automobile parts of 45 
cents a 100 pounds from Detroit, Pontiac, 
Flint and Grand Blanc, Mich., to Chi- 


cago, Mr. Burnham said that Ford and 
the Automobile Manufacturers Associa- 
tion did not “see eye to eye” on the 
proposal. 

“Ford ships more tonnage from De- 
troit to Chicago than all the other auto 
companies combined,” he said. “In Feb- 
ruary, Ford made 19 truckload ship- 
ments, weighing 388,000 pounds, from 
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Detroit to Chicago. Every one was a 
pool truck, where the carrier had no pick- 
up and only one delivery. Within the 
next 60 days, this tonnage will be in- 
creased 50 per cent; but if the rate goes 
from 45 cents to 54 or 59 cents, the 
movement is out. I ask the committee 
to uphold the standing rate committee 
and to fail this docket.” 


A.T.A. Customer Relations Council 
Announces Program for Houston Meeting 


Industrial Traffic Managers to Address ‘Industry on the Spot’ 


Forum. 


Panel Will Discuss Sales Controls and Methods. 


Speakers 


Include Davis, Bridgeman, Morrison, Blythe, Schmetzer, Haagensen. 


New techniques for stimulating 
sales of motor freight service and 
fostering good shipper-carrier rela- 
tions will be discussed at the spring 
meeting of the American Trucking 
Associations’ Customer Relations 
Council, April 6-8, in the Shamrock 
Hotel, Houston, Tex., Secretary Floyd 
C. Day, Washington, D.C., has an- 
nounced (T.W., Feb. 2, p. 24). 


“Sales, and How to Obtain Them” is 
the theme of this year’s council meeting, 
expected ‘ to. attract. approximately 500 
motor freight- operators, sales directors, 
and top salesmen of trucking firms from 
all over the country. 


The Customer Relations Council is one 
of seven national councils organized by 
A.T.A. Its objective is to promote, within 
and for the trucking industry, improved 
merchandising of motor carrier services 
and improved customer good will. Rudy 
A. Baensch, executive vice-president, De- 
catur Cartage Co., Chicago, is chairman, 
and Don Maentz, vice-president, Asso- 
ciated Truck Lines, Grand Rapids, Mich., 
is vice-chairman. Fred R. Daniel, Mid- 
States Freight Lines, Inc., Chicago, is 
chairman of the customer relations plan- 
ning committee. 

An “early birds” golf tourney will be 
held the opening day, April 6, which will 
otherwise be devoted to registration. 
C. John Viking, president, Webber Cart- 
age Line, Inc., Chicago, heads the golf 
committee. 

The morning session, April 7, will fea- 
ture an “industry on the spot” forum, 
at which industrial traffic managers are 
invited to criticize current operating 
practices of motor freight firms. 





Gordon Morrison, direct mail expert, will ad- 
dress the luncheon session April 7. The April 8 
luncheon’ speaker is Ken -Haagensen (right), 
director of public relations, Allis-Chalmers 
Manufacturing Company. 





Invited speakers who will put the “Trucking 
Industry on the Spot,” at a panel discussion 
during the spring meeting of the A.T.A. Customer 
Relations Council, are two industrial traffic 
managers, (left) L. C. Schmetzer, general traffic 
manager, Thompson Products, Inc., Cleveland, 
and Ralph Blythe, traffic manager, Russell Mfg. 
Co., Alexander City, Ala. 


Robert E. Lee, Jr., president, Lee Way 
Motor Freight, Inc., Oklahoma City, will 
preside. This year’s invited speakers in- 
clude Ralph Blythe, traffic manager, 
Russell Manufacturing Co., Alexander 
City, Ala.; Leonard C. Schmetzer, gen- 
eral traffic manager, Thompson Products, 
Inc., Cleveland, and John M. Miller, 
head of A.T.A.’s freight claims section, 
Washington, D.C. 

A similar forum, presented at the coun- 
cil’s 1951 meeting in French Lick, Inc. 
(T.W., Apr. 14, 1951, p. 23), was widely 
discussed in the trucking industry. 

Gordon Morrison, president and owner, 
Gordon Morrison Letter Service Co., 
Amarillo, Tex., will speak at the luncheon 
session, April 7, on the subject “Why 
Customers Quit and How to Bring Them 
Back.” Vice-Chairman Maentz will pre- 
side. 

Panel on Sales Methods 


A feature of the 1952 meeting will be 
a panel discussion of sales controls and 
methods, with participants from within 
and outside the motor freight industry. 
This panel will be presented the after- 
noon of April 7, with Howard Nelson, 
vice-president, Central Motor Lines, inc., 
Chicago, as moderator. 

Subjects to be discussed are personnel 
selection, training and presentation, re- 
ception (what the industrial traffic man- 
ager wants to hear from a freight rep- 
resentative), and sales incentive pro- 
grams. | 

Among the participants are Paul Da vB, 
vice-president, McLean ‘Trucking 0 
Winston-Salem, N.C., who will discuss 
training and presentation as it pertains 





Mar 


Partic 
Shami 
to rig 
direct 
Mid-Si 
Lacke: 
presid 

v 


to tl 
Harr: 
field 
sales 
bene’ 


E. 
Freig 
will 
playl 
sion. 

Th 
Haag 
the / 
Chai: 


WORLD 


was a 
) pick- 
in the 
be in- 
€ goes 


mittee 
mittee 


rucking 
scussion 
ystomer 

traffic 
| traffic 
veland, 


Il Mfg. 


» Way 
y, will 
rs in- 
nager, 
‘ander 
- gen- 
ducts, 
Miller, 
ction, 


coun- 
, ane. 
widely 


ywner, 
} Co., 
cheon 
“Why 
Them 
1 pre- 


rill be 
s and 
vithin 
ustry. 
after- 
elson, 
, one., 
onnel 
n, re- 
man- 
; rep- 

pro- 


Davis, 

Co., 
iscuss 
rtains 


March 15, 1952 


Participating in the spring meeting of the A.T.A. Customer Relations Council, April 6-8, in the 
Shamrock Hotel, Houston, will be these trucking industry leaders and sales experts: Top row, left 
to right: Harry B. Bridgeman, director, A.T.A. field service department; Walter W. Belson, A.T.A. 
director of public relations; John M. Miller, secretary, A.T.A. freight claim section; Fred R. Daniel, 


Mid-States Freight Lines, Chicago, chairman of planning committee. 


Bottom row, left to right: E. G. 


Lackey, sales manager, Pilot Freight Carriers, Inc., Winston-Salem, N.C.; Howard Nelson, vice- 
president, Central Motor Lines, Inc., Chicago; Paul Davis, vice-president, sales, McLean Trucking Co., 
Winston-Salem, and Henry Liebschutz, president, Education Research, Inc., Washington, D. C. 


to the hiring of sales representatives. 
Harry B. Bridgeman, director, A.T.A.’s 
field service department, will discuss 
sales incentive plans, and how they can 
benefit the truck operator. 


April 8 Program 

E. G. Lackey, sales manager, Pilot 
Freight Carriers, Inc., Winston-Salem, 
will preside over a telephone courtesy 
playlet, opening the April 8 morning ses- 
sion. 

The luncheon speaker will be Kenneth 
Haagensen, public relations director of 
the Allis-Chalmers Mfg. Co., Milwaukee. 
Chairman Baensch will preside. 


That afternoon Mr. Daniel will preside 
at a public relations panel. Speakers 
include Walter W. Belson, A.T.A. director 
of public relations, who will describe 
the industry’s public relations program 
and suggest how it can be supplemented 
at the local level, and John Van Zant, 
executive vice-president, J. Walter 
Thompson Co., Chicago. 


Late in the afternoon the council will 
elect officers for the coming year. 


Members and guests attending the 
spring meeting will be entertained by 
TRAFFIC WORLD, at a reception at 6:30 the 
evening of April 8, preceding the annual 
banquet. The banquet. speaker is Jeff 
Williams, humorist, of Chickasha, Okla. 


Waterways Toll Bill 


Arouses Thompson 


Chester C. Thompson, president of 
The American Waterways Operators, 
Inc., the national association of the barge 
and towing vessel industry, in a state- 


Ment issued March 12 said “railroad 
hunger for still higher freight rates and 
predatory monopolism are behind a 
Un:ted States Senate bill proposing fed- 
trai tolls on the inland waterways.” 
Mr. Thompson said the railroad bill 
was “rank discrimination because, while 
the harbors and channels of the coastal 


and Great Lakes’ ports are improved 
and maintained out of the same federal 
funds as the inland waterways and 30 
per cent of the nation’s waterborne 
commerce is carried in vessels owned and 
operated by railroads, the proposed legis- 
lation would exempt from user charges 
the Great Lakes and seaports where the 
railroads operate their vessels.” 


“This bill is an outrageous attempt to 
outlaw a national tradition and policy 
honored by Congress, the courts and the 
people for 165 years,” said he. “This is 
the traditional policy of maintaining the 
navigable rivers and canals under fed- 
eral control as ‘common highways for- 
ever free’ to the people of the United 
States.” 

“Financially, the railroads have been 
more sound with barge competition than 
before the inland waterways were im- 
proved. Moreover, if the senators who 
sponsored the bill were motivated by a 
desire to lift the burden o: harbor and 
river improvements and maintenance 
from the taxpayer and transplant it to 
the shipper, producer and consumer, they 
would not have written an exemption 
clause for these channels in which rail- 
roads operate vessels profitably. 


“If the railroad bankers think they can 
shrink American industry, agriculture 
and commerce down to the size of the 
40-ton freight car and the 1254-ton 
freight train (weight of the revenue load 
of the average freight train) now that 
they have been outmoded by the 3000- 
ton barge and the 20,000-ton river tow, 
they are due for a rude awakening. The 
American people want living room, and 
their individual and group prosperity and 
well-being require an expanding econo- 
my; they know they can have neither 
without more, better, bigger and cheaper 
transportation. If the railroads cannot 
produce transport up to the new stand- 
ards of the New America it is just too 
bad for the railroads. 

“All America is now alerted to the 
danger the radical and revolutionary 
scheme of the railroad lobby holds for all 
now sharing in the nearly universal 
benefits of improved rivers. Sharing in 
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the flood control benefits and water re- 
sources thus created are the railroads 
themselves, every river-side munici- 
pality, power plant and industry, and 
owner of lowlands, as well as the owners 
of pleasure craft. A tax or toll against 
one would lead inevitably to user charges 
for all water drawn from improved 
waterways for city water supplies, for 
industrial productions and for power 
production as well as the assessment of 
a benefits against all who 
enefit.” 


Practitioners Urged to 
Write Congress About 
1.C.C. Appropriation 


Members of the Association of In- 
terstate Commerce Commission 
Practitioners have been asked to 
address messages immediately to 
members of Congress “concerning 
the need of the Commission for ade- 
quate appropriations for 1953.” 


In a letter to the practitioners, Carl 
B. Callaway, chairman, committee on the 
budget of the I.C.C., urged immediate 
action, and said that the following were 
typical of what might be stressed: 


“1. What of your cases have been de- 
layed by the Interstate Commerce Com- 
mission to the hurt of your clients? 


“2. What expense inured to your 
clients that would have been saved by 
prompt decision? 

“3. What was the effect of delay due 
to changing conditions as they affected 
your clients. 

“4. The number of employees of the 
Commission have been reduced annual- 
ly from 2,439 in 1940 to 1,920 in 1950 and 
to 1,682 in 1952. 

“5. How can more prompt decisions be 
expected from so limited personnel as 
the Commission now has available?” 

Mr. Callaway said that because of 
lack of funds, no hearings of motor car- 
rier cases were scheduled in July and 
August, 1951, a few in September and 
October, and none since October except 
those that were partially heard—less 
than 50 “in all,” he added. He said he 


“was told that funds were “now so low 


that practically no new hearings can be 
assigned in.motor carrier cases during 
the rest of the fiscal year.” 

He listed in groups, by dates of filing, 
the 1,370 applications which he said had 
not been heard, showing 51 of them filed 
prior to January 1, 1951. The situation, 
he said, was not quite as bad with re- 
spect to formal cases, finance cases, 
water carrier and freight forwarder 
cases, but he said that “even those hear- 
ings must be substantially curtailed.” 

Mr. Callaway said that the practitioners 
had probably in the past made the mis- 
take of speaking to the members of 
Congress too much concerning the effi- 
ciency of the Commission, and “too little 
of the inevitable effect of strict regu- 
lation by statute where the regulatory 
body is given such inadequate finances 
that it cannot furnish proper adminis- 
tration under that statute.” He con- 
tinued: 

“Insofar as the work of the Commis- 
sion is concerned at the present time, 








| TRANSPORTATION WEEK 


the following should be made clear to 
and should be understood by every mem- 
ber of Congress—either adequate funds 
for the carrying on of the work placed 
upon the Commission by Congress should 
be provided or the statutory require- 
ments concerning the carrying on of 
that work should be amended or re- 
pealed.” 

The budget committee chairman 
quoted an excerpt from a letter received 
by a practitioner to the effect that it 
was a great help to members of Congress 
to know what practitioners before an 
agency of the government thought about 
the agency’s service, and saying that “it 
is possible that a different view as to 
appropriations might be taken, if this 
praise came forth more often from 
people who are in a position to know.” 





T. & T. Society Elects 
Two New Vice-Presidents; 


Plans Fall Conference 


The American Society of Traffic 
and Transportation added two vice- 
presidents to its official family, at a 
special membership meeting at the 
Palmer House, Chicago, March 6, by 
adopting unanimously an amend- 
ment to its constitution providing for 
three vice-presidents instead of one. 
The amendment also makes provision 
for the filling of unexpired portions 
of the terms of officers when such 
action is necessary. 


To fill the two new vice-presidencies, 
the society’s board of directors, which 
met following the membership meeting, 
elected Earl B. Smith, vice-president and 
director of traffic, General Mills, Inc., 
Minneapolis, Minn., and C. J. Goodyear, 
Philadelphia & Reading Coal & Iron Co., 
Philadelphia, Pa. 


Plans for the society’s second annual 
transportation conference and seminar, 
to be held in cooperation with the Uni- 
versity of Pittsburgh on September 11 
and 12, were discussed by the members. 
The board made an appropriation of $8,- 
000 to defray expenses of the conference, 
with the stipulation that over-all regis- 
tration and charges for events should not 
exceed $20 for each person. 


At the membership meeting there was 
also considerable discussion of the so- 
ciety’s examination program, following 
a report by G. Lloyd Wilson, director of 
education. Opinions expressed by mem- 
bers were unanimously in approval of 
the program as set up and carried out 
for nearly five years. 

The board received a report of progress 
from F. A. Doebber, traffic manager, 
Citizens Gas and Coke Utility, In- 
dianapolis, Ind., chairman of a special 
committee to investigate the need for 
and to submit plans covering a per- 
manent office and full-time personnel 
for the society. It also adopted a re- 
port of a committee, headed by Charles 
H. Vayo, chairman of a committee ap- 
pointed to draft resolutions of regret and 
sympathy on the recent death of E, L. 
Hart, Atlanta, Ga., a member of the so- 
ciety’s board of directors. It was an- 


nounced that the board had elected to 
succeed Mr. Hart on the board Marcus 
M. Emmert, traffic consultant, of At- 
lanta. 

E. G. Plowman, vice-president, traffic, 
United States Steel Co., Pittsburgh, Pa., 
president of the society, presided at the 
membership meeting. Mr. Vayo, chair- 
man of board of directors, presided at 
the board meeting. 


Wirebound Box Industry 


Elects Sowell President 


Joseph A. Sowell, of T. R. Miller Mill 
Co., Brewton, Ala., was elected president 
of the Wirebound Box Manufacturers 





Mr. Sowell is shown, right, receiving congratula- 
tions on his election to the presidency of the 
association from Mr. Whiton, his predecessor. 


Association at its recent annual meeting 
in the St. Francis Hotel, San Francisco. 
He succeeded A. L. Whiton of Chicago. 


L. S. Beale, association secretary, Chi- 
cago, reported that the wirebound ship- 
ping container industry was now a $100,- 
000,000-a-year business with an outlook 
for steady expansion. The industry, over 
85 per cent of whose production is rep- 
resented by member companies of the 
W.B.M.A., manufactures engineered 
wirebound crates and boxes for industrial 
products, meat, poultry, fresh fruits and 
vegetables. 

The total number of wirebound boxes 
and crates manufactured in 1951 was 
176,061,929, said Mr. Beale, an increase 
of 11.4 per cent over the number pro- 
duced in 1950. 


Progress of Canada Outlined 
By Canadian National Head 


Canada had entered upon the 
threshold of a new phase of expansion 
that was transforming the nation’s en- 
vironment, Donald Gordon, chairman 
and president, Canadian National Rail- 
ways, declared March 7 in a founder’s 
day address before the convocation at 
the University of Western Ontario, Lon- 
don. The university conferred an hon- 
orary LL.D. degree on Mr. Gordon. 

Canada’s industrial structure had been 
broadened in recent years, and its eco- 
nomic center of gravity had shifted to 
the west and north, Mr. Gordon asserted. 
He called attention to the exploita- 
tion of oil and natural gas in the west- 
ern provinces, the development of hydro- 
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electric power projects in British Colum- 
bia, and the discoveries of extensive tar 
sands in northern Alberta, lead-zinc de- 
posits on Great Slave Lake, and nickel] 
and copper discoveries at Lynn Lake, 
Manitoba. The expansion of secondary 
and manufacturing industries in the past 
decade had been spectacular, said the 
speaker, so that today in Canada manu- 
facturing output accounted for half of 
the net value of industrial production. 


“The railways have done a great deal 
to assist in creating these opportunities,” 
stated the Canadian National executive, 
adding that bush pilots with planes, and 
tractor trains, had also aided in ex- 
ploring the frontier. 


Need for Rail Service 


“Until the scale of development has 
advanced to the point where mass trans- 
portation is required,” he said, “en- 
trepreneurs are really only picking the 
currants out of the bun. While the con- 
struction and use of highways becomes 
economic at an intermediate stage of 
growth, the greatest potential in the scale 
of enterprise can only be achieved 
through provision of railway service, for 
the railroad remains supreme as an in- 
strument of mass production in land 
transportation.” 


Proof of this assertion was to be found 
in three major current projects, he said: 
The 358-mile railway being laid in the 
wilderness of northern Quebec to the 
iron ore deposits near Knob Lake; the 
155-mile rail line being built from Sher- 
ridon, Manitoba, to the nickel and copper 
deposits at Lynn Lake; and the con- 
templated construction by the C.N. of a 
line from Kitimat to Terrace, British 
Columbia, to link up with the trans- 
continental railway network. 

“Transportation is playing a dynamic 
and active role in this process (of 
change),” Mr. Gordon concluded. “The 
railroads made Canadian nationhood 4 
practical objective and they continue 
today to stitch together a ‘domination 
from sea to sea.’” 

Mr. Gordon said he believed the youth 
of Canada should remain in that coun- 
try, even though some might forego a 
higher income by so doing. 





Gordon Denies C.N.R. Plans 
Entry Into Truck Business 


Special Correspondence from Ottawa, Canada 


Published reports that the Canadian 
National Railways was considering going 
into the trucking business on a large 
scale have drawn a denial from Presi- 
dent Donald Gordon. The reports ap- 
parently arose from the fact that the 
railway had been studying all aspects 
of the problem of rail-truck competition 
and recently bought out a_privately- 
owned truck fleet on Prince Edward 
Island. 

“I know of no reason why there should 
be any special announcement at this 
time about Canadian National going into 
the trucking business on a wholesale 
scale,” said Mr. Gordon. “From time te 
time I have stated that trucking may 
provide a natural collateral service oF 
even an alternative to railway service In 
particular districts or areas. 

“In other situations trucking may }¢ 
resorted to in place of railways in <e- 
veloping aréas where bulk traffic is re’4- 
tively light. But anything in the navure 
of the C.N.R. embarking on a wholesale 
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scale against existing trucking organi- 
gations is not part of any plan I have 
in mind. 

“Tt is true that trucking competition 
is one of our major headaches but our 
concern is not going to be answered by 
our going into the business but rather 
by the elimination of unfair and unrea- 
sonable competitive practices.” 


Latin American Trade 
Prospects Good, Chicago 
World Trade Meeting Told 


Assuming a Third World War is 
avoided, one way to avoid an eco- 
nomic depression “can be found in a 
revival of international exchange of 
goods and services on a scale much 
larger than before,” according to 
George A. Sloan, chairman, the 
United States Council of the Interna- 
tional Chamber of Commerce, New 
York City. 


Mr. Sloan addressed the March 6 
dinner session of the two-day Chicago 
World Trade Conference, in the Hotel 
Sherman, Chicago (T.W., Feb. 23, p. 27). 
More than 1,000 world traders from all 
over the United States and - several 
foreign countries participated in the 
meeting. The conference was held under 
the joint auspices of the Chicago As- 
sociation of Commerce and Industry, 
and the Export Managers Club of Chi- 
cago. 

Conference Chairman Arthur W. 
Roberts, vice-president, Continental Illi- 
nois National Bank & Trust Co., Chi- 
cago, in opening the conference, declared 
that there were more than 2,000 com- 
panies in the Chicago area which export 
or import, or both. 

Paul Dietz, export manager, general 
machinery division, Allis-Chalmers Man- 
ufacturing Co., Milwaukee, addressing 
the market analysis session the after- 
noon of March 6, asserted that trade 
with Latin America in processed or 
manufactured goods would continue to 
be more important to us than our trade 
with any other single world area. This 
nation’s purchases of Latin American 
products would reach approximately $2,- 
800,000,000 in 1952, or $200,000,000 to 
$300,000,000 over 1951, he forecast, with 
exports from this country likely to be 
in the neighborhood of $3,000,000,000. 


Latin American Trade 


The trade gap of $200,000,000 to $300,- 
000,000 would be amply covered by tourist 
expenditures, capital investments, and by 
dollar earnings of Latin American in- 
vestments in the U.S., he predicted. 

Another speaker who expressed a view 
of “conservative optimism” on Latin 
American trade was Oliver J. Williford, 
Jr., foreign freight traffic manager, Illi- 
nois Central Railroad, Chicago, one of a 
dozen foreign trade specialists to partici- 
pate in a world trade panel session, the 
morning of March 7. 

“The year 1951 was the largest in the 
history of our railroad in the volume o: 
exports and imports,” said Mr. Williford. 

Our international traffic constituted 12 
per cent of our total freight traffic. Our 
revenue from export and import freight 
amounted to over $30,000,000.” 

Me predicted that 1952 international 


freight traffic and rail revenues there- 
og would be slightly higher than in 
1951. 

“We are particularly optimistic about 
the Latin American picture,” continued 
Mr. Williford. “. .. Our company has, 
for the past six or seven years, been 
devoting much time, money and effort 
to the promotion of mid-west-Latin 
American commerce.” 

Latin America’s population was ex- 
panding, and its development would con- 
tinue to demand the manufactured goods 
of the middle west, and to be an in- 
creasing source of supply of minerals, 
metals, fibres, lumber and other raw ma- 
terials required by midwest industries, 
as well as a principal supplier of sugar, 
coffee, and bananas, said Mr. Williford. 

“If the middle west is to fully utilize 
its plant capacity and maintain employ- 
ment at the present high rate, it will 
have no alternative but to expand its 
overseas activities,” said he. ‘The inter- 
national commerce of the middle west is 
now and must surely become an increas- 
ingly important factor to the economic 
welfare of this entire area.” 


Discusses Role of Africa 

S. O. Fisher, director general, Africa- 
Middle East Area, International Har- 
vester Export Co., Chicago, told the con- 
ference that Africa and the Middle East 
were a vast storehuose of natural re- 
sources, containing 50 per cent of the 
world’s oil, 50 per cent of the earth’s 
known radium, 85 per cent of the cobalt, 
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75 per cent of the sisal, and large por- 
tions of other resources important “to 
the security, economy, and well being 
of the western world.” 


“Since its geographical location is such 
that it can in all probability be de- 
fended indefinitely in a hot or cold war, 
it may well be the last great bulwark of 
protection and security for the entire 
western civilization,” he asserted. 

Transportation had not kept pace with 
industrial development in Africa, said 
Mr. Fisher. Harbors were crowded with 
ships waiting to load and unload, and 
there were only 63,000 kilometers of 
railroads serving the continent. All- 
weather highways hardly existed except 
in north Africa; airways had opened up 
many isolated areas, but the system 
needed expansion, he concluded. 

The speaker at the closing luncheon 
session was Carlos P. Romulo, ambas- 
sador of the Philippine Republic to the 
United States, who said that if the 
United States had not intervened in 
Korea, “all of southeast Asia would 
have fallen to Communist aggression.” 

“The American assembly line is the 
one weapon that can destroy the Com- 
munist Party line,” said Ambassador 
Romulo, asserting that southeast Asia 
was vitally important to the United 
States and to the rest of the free world. 





Colquitt Reviews Classification History 
And Procedure in Motor Carrier Industry 


Handling of Classification Matters, Including Steps Taken in 
Formulating Ratings and Rules and Methdéds of Appeal, Explained 
By Board’s Chairman in Talk Before Rochester Transportation Club. 


In an address before the Transpor- 
tation Club of Rochester, N.Y., March 
3, Joseph C. Colquitt, chairman of the 
National Classification Board of the 
trucking industry, said that sometime 
ago “we ceased meeting rail competi- 
tion ‘automatically,’ to use that term, 
and adopted a course of making no 
changes in our classification without 
subjecting them to docket treat- 
ment.” ; 


“That is something I would like to 
impress upon you,” said Mr. Colquitt. 
“The day is gone when a shipper can 
say to himself ‘I will get this adjustment 
made in the rail classification and then 
the motor freight people will follow 
along’. If you desire a change made in 
our classification you should communi- 
cate with us. It often happens that the 
rails now follow us.” 

In the course of his remarks, Mr. Col- 
quitt said: 

“There is nothing new or novel about 
the classification of freight, or for that 
matter the classification of anything. It 
is a very practical and necessary thing. 
I have traced the history of freight clas- 
sification back to the English canals 
used prior to the discovery of the power 
of steam, and following that of the steam 





engine. The tariffs for the transportation 
of freight via English canals differen- 
tiated between freight of certain types, 
limited, however, to two or three classes. 
We had the same thing in this country 
even when freight was transported over 
our highways by horse and wagon. 

“It was only natural, therefore, that 


- when railroads began to operate in this 


country they classified freight, putting 
different types of commodities in differ- 
ent classes. At that time, the matter was 
so simple that the classifications in some 
cases were printed on the backs of the 
bills of lading of the individual carriers. 
Prior to the passage of the act to reg- 
ulate commerce in 1887, which statute is 
now a part of the interstate commerce 
act, each railroad had its own classifica- 
tion. With the passage of the act to 
regulate commerce, which was the first 
law subjecting rail carriers to regulation, 
it behooved the rail carriers to simplify 
matters. Out of this development grew 
the so-called ‘Official’ rail classification 
applicable in the territory east of the 
Mississippi River and north of the Ohio 
and Potomac Rivers. There is nothing 
really ‘official’ about the use of that par- 
ticular word except that that term was 
adopted by the rail lines in the north- 
eastern part of the country to distinguish 
the new classification from all of the in- 
dividual classifications. Likewise carriers 
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south of the Ohio and Potomac Rivers 
and east of the Mississippi River moved 
to adopt a classification known as the 
Southern Railway and Steam-Ship Asso- 
ciation classification, which later became 
known as the Southern Classification; 
and the lines west of the Mississippi 
River consolidated their classifications 
and called them the Western Classifi- 
cation. 


Consolidated Freight Classification 


“While I was connected with the In- 
terstate Commerce Commission as its 
classification agent I recommended that 
the three rail classifications be consoli- 
dated. My recommendation was ap- 
proved by the Commission. There is no 
great achievement without the drudgery 
of detail, long delay and many tiresome 
comparisons, tests and analyses. It took 
the committee six months to come for- 
ward with Consolidated Freight Clas- 
sification No. 1. I served on that com- 
mittee, appointed by Director General 
McAdoo of the United States Railroad 
Administration. Consolidated Freight 
Classification No. 1 became: effective De- 
cember 30, 1919. The current issue of 
the Rail Consolidated Classification is 
No. 20. 

“Now the question may well be asked 
whence came the National Motor Freight 
Classification. It was not until 1935 
that the Motor Carrier Act was passed 
by the Congress. Up to that time motor 
carriers were allowed to operate without 
federal control, just as had the rails 
prior to 1887. 

“With the passage of the motor carrier 
act, motor carriers were subjected to 
regulation. It was, therefore, necessary 
for them to formulate a classification to 
meet the statute and to file it with the 
Interstate Commerce Commission, and, 
thereafter, to observe it. The motor car- 
riers, comparatively new in the *trans- 
portation field, were thus faced with a 
bewildering situation which had to be 
met by a certain date. The rail classifi- 
cation was copyrighted. However, upon 
examining the law relating to such mat- 
ters it was found that the publishing 
agent for the rail classification was not 
an author but a mere compiler. It was, 
therefore, decided by the motor carriers 
that the most expeditious thing to do 
would be to adopt the format of the rail 
classification changing it wherever 
necessary to fit the motor carrier indus- 
try. Out of this consideration National 
Motor Freight Classification No. 1 was 
born and became effective in April, 1936. 


Motor Freight Classification 
“How have we dealt with the National 


Motor Freight Classification since that. 


time and how do we deal with it today? 
That is as to what I understand you wish 
some information. For a long time mo- 
tor carriers met changes in the rail 
classification simultaneously. All pro- 
posed changes were, however, published 
in Transport Topics, a weekly newspaver 
issued by the American Trucking Asro- 
ciation. That period covered our dockets 
from No. 1 to 32. Since that time, in 
addition to publication in Transport 
Topics we have issued a separate docket, 
subject to subscriptions, showing all pro- 
posed changes in our classification. Our 
current docket is No. 53. Docket No. 54 
will be issued within the next week or 
so. As of today we not only show pro- 
posed changes in the classification in 


Transport Topics and our public docket 
but all such proposed changes are pub- 
lished in the Traffic Bulletin. 


“Now as to the National Classifica- 
tion Board and its rules of procedure. 
The board is an autonomous one, 
presently consisting of four members. 
Its duties are to consider proposals for 
changes in or additions to our classifica- 
tion with respect to commodity descrip- 
tions, packing requirements, minimum 
weights and general rules and regula- 
tions. It must hold public hearings re- 
garding all such changes and there- 
after instruct the publishing agent as 
to resultant changes. All proposals must 
be submitted in writing to the board and 
any such proposals may be filed by any 
person, firm or corporation. Forms for 
that purpose are provided by the ‘board. 
All proposals are subject to examinations 
before being docketed. Simple matters 
of clarification to correct an obvious er- 
ror are permitted to be made without 
docketing. However that prerogative is 
exercised very carefully. The board 
usually holds five public hearings each 
year, never less than three, at convenient 
places, usually, Washington, New York, 
Chicago and Atlanta and occasionally 
some western point. 


“Following our public hearings the 
board votes on each proposal and then 
issues a disposition notice, within a rea- 
sonable time, copies of which are sent 
to all parties of record. If no appeals 
are received the publishing agent pro- 
ceeds with the necessary publication. It 
should be pointed out that the board may 
in its discretion deviate from the terms 
of any published proposal but may not 
unduly broaden the issues. That is the 
same principle the Interstate Commerce 
Commission follows in permitting a party 
to intervene in a formal proceeding be- 
fore the Commission. 

“Our rules also provide that the board 
may in its discretion and for good cause 
shown reopen or reconsider any docket 
subject upon which a disposition notice 
has been issued, providing that it is 
done within six months following the 
date of the initial notice and, further, 
that reconsideration can not be given 
if publication has been made in the 
classification. After reconsideration a 
revised disposition notice is issued sub- 
ject, of course, to all of the rules appli- 
cable to initial disposition notice. The 
Board is not authorized to reopen any 
docket subject previously appealed and 
acted upon by the National Traffic Com- 
mittee. 


Methods ‘of Appeal 


“Two ‘methods of appeal are provided 
for. Any 15 carriers may appeal from 
the decision of the board provided they 
submit their reasons in writing for the 
appeal and any 8 members of the Na- 
tional Traffic Committee may appeal a 
subject. On the other hand if the pro- 
ponent is dissatisfied he may appeal to 
the committee, basing his appeal upon 
pertinent grounds. The board may, 
under certain conditions, extend the 
time for filing an appeal. 

“In the case of an appeal, the appel- 
lant will be given an opportunity to 
appear before the National Traffic Com- 
mittee and present his case submitting 
a written statement in support of his 
position, if he so desires. 

“Aside from our formal rules of pro- 
cedure the Board is at all times open 
for informal conferences looking to de- 
velopment of all pertinent facts relating 
to any particular proposal. It is better 
to hear everything rather than every- 
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body.’ In other words, we want all t: 
facts but not repetition of such facts 


“Our rules of procedure are libera.— 
they are no secret—they make for every 
opportunity for the public to tell their 
story and for the members of the board 
to give intelligent consideration to the 
facts surrounding each subject. The 
docketing of any subject does not mean 
that we have drawn our conclusion in 
advance. The result of any proceeding 
before our board is not final. We have 


to justify what we do, first and last. 
Carriers and shippers alike have their 
legal remedies under the motor carrier 
act. Nevertheless, we like to reach fair 
and reasonable adjustments without the 
necessity of resorting to litigation.” 


Tulane Announces Institute 
On Foreign Trade, Ports 


Discussions of 12 transportation aspects 
of foreign commerce will highlight the 
third annual institute on foreign trans- 
portation and port operations to be held 
at Tulane University, March 24-28, Dr. 
Marvin L. Fair, professor of economics 
and transportation at Tulane and direc- 
tor of the institute, announces. 


A group of 45 leaders in the import 
and export field throughout the United 
States will speak at the institute, which 
is held annually by the college to improve 
the competence of present and prospec- 
tive junior executives in the _ trans- 
portation aspects of foreign commerce. 
Registrants will be taken on _ several 
field trips. 


Delta Nu Alpha to Hold 
Spring Meeting in Akron 


The Buckeye Chapter, Delta Nu Alpha 
Transportation Fraternity, Akron, O., will 
be host chapter to the annual sprinz 
meeting of the national organization, at 
the Mayflower Hotel, May 3 and 4. Dele- 
gates from a majority of the fraternity’s 
chapters, now numbering over sixty, are 
expected to attend. Announcements as 
to the program for the two-day meeting 
will be made later, according to officers 
of the Buckeye Chapter. 


Huggins Named A.C.C. Member 


The Air Coordinating Committee has 
announced the appointment of Edwin V. 
Huggins, Assistant Secretary of the Air 
Force, as the Air Force member of the 
A.C.C., an inter-departmental agency of 
the government. Mr. Huggins replaces 
Under Secretary of the Air Force Thomas 
L. Gilpatric on the A.C.C. 


Per Diem Change Proposal 


A proposal to increase the per diem 
rate for rental of freight cars from $1.75 
to $2 is being voted on by mail by the 
railroad subscribers to the car service 
rules which are administered by the car 
service division of the Association of 
American Railroads. The general com- 
mittee of the operating-transportation 
division of the A.A.R. made- the pro- 
posal which the board of directors of the 
A.A.R. voted to submit to the railroacs. 
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SELLING FREIGHT SERVICES 


Here's what 
a carrier representative 
can do for a shipper 


Industrial Traffic Manager and Assistant 


Tell How Some Solicitors Help Them 


SHORT TIME AGO we spent a 

highly stimulating morning with 
a top traffic officer of a Class I railroad. 
He had read this series of articles care- 
fully and talked from a long list of notes 
which he had accumulated in the course 
of his reading. 

Said he: “I have read what these ship- 
pers say about things we might do to 
make our men more useful to them. I 
think that our own men do most of these 
things. What I want to know is, when 
are you, Mr. Hopper, going to tell us in 
exactly what ways they can be more 
helpful? When are you going to tell us 
what our men should do and say?” 

We said: “Mr. Carrier—we ain’t gonna! 
Not ever! 

“We do not know enough about your 
business to tell you what to do. You’ve 
been in the transportation business for 
over 30 years. We've spent a little over 
a year in it—part time. Even if we spent 
the rest of our lives at it, we’d never 
catch up. 

“All we’re doing is reporting what your 
customers say about the services or lack 
of services rendered by the carrier rep- 
resentatives who contact them. We filter 
out many of the sarcasms, though we 
cannot censor ali of the nasty cracks and 
still do an honest reporting job. When- 
ever we encounter repeated criticism on 
any fundamental point—hear it often 
enough to suspect that it represents an 
outward manifestation of a fundamental 
ili—then you hear about it in our articles. 

“We report what your customers say 
about these things and what they think 
could be done to improve this situation. 


By W. SCHUYLER HOPPER 
President, The Schuyler Hopper Company 


This is the twentieth of a series 
of articles on the problems of sell- 
ing transportation today. Their 
objective is to explore the possi- 
bility that the efficient methods of 
American industry could be ap- 
plied by the carriers to help them 
increase tonnage at lower unit 
sales cost. They have been pre- 
pared by Mr. Hopper, president 
of The Schuyler Hopper Company, 
advertising and marketing firm, 
after field research by members of 
the company’s staff. 


—THE PUBLISHER 


And keep in mind that most of these 
industrial traffic managers upon whom 
we call have, at some time, been on your 
side of the fence—either as carrier 
representatives or traffic officers. 

“Then, as step two, we call on men like 
yourself to find out what carriers are 
doing to improve the situation. We re- 
port what they do to help remove some 
of the causes of the shippers’ criticism— 
how they are training their people to be 
better service salesmen—how they are 
working toward improved marketing effi- 
ciency. 7 

“And then, third, we cite, wherever we 
can, examples from other industries that 


NUMBER 20 OF A SERIES 


describe how industrial sales executives 
cope with similar problems—how other 
service businesses find ways to use in- 
centive systems—how others convert 
salesmen into sales engineers. 


“In short, we report your customers’ 
viewpoints, criticisms and the reasons 
why they say they are being critical— 
and what they think they would do about 
it, if they were in your shoes. And then 
we report what some people like yourself 
are trying to do about it. Then we draw 
from our own experience with a wide 
variety of industries and report parallel 
experiences that might give you some 
clues to a possible solution of those sit- 
uations which you think might conceiv- 
ably be improved. 

“Now, if out of those three things you 
can’t figure out how to apply some of 
these principles and procedures to the 
improvement of your own operation, how 
in the dickens do you expect us to? The 
answer is we can’t and we ain’t gonna 
try!” 


But Here’s A Shipper Who Doesn’t Mind 
Saying What He Thinks Solicitors Should 
Do! The episode reported above is re- 
corded here, partly to remind all con- 
cerned of the purpose of this series of 
articles and the procedures involved, and 
partly as a preamble to the following 
report based on an interview with the 
general traffic manager and the assistant . 
general traffic manager of one of the 
biggest shippers we’ve talked to yet (to 
cite his exact freight bill for 1951 would 
reveal’ his identity, but you can put it 
down that he paid out more than 15 mile 
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lion dollars to carriers for their services 
last year). 

We called on this industrial traffic 
manager shortly after the discussion re- 
ported above. Without mentioning names 
we told how that carrier and others 
we’ve talked to recently, are increasingly 
inclined to demand that we pin this down 
to more specific descriptions of exactly 
what a solicitor is supposed to do. 

Our industrial traffic manager sat back 
and looked thoughtfully out of the win- 
dow for a while. Then he said: 

“There is no pat answer to that. There 
is no way to tell all carriers how to work 
this out in detail. But just let me ramble 
for a bit and see if I can get across what 
is in back of my mind. 

“A little later I want to call in our 
Mr. Blank, who will probably have more 
decided views on the subject than I. 
But just to review this subject concern- 
ing the caliber and helpfulness or lack 
of helpfulness of the solicitors, let me 
give you some impressions I’ve gotten 
over the years. 

“I’m not doing much of the interview- 
ing these days, though I never refuse to 
see any carrier representative who in- 
sists upon seeing me. Sometimes, of 
course, I’m sure they want to see me 
just so they can put it in their call re- 
ports that they saw the top man. I say 
that because even the most casual in- 
quiry would reveal that I’m not the one 
to see unless they have something of 
particular significance to talk about— 
some policy matter—or something of an 
over-all nature that they would rather 
discuss with me than with some man 
in charge of a particular section of our 
department. 

“But that is seldom the case. They 
just come in to say hello, and when I 
try to pin them down to try to find out 
if there’s anything of interest to me they 
want to get across, I generally find that 
they haven’t an idea in their heads. 
Even when I make it clear that they 
would have a better chance of getting 
something out of their calls if they would 
see one of my department managers they 
still linger on and waste my time with 
chitchat and it’s pretty hard to get rid 
of them without being rude. 

“A lot of them are what I call the 
‘curly hair’ boys. They are from the 
charm school. Of course, it’s not fair to 
assume that a handsome lad can’t also 
be intelligent and helpful, but it hasn’t 
seemed to work out that way in my ex- 
perience.” 

{[Note: Some readers quite understand- 
standably get sore when we report 
shippers’ remarks like that ‘charm 
school’ crack. Some get so blind-mad 
that they can’t see any of the other 
things the shipper says, no matter how 
constructive. So why do we persist in 
recording them? Because we still en- 
counter carrier executives who are as- 
signing men to sales work more for 
their appearance and personality than 
for their knowledge of the _ business. 
Shouldn’t they be permitted to read 
what shippers have to say, repeatedly, 
about how this works out in their experi- 
ence?] 

“I wonder why the carriers don’t have 
some of their rate men make more Calls. 
In fact, I believe that if more of the 
carriers had more rate men out cir- 
culating among the medium to big 
shippers, they’d do a lot better than 
having a whole flock of solicitors just 
out making routine calls.” 


Doesn’t Expect Solicitors to Be ‘Walk- 
ing Rate Clerks’. “I don’t think a carrier 














representative should walk in here and 
figure out rates for us. We know how 
to do that. But it seems that when a 
man really knows rates, he knows freight 
transportation. He knows what we’re 
trying to do. He knows how to go back 
to his line and get answers to the ques- 
tions that have to be resolved on évery 
freight movement. 

“Of course, we generally find that the 
headquarters men can help us.. Some 
of the on-line men are pretty good and 
make considerable use of their head- 
quarters staffs. But the off-line men 
are too often just solicitors who call to 
say hello. 

“One outstanding man who calls here 
is Norman Nameless of the ‘ 

Railroad’. 

“He’s an ex-rate clerk. Now, after 
being out as a salesman for many years 
he is no longer a rate clerk. Nor should 
he be. But his background in rates has 
taught him what he needs to know in 
order to go and demand the right kind 
of help at the home office.” 

[At this juncture, the general traffic 
manager called in Mr. Blank, his assist- 
ant. This gentleman, like the top man, 
appeared to be an exceedingly high grade 
traffic executive—he was very serious 
about this whole thing and his observa- 
tions were well considered; his answers 
made thoughtfully.) 

Said Mr. Blank: “There is one out- 
standing man who calls here. Now this 
man is not a rate clerk. He learned rate 
structure by study. He made lots of 
trips back into his headquarters office 
and studied their facilities. He did what 
every solicitor should do if he really 
wants to be helpful wherever he goes; 
and that is to study separately the par- 
ticular and peculiar facilities and op- 
erating methods of each separate ter- 
minal. 

“There was one case where he set out 
through personal research and dug out 
some rare tariffs which applied to a 
certain problem we had which was rather 
different in nature from the ordinary 
run of shipments. 

“That may sound like a little thing, 
but it’s characteristic of the man. I’ve 
heard carrier sales executives say that 
the salesmen have to sell themselves. 
Well, that’s right, but the way to sell 
themselves is to convince us that they’re 
interested in our shipments.” 

[At this point, the traffic manager and 
his assistant compared notes on what 
percentage of the solicitors who call even 
ask about impending movements, or cur- 
rent problems. Mr. Blank guessed 5 per 
cent; his boss thought Mr. Blank was 
being very generous. This led to our 
very pointed question as to exactly how 
a man could be helpful and what he 
should ask.] 

Said Mr. Blank: “Well to begin with, 
before he can possibly be of much help 
he must have some background in rates 
and an understanding of the operational 
side of his line. He must understand the 
realistic facts of life when it comes to 
performance. 

“It doesn’t do him much good to talk 
to us about published schedules. He 
must actually know what the perform- 
ance record is. Otherwise, how could 
he help but make promises that often 
can’t be fulfilled. 

“When I say an understanding of the 
operating side of his line, I don’t mean 
just a broad over-all picture. He must 
know in detail the specific operating pic- 
ture as it applies to each terminal. He 
must know what we should expect by 
way of handling of our different types 








of products over various routes to and 
through various terminals. 

“And unless he has that background 
in rates and on the operating side, how 
can he know enough to go back to head- 
quarters and get the help he needs, 
either to give us answers to our questions 
or to help us get our shipments handled 
the way they should be handled? 

“In this sense, a good carrier repre- 
sentative is as much our representative 
as he is a representative of his employer. 
But how can he translate our wants and 
needs to his own people unless he really 
understands rates and the operating 
side of his service?” 


Needs Help On The Handling Side. 
“Maybe some carrier executives miscon- 
strue the comments of some of the 
industrial traffic managers whose com- 
plaints about lack of ‘service’ have ap- 
peared in your reports. I don’t think 
you'll find many industrial traffic man- 
agers who want the carrier representa- 
tives to do their job for them. It’s up 
to us to solve our own problems. But 
we need help on the performance side, 
the handling. 

“The solicitor who rates high around 
here is the one who has plenty of te- 
nacity in fighting our cause through with 
his own company. 


“But I repeat, he hasn’t a ghost of 
a chance in getting the kind of coopera- 
tion from his own people that he needs in 
order to be of help to us unless he’s been 
through the ropes and can talk on even 
terms with his rate people and his op- 
erating people. 


“This, of course, calls for giving men 
plenty of training on the inside before 
they are put out on the street, but I 
think most of us industrial traffic man- 
agers would rather have fewer calls from 
better men. I mean better trained men 
with better background in rates and op- 
erations. 

“Getting back to these 95 per cent of 
the solicitors who don’t even try to get 
us talking about our movements—when- 
ever they do, we’ll give them plenty of 
time—we’ll give them all the dope we can. 

“Frankly, it’s hard for me to under- 
stand why more of them don’t ask be- 
cause most of the time they are calling 
to follow up a tip. It may be hard for 
you to believe, but the way most of them 
follow up tips is somewhat as follows— 
the solicitor calls and opens up with, ‘I 
was told to stop in and ask about that 
bulk shipment of such-and-such. Do we 
get a few cars of that?’ And if I say 
no, that I have it routed some other way, 
he doesn’t ask why or in what way his 
line might change something in order 
to be in a better position to handle busi- 
ness like that. He just says, ‘Well, I was 
told to ask,’ and goes home. 

“Maybe he is rebuffed by some indus- 
trial traffic managers when he tries to 
dig into the reasons. Maybe I couldn’t 
always tell him all the reasons. But I 
would certainly rate him high for want- 
ing to find out where the short-comings 
were. He can do it, you know, without 
making it sound as though he thought 
I was stupid for having routed the ship- 
ment the way I did. And I am positive 
that for every sourpuss of an industrial 
traffic manager who would shut him up, 
there would be a dozen who would tell 
him exactly what they did and why, 
and maybe even change their routing 
schedule if he came up with some good 
information, or if he could go back to 
headquarters and get something changed 
so as to have it make sense for me ‘ 
change my original plan, or at least 
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have good cause to consider his line 
next time. 

“Now, I say that such a shortcoming 
is the solicitor’s boss’ fault, rather than 
the solicitor’s. The boss just told him 
to go and find out one thing ‘do we get 
it or do we not?’ 

“Wouldn’t you think the boss would 
give the fellow some ideas as to why they 
should get all of it, or some of it—maybe 
have some rates and routes figured out— 
maybe have some information on avail- 
ability of cars—or some darn thing? 

“Then the solicitor could start by 
getting me to tell the whole story and 
report back so that headquarters could 
help figure out to what extent they might 
help us do it better at low cost, maybe 
next time if we’re too far committed on 
this shipment. 

“The solicitors have a tough time. They 
are selling an intangible. All they can 
sell is service. So they should get all 
the help possible by way of training and 
by way of service ideas from head- 
quarters. 

“Undoubtedly there are still too many 
industrial traffic managers who don’t 
belong in their jobs. But there certainly 
has been a marked upgrade of the whole 
science of freight transportation in the 
past decade. I think it’s silly for any 
carrier executive to blame the short- 
comings of his solicitors on inferior buy- 
ing practices on the part of some of the 
small shippers. It’s equally foolish for 
him to expect us industrial traffic man- 
agers to quit griping about the waste- 
fulness of most solicitors’ calls just be- 
cause a small handful of solicitors are 
top grade men. 

“Of course, the carriers have another 
problem, which is that the solicitor who 
is a real representative—our representa- 
tive as well as his employer’s—grows to 
be a pretty big man pretty fast, and then 
it seems they have to take him out of 
selling and put him into some kind of 
supervisory job with a bigger title and 
more money. 

“T should think they could leave him 











in a customer contact job and still give 
him a big title and pay him more money. 

“I don’t know what kind of support 
some of these solicitors get from their 
home office. A few who call can be 
counted on to follow up our shipments 
but most of them just seem to lose in- 
terest from the day the movement starts 
out of one of our plants. 

“Some of them just seem to silently 
fade away any time something goes 
wrong. We had one recently where we 
told the man that his line was not get- 
ting the business because his service had 
been poor. So, we haven’t heard from 
him since. 

“What kind of a salesman is that? If 
he knew what his business is about, he’d 
have looked into it and then come back 
to see us. If he’d been able to show 
that we were wrong, he’d have done us 
a service and certainly have gotten some 
business back for his line. If he had 
found that his line was wrong, he should 
have raised hell about it and then come 
back and told us what Operations was 
going to do about it. If he could con- 
vince us that his line would accord us 
better handling in the future, we’d prob- 
ably give him another try. 

“But no, this man, like so many of the 
others, just went out with his tail be- 
tween his legs, and hasn’t been back 
since. . 

“Here’s another case—one of our big 
customers especially favored a certain 
carrier and requested that we ship our 
products to him via this one line. We 
did for a while, and then there was a 
slip-up in this department and we 
shipped for quite a while via another 
route, over which we ship similar stuff 
into that territory. 

“Ultimately, the customer found out 
about it and asked us to switch back to 
the line which had done a great favor 
for him at one time. This we did—but 
again, after a while there was another 
slip-up and we started shipping over an- 
other line. 

“Again after a protracted period, the 





Sixty-six “Old Timers,’ average age 
73, members of the “No Work, No Worry 
Club,” attended the eighth annual re- 
union of their club at the Grey Gull Inn, 
Clearwater, Fla., March 6. They are re- 
tired railroad and industrial traffic of- 
ficials. Eight guests, still in active service, 
also attended the reunion. Many of the 
members are residents in the Clearwater 





‘No Work, No Worry Club’ Holds Eighth Reunion 


and other areas or winter visitors to 
Florida. 

George F. Hichborn, retired director of 
traffic of the United States Rubber Co., 
originator and “president” of the club, 
acted as “Master of Ceremonies.” Before 
the luncheon at noon 95 congratulatory 
telegrams and 60 letters were received. 
After reading a few of them to the group 





37 






customer found out about it, and again 
asked to restore these movements to 
his favored line. 

“Now, my point is that at no time in 
this whole parade did the solicitor rep- 
resenting this line know what was going 
on. No one from the railroad ever got 
in touch with us. So it would certainly 
seem that some railroads need a better 
system for keeping their representatives 
advised. 

“On this matter of entertainment—we 
just aren’t interested. We are busy men, 
and we have our home lives and outside 
interests. I wish more solicitors would 
understand that we just aren’t interested 
in entertainment—we’re interested only 
in rates and better services. 


“It’s the men who have been through 
their own rate departments and operat- 
ing departments who can get better help 
from their traffic departments when 
they’re out on the road. 

“Too often the carrier picks the man 
who makes a good first impression. But 
will he wear well? Will he be the man 
we want to see coming in as often as 
he can get here because we can use his 
help getting our stuff followed through?” 


* * * 


AUTHOR’s NOTE: Now, if you'll hark 
back for a moment to the opening para- 
graphs of this article, where our carrier 
acquaintance asked, “When are you going 
to tell us exactly what our men should 
do?,” let us suggest this: 

The interview we’ve just reported, re- 
cords accurately the viewpoint and state- 
ments of two transportation engineers 
who appear to be as able as any we've 
met in the course of contacting more 
than a hundred industrial traffic men. If, 
in reading what they say and what they 
suggest, a carrier can get even the seed 
of one constructive idea that might help 
him improve his own sales management 
methods, they, we and the publishers of 
TRAFFIC WORLD will be happy. 

If not; weil, maybe next time. 





. 


Mr. Hichborn decided it would be impos- 
sible to read all the telegrams and letters 
and therefore he passed them around 
among the members and guests. Roast 
turkey and “fixings” were served at the 
luncheon. 

At noon, Al Hackett, reporter for the 
St. Petersburg Times, took the group 
photograph of the members and guests. 































































INTERSTATE 


1.C.C. Defers Approval 
Of Rail Stock Purchase 


The Commission, division 4, by a re- 
port and order in Finance No. 17217, 
South Western Railroad Co. Control, has 
deferred action on an application for 
approval of acquisition of control of 
South Western by Central of Georgia 
Railway Co., through an offer to pur- 
chase South Western stock at $75 a 
share. 

The parties were told to supplement 
the record with at least a calendar year’s 
earnings statement, as the Commission 
said it could not find that the price— 
said to be 15 points above the highest 
price paid for the stock since March, 
1947—offered for the South Western stock 
was just and reasonable solely from the 
earnings statements of record. The Com- 
mission said other information, such 
as the amount of traffic interchanged 
should be given to supplement the record. 


The offer to purchase the stock was 
made after minority stockholders ob- 
tained an injunction preventing the sale 
of the South Western properties to the 
Central of Georgia under its reorgan- 
ization plan. However, minority stock- 
holders asserted that the $75 price offered 
was not fair and that the stock of South 
Western was worth more than $150 a 
share because of the value of its property, 
the strategic location of the mileage in- 
volved, and the necessity of these lines 
for successful operation of the Central’s 
system. . 

In its order, the Commission said the 
proceeding would be assigned for further 
hearing at a time and place to be fixed 
on appropriate application of any party 
to the proceeding, and it overruled a 
motion for determination by the Com- 
mission’s Bureau of Valuation of ele- 
ments of value, as of the most recent 
practical date, of South Western’s prop- 
erties. 


Motor Finance Action 


Under its modified procedure in motor 
finance cases, the Commission, division 
4, has issued reports and orders in the 
following proceedings: 

MC-F-5079, J. Nelson Kagarise—Con- 
trol; Public Service Freight System— 
Purchase—Southland Transportation Co. 
Purchase by Public Freight System, Los 
Angeles, Calif., of the operating rights 
and property of Southland Transporta- 
tion Co., Los Angeles, and acquisition 
by J. Nelson Kagarise, Los Angeles, of 
control of the rights and _ property 
through the purchase, were authorized, 
with conditions, effective April 16. The 
report said any objections were to be 
filed with the Commission on or before 
April 1. 

MC-F-5127, H. E. Le Fevre, et al.— 
Control; Atlas Freight Lines, Inc.—Pur- 


chase (Portion)— B & L Motor Freight, 
Inc. Purchase by Atlas Freight Lines, 
Inc., Newark, O., of certain operating 
rights of B & L Motor Freight, Inc., 
Newark and acquisition by H. E. Le Fevre 
and Harold L. Cromer, also of Newark, 
and John G. Reese, of Columbus, O., of 
control of the rights through the pur- 
chase, were authorized, with conditions, 
effective April 10. Any cbjections to the 
report were to be filed by March 26, 
said the report. 


Lump Sum Towage Charge 
Approved Except on Logs, 


Piling, Vessel Towing 


The Commission, division 3, has 
found a tariff provision for lump-sum 
quotation of towage charges lawful 
as consistent with enabling shippers 
to have a foreknowledge of the trans- 
portation charges. However, the Com- 
mission excepted from its ruling the 
towage of logs and piling in rafts, or 
of vessels (loaded or light) used in 
the transportation of articles of 
trade. It required modification of the 
provision in conformity with its de- 
cision. 

By a report and order in No. 30108, 
Towing Charges—Moran Towing & 
Transportation Co., Inc., the Commission 
ordered the respondent to modify the 
lump-sum provision in its tariff I.C.C. 
No. 4 on or before April 4, on not less 
than one day’s notice, and discontinued 
the proceeding. 

The proceeding was an investigation 
instituted by division 2 of the Commis- 
sion, on its own motion, to determine 
the lawfulness of the provision for quota- 
tion and assessment of rates on a lump- 
sum basis as an alternative to charges 
covering the services of seagoing, inland 
waterways, and harbor tugs, ranging 
from $550 to $1,000 a day of 24 hours 
depending on the tug described, and 
with provision covering light running 
time and waiting time, anl for the assess- 
ment of charges for fractions of a day. 

The Commission said that section 306 


-of the interstate commerce act required 


that common carriers by’ water plainly 
state their charges in lawful money of 
the United States, and that the Commis- 
sion regulate the publications of tariffs. 
It quoted its tariff regulations applying 
to towage requiring “a clear statement 
of the rates and charges stated in cents, 
or in dollars and cents.” ‘The. question 
presented, said the Commission, was 
whether the lump-sum provision con- 
formed with the requirements of the act 
and the cited tariff rule. 

Observing that it had been the prac- 
tice for many years to quote towage 
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charges on either a daily basis or a 
lump-sum basis, according to the prefer- 
ence of patrons, the Commission said 
that, while respondent preferred to do 
business on the basis of a daily rate a 
tug, its patrons usually preferred and 
frequently insisted on the lump-sum 
basis. The reasons given were that it 
was necessary to know the towage 
charges where a purchased vessel was to 
be towed to a point of delivery, that it 
was necessary for a marine contracting 
firm to know the cost of towing its 
barges and equipment to job site and re- 
turn in order to formulate its bid for 
the job, and that it was important to a 
bidder to know the cost of towing a ves- 
sel to be scrapped from the point of 
purchase to the place where it was to 
be broken up. 


The Commission reviewed the difficul- 
ties under which shippers labored in en- 
deavoring to determine the cost of tow- 
age, as compared with the expert ability 
of Moran’s personnel, which it said could 
“probably some 95 per cent of the time,” 
estimate with a negligible margin of error 
the period required to perform a given 
operation. 


Established Practices Observed 


Observing that part III had been added 
to the act in 1940 and that, for many 
years prior to regulation, various customs 
and practices had become a part of the 
industry, reflecting its peculiar charac- 
teristics and the needs of its users, the 
Commission said: 


“In administering the relatively new 
authority thus conferred on us, we should 
not so interpret and apply that jurisdic- 
tion as to force the discontinuance of 
practices long prevailing in the industry 
unless clearly contrary to the provisions 
of the act. As stated by the Supreme 
Court in United States v. Maher, 307 U.S. 
148, 155, wherein it was construing the 
then recently enacted motor carrier act, 
1935. ‘The recognized practices of an 
industry give life to the dead words of 
a statute dealing with it.’” 


While it said the shipper could not 
ascertain from the tariff alone the total 
charge under the lump-sum provision, 
neither could he do so under the provi- 
sion specifying a daily rate “per tug,” 
the Commission said, and continued: 

“A primary consideration underlying 
the view that tariffs should be published 
that the applicable charges may be read- 
ily ascertained therefrom is the thought 
that shippers are entitled to know in ad- 
vance what charges they must pay. How- 
ever, it is this very desire of respondent's 
patrons for advance knowledge of the 
charges to be paid which prompts the 
lump-sum provision. When the lump- 
sum arrangement is followed, the 
charges are computed by respondent and 
reduced to a written contract, the form 
and terms of which are set forth in the 
tariff. Thus it is clear that the provision 
is consistent with the tariff purpose ©! 
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enabling shippers to have foreknowledge 
of transportation charges.” 


As to the towage of rafts or vessels, 
the Commission said the lump-sum pro- 
vision was unrestricted and could be 
applied to all towage jobs, so it appeared 
proper to consider whether any classes 
of towing services should be excluded. To 
a large extent, said the Commission, the 
towage of logs and piling in rafts, and 
of shippers’ barges used to transport 
materials and articles of trade, including 
empty vessels incidental to loaded move- 
ments, involved the regular movement 
of rafts or vessels over the same routes 
or between ports in the same general 
area. Logically, it said, the experience 
of both shipper and tower should be such 
that the element of uncertainty as to the 
time required could not be great. 


In addition, said the Commission, 
those services did not differ substantially 
from that provided by tug-and-barge 
carriers engaged in freighting operations. 
These latter, it said, published point-to- 
point rates. In the circumstances, said 
the Commission, it could not be said that 
the application of the lump-sum pro- 
vision to such services was necessary in 
order for shippers to have foreknowledge 
of transportation charges. 





Texas Towing Operation by 


Dixie Carriers Authorized 


Operation by Dixie Carriers Inc. as a 
common carrier by towing vessels in the 
performance of general towage between 
ports and points along the Gulf Intra- 
coastal Waterway and its connecting 
and tributary waterways from Freeport, 
Tex., to and including Brownsville, Tex., 
has been authorized by the Commission, 
division 4. 

It issued a report and a fourth amended 
certificate and order effective April 14, 
in W-377, Sub. 2, Dixie Carriers, Inc., 
Extension — Towage, Brownsville, em- 
bracing, so as to give effect to the deter- 
mination, W-377, River Terminals Cor- 
poration Applications; W-377, Sub. 1, 
Dixie Carriers, Inc., Extension—Browns- 
ville; W-174, Terrebonne Towing Co., 
Inc., Applications for Exemption under 
Sections 302(e) and 303(h), and for a 
Permit under Section 309(f); and W-177, 
Intercoastal Shipyards, Inc., Applications 
for Exemption under Sections 302(e) and 
303(h), and for a Permit under Sec- 
tion 309(f). 

The Commission said that Dixie Car- 
riers already held authority to perform 
freighting service between points in the 
area covered by the application, and 
freighting and general towage on the 
Gulf Intracoastal Waterway east of 
Freeport to New Orleans. It said that 
this company and its predecessors suc- 
cessfully had been engaged in transpor- 
tation by water for many years and that 
granting of the application would enable 
Dixie to perform general towage be- 
tween all points on the waterway to 
Which it presently was authorized to 
barge commodities generally. 

It said the application was supported 
by seven shippers desiring the service 
proposed, and by port authorities at 
Corpus Christi, Port Isabel, and Browns- 
Ville, Tex. 

“The shippers, some of which own 
Several barges, state that the extended 
operation applicant proposes is needed 
to facilitate the regular movement of 
the products they now market and to 
assure adequate towing service for the 





movement of additional traffic which 
is expected to be available by reason of 
increased production,” said the Com- 
mission. 

“The port interests indicate that there 
is an increased demand for towage serv- 
ice along the Gulf Intracoastal Water- 
way west of Freeport and that port 
facilities have been expanded to accom- 
modate the movement of additional 
barge traffic to that area. 

“Applicant anticipates that its pro- 
posed towing service would be utilized 
in the movement of approximately 37,- 
000 tons of freight annually, consisting 
principally of iron and steel products 
and chemical products westbound and 
grain eastbound. It expects to realize 
additional revenue of $130,250 annually 
from this traffic if granted the authority 
sought.” 





G. M. & O. Proposal to Cut 
Trackage Operation in 
Birmingham Area Approved 


The Commission, division 4, has ap- 
proved a proposal of the Gulf, Mobile 
& Ohio Railroad Co. that it says is 
expected to reduce by 117 miles the 
railroad’s operation under trackage 
rights over other railroads in serving 
Birmingham, Ala. It issued a report, 
certificate of abandonment and order 
in Finance No. 16989, Gulf, Mobile & 
Ohio Railroad Co. Abandonment, etc., 
embracing Finance No. 16990, G. M. 
& O. Trackage Rights. 


Specifically, the Commission permitted 
the G. M. & O. to acquire trackage 
rights over the Louisville & Nashville 
from Tuscaloosa, Ala., to Birmingham, 
55 miles, and joint use of certain L. & N. 
terminal facilities in Birmingham; and 
abandonment by the G. M. & O. of op- 
eration under trackage rights over the 
Illinois Central between Ruslor (Cor- 
inth), Miss., and Haleyville, Ala., 80.16 
miles, and over the Southern Railway 
between Haleyville and Birmingham, 
91.57 miles. It said the certificate of 
abandonment was to be effective 40 days 
from March 7. 


The Commission described the G. M. & 
O.’s rail system as of “comparatively re- 
cent origin” and said the purpose of the 
proposal, besides reduction of operation 
over other lines serving Birmingham 
from 172 to 55 miles was to permit opera- 
ing economies, greater efficiency in han- 
dling traffic, and an improvement in its 
competitive position on traffic originating 
or terminating south of Tuscaloosa and 
Birmingham. It said the G. M. & O. 
anticipated that it would be in a position 
to solicit a substantial amount of traffic 
for its lines that now moved by other 
railroads or by truck. 

Conditions for protection of train and 
engine employes who would be adversely 
affected by the abandonment were pre- 
scribed similar to those set forth in 
conditions 4 to 9, inclusive, in Oklahoma 
Ry. Co. Trustee Abandonment, 257 I.C.C. 
177, (197-201). The Commission con- 
cluded that no conditions were required 
for certain shop and maintenance em- 
ployes of the Southern who might be 
adversely affected by the transaction. 
It said an agreement had been entered 
into with respect to clerical employes who 
might be adversely affected. 
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The Commission said the I.C., the 
Southern, the Alabama Great Southern, 
and the New Orleans & Northeastern 
railroads opposed, and the L. & N. sup- 
ported, the proposals. 


It said the G. M. & O. not only asked 
for permission to abandon operation 
over the I.C. between Ruslor and Haley- 
ville but requested the Commission to 
find that on cessation of operations on 
this segment any further payments by 
it to the I.C. under a perpetual contract 
between the parties would not be con- 
sistent with the public interest. It said 
the G. M. & O. also asked the Com- 
mission to attach to the abandonment 
certificate a condition that it should 
cease making payments to the I.C. under 
the contract and be relieved of any 
obligations with respect to it. 


The Commission asserted that over 
a long period of years it had uniformly 
held that it had no power to reform 
contracts or to relieve carriers of their. 
financial obligations thereunder in con- 
nection with abandonment applications. 


After discussing various cited pro- 
ceedings the Commission said: 


“Regardless of what may be the scope 
of our power to reform under section 
5(9) trackage agreements which have 
been approved by us under section 5(2) 
and the parties thus placed on notice 
of our continuing power in the premises, 
we are of the opinion that we are not 
authorized by order to declare that the 
obligations created by the contract be- 
tween the applicant and the [Illinois 
Central are set aside other than to the 
extent necessary to effect a compliance 
with our certificate. Neither what the 
Supreme Court has held, what Congress 
has written, nor what the latter has im- 
plied by the purpose underlying what it 
has written, persuade us that a power 
which we have so vigorously disclaimed 
we must now exercise.” 


The Commission further stated that 
if, in the instant proceeding, it should 
require as a condition of approval that 
the G. M. & O. and the I. C. compro- 
mise their contractual disagreement, “it 
would serve no purpose whatever.” It 
added that if the I.C. declined to com- 
promise it would merely defeat the au- 
thorization to the G. M. & O. to aban- 
don operation, “and that is what the 
Illinois Central desires.” Accordingly, 
the Commission continued, “it is clear 
that the conditions sought by the appli- 
cant would have no compulsory effect 
on the Illinois Central and would serve 
no purpose.” 


The Commission concluded that in the 
absence of contractual requirements the 
G. M. & O. was under no obligations to 
continue operations over lines of other 
carriers in order that they might not 
suffer financial loss if its own service to 
the public could be improved by making 
better arrangements. 


It said the G. M. & O., under the 
transaction, would be able to establish a 
single line rail-truck service for less- 
than-carload traffic between Birming- 
ham and points in Mississippi “superior 
to any rail service now in effect and 
enable Birmingham shippers to reach a 
market in which they have been unable 
to compete because of inadequate trans- 
portation facilities.” 


It said the change in operation pro- 
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- 
posed would be of advantage to the 
G. M. & O. even though it might be 
required to continue payment to the I.C. 
under its contract. 


Dissenting Expression 

Commissioner Mitchell, dissenting, 
said, among other things, that the G. M. 
& O.-sought “a private advantage under 
the pretense that it is promoting the 
public interest.” 

“I know of no reason why railroads 
such as the Gulf, Mobile & Ohio should 
not live up to the terms of a contract 
fairly entered into,” he said. “There is 
no justification for the repudiation of 
the contract and I would deny the ap- 
plication.” 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Sulphate of Alumina 


I. and S. No. 5910, Sulphate of Alumi- 
na, New Orleans and Mobile to Houston, 
embracing No. 30815, Alum Between 
Houston, Tex.. and Mobile-New Orleans. 
Proceedings discontinued. Reduced rates 
of Gulf Canal Lines, Inc., on sulphate 
of alumina (called alum in the report) 
transported by water between Houston, 
on the one hand, and Mobile and New 
Orleans, on the other, found not unlaw- 
ful. By schedules filed to become ef- 
fective April 5, 1951, suspended on pro- 
test of southwestern railroads to No- 
vember 4, 1951, and permitted to go into 
effect May 25, 1951, Gulf Canal Lines 
published a rate of 40 cents a 100 pounds, 
minimum 40,000 pounds, a reduction from 
48 cents. When the rate was permitted 
to go into effect, the Commission insti- 
tuted No. 30815, an investigation into the 
rail rates between Houston, on the one 
hand, and Mobile, and New Orleans and 
Marrero, La., on the other, and on liquid 
alum from Mobile and Marrero to Hous- 
ton. The rail rate on alum, other than 
liquid, from Mobile to Houston was cited 
as 80 cents, minimum 40,000 pounds, and 
from New Orleans, including Marrero 
within the switching limits, to Houston, 
60 cents, same minimum. The Commis- 
sion found that the rates under investi- 
gation placed no undue burden on other 
traffic, were not lower than reasonable 
minimum, were not competitively un- 
fair, and otherwise were not violative of 
the act. 


Petroleum Products 


Fourth section application No. 24539, 
Petroleum Products from Montana and 
Wyoming, embracing fourth section ap- 
plications Nos. 24540, 24541, 24545, each as 
amended 25225, 25226, 25238, 25266, 25304, 
and 25580, as amended. By division 2. 
Authority granted by fourth section or- 
der No. 17134, on conditions as to level 
of intermediate-point rates, to establish 
and maintain rates on petroleum and 
petroleum products, including asphalt, 
in tank-car loads, and asphalt in pack- 
ages, from origins in Montana and Wy- 
oming to destinations in Minnesota, 
Wisconsin, Michigan, North Dakota, 





South Dakota, Iowa, Kansas, Nebraska, 
Missouri, Illinois, and Indiana (Chicago 
district) without observing the long- 
and-short-haul provision of section 4. 
The rates were intended to restore the 
relations heretofore existing in rates 
from Montant and Northern Wyoming, 
and from Casper and other southern 
Wyoming points grouped _ therewith, 
midcontinent territory and middlewest- 
ern states, to the same destinations, the 
Commission said. Temporary relief was 
granted by fourth section order 16444, 
four times supplemented, and by fourth 
section order No. 16764. 


Scrap 


No. 30686, Newport News Shipbuilding 
& Dry Dock Co. v. Chesapeake & Ohio 
Railroad Co., et al., embracing Sub. 1, 
Same v. Same, with additional defend- 
ants. Rates on scrap iron and steel, 
carloads, from Newport News, Va., to 
Weirton, W.Va., Steubenville, O., and 
certain western Pennsylvania destina- 
tions found unreasonable to the extent 
that they had exceeded, exceed, or 
might exceed 70 per cent of the rates 
of the basic scale prescribed in Iron and 
Steel Articles 155 I.C.C. 517, in appendix 
F thereof, plus general increases subse- 
quently authorized on scrap in Official 
Territory, and reparation awarded. 


Fibreboard Boxes 


No. 30662, Container Corporation of 
America v. Southern Pacific Co., et al. 
By division 2. Dismissed. Rates on 
fibreboard boxes, corrugated and other 
than corrugated, knocked down flat, car- 
loads, from Seattle, Wash., to destina- 
tions in California, in the period De- 
cember 1, 1947, to February 3, 1949, 
found not shown to have been unrea- 
sonable or unjustly discriminatory, and 
complainant not shown to have been 
damaged by alleged undue prejudice. 
The rates charged: on the shipments, 
and those claimed, were set out in an 
appendix to the report. 


Petroleum Gas 


Fourth section application No. 25423, 
Liquefied Petroleum Gas to Cincinnati, 
O., and Ludlow, Ky. By division 2. Au- 
thority granted by fourth section order 
No. 17133, on certain circuity conditions, 
to establish and maintain on liquefied 
petroleum gas in steel cylinders, in car- 
loads, from Baton Rouge, La., to Cincin- 
nati and Ludlow, without observing the 
long-and-short-haul provision of section 
4, a rate of 70 cents a 100 pounds, to 
meet barge competition. Temporary re- 
lief was authorized by fourth section 
order No. 16726. The railroads proposed 
a 65-cent rate, but the Commission 
said that the 70-cent rate approved re- 
flected the formula it had used in the 
past in approving rail rates 125 per cent 
of the port-to-port water rate, plus ac- 
cessorial charges incident to the water 
movement. Further relief denied effec- 
tive May 29. Commissioner Splawn dis- 
sented in part, saying he would authorize 
relief over indirect routes the same as 
authorized in connection with the cor- 
responding class-rate adjustment. 


Lubricating Oil 


No. 30797, Pure Oil Co. v. Alton & 
Southern Railroad Co., et al. By divi- 
sion 3. Combination rate of 127 cents a 
100 pounds, composed of class 32.5 rate 
of 69 cents from Cabin Creek Junction, 
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W.Va., to St. Louis, plus a specific com- 
modity rate of 58 cents from St. Louis 
to destination, charged on shipments of 
lubricating oil from Cabin Creek Junc- 
tion, to Tulsa, Okla., in the period July 
6, 1948, to January 14, 1949, found in- 
applicable. Applicable rates found to 
have been 111 cents prior to January i], 
1949, and that rate plus a 5 per cent 
general increase on and after that date. 
Reparation awarded. 


Forgings 


MC-C-11, General Motors Corpora- 
tion (Aeroproducts Division) v. Hanson 
Motor Express, Inc. By division 3. 
Found applicable commodity rates on 
truckload shipments of rough steel forg- 
ings, between October 1, 1942, and Sep- 
tember 30, 1947, from Harvey, Iil., to 
Vandalia, O., Applicable rates found un- 
reasonable to the extent that they ex- 
ceeded those in effect from Chicago to 
Dayton during the specified period. Pro- 
ceeding closed. The case involved ap- 
plication of a rule governing commodity 
rates at intermediate points for which 
no rates were provided. 


RAILROAD ABANDONMENTS 


Wyoming 


Abandonment by the receivers of the 
Wyoming Railway Co. of that company’s 
entire railroad, extending from Buffalo to 
Clearmont, approximately 28.6 miles, to- 
gether with 2.4 miles of siding, all in 
Johnson and Sheridan counties, Wyo. 
has been authorized by the Commission, 
division 4. It issued report in Finance 
No. 17612, Wyoming Railway Co. Re- 
ceivers Abandonment, and a certificate 
effective 30 days from February 29. 

The Commission said potential traffic 
available was not considered sufficient by 
the receivers to warrant the expenditure 
required for rehabilitation. At one time, 
it said, the line handled large shipments 
of outbound cattle, sheep and wool, also 
inbound shipments of produce, merchan- 
dise and supplies, and served a wide area, 
including all of Johnson county. It said 
this tonnage began to decline when hard 
surface highways were built and trucks 
became numerous. On December 20, 1947, 
it said, the line ceased operations, which 
had not been resumed. The carrier was 
financially unable to resume operations, 
said the Commission. 


G.N. 


Abandonment by the Great Northern 
Railway of a 1.13-mile segment of line 
in St. Vincent, Kittson county, Minn, 
has been authorized by the Commission, 
division 4. It issued a report and a cer- 
tificate effective 40 days from February 
29, in Finance No. 17262, Great Northern 
Railway Co. Abandonment. The Com- 
mission said the main purpose of the 
abandonment application was to save 
the expense of repairing the line, which 
had been damaged by floods and could 
not be operated in its present condi- 
tion. It said the railroad considered 
present and prospective traffic insufficient 
to warrant restoration of the line, and 
proposed to abandon it and _ relocate 
its St. Vincent agency station at a point | 
on its main line in the outskirts of that 
village, about a mile east of the present 
site. It said the Minnesota Railroad & 
Warehouse Commission and local inter- 

























































































Ma 


esi: 
gro 
anc 


portic 
Schuy 
miles 
Sheng 
the li 
struct 
Strip 
ing of 
about 
would 
Readi: 


now si 
could 
of rai 





*MC 
press ( 
Newsp1 
Newsp1 
border 
Mm Pa. 
excepti 
and to 
routes. 

*“MC 
Cheyen 
Certific 
product 
dairy 
In Colo 
regular 
Mediate 

* MC- 
press, I 
North L 
eral cor 





JORLD 


March 15, 1952 





com- 
Louis 
its of 
June- 
July 
d in- 
id to 
ry ii, 
cent 
date. 


pora- 
anson 
n 3. 
s on 
forg- 
Sep- 
l., to 
d un- 
y ex- 
go to 
. Pro- 
d ap- 
1odity 
which 


of the 
pany’s 
falo to 
es, to- 
all in 
Wyo., 
ission, 
inance 
. Re- 
‘ificate 
29. 

traffic 
ent by 
.diture 
> time, 
yments 
1, also 
rchan- 


rthern 
of line 
Minn., 
1ission, 
a cer- 
pruary 
yrthern 
» Com- 
of the 
Oo save 
which 
1 could 
condi- 
sidered 
fficient 
ve, and 
elocate 
a point | 
of that 
present 
road & 
| inter: 





ests opposed the application on the 
ground of inconvenience to passengers 
and shippers. 


A.C.L. 


By an application in Finance No. 
17680, Atlantic Coast Line Railroad Co. 
asks authority to abandon about 0.89 
mile of its Rochelle-Palatka line, com- 
mencing at a point about 46 feet west of 
applicant’s Jacksonville-Tampa main 
line and extending across that line at 
the St. Johns River, in Putnam county, 
Fla. The applicants said there was no 
need for the line in line-haul service 
and that its abandonment would greatly 
simplify applicant’s signalling at Palatka, 
and would reduce maintenance costs. 
A.C.L. said authority to abandon the 
line itself was sought and that there- 
after it was intended to retain the track- 
age for switching service and operating 
convenience. 


Reading 


The Commission has issued a memo- 
randum to the press announcing ap- 
proval by it of an application in Finance 
No. 17600, Reading Co., asking authority 
to abandon the so-called Moselem 
branch, extending 4,253 feet from a point 
near Leesport station to the end of the 
branch, in Berks county, Pa. Reading 
said the line was no longer needed to 
serve the public. 


By an application in Finance No. 17687, 
the Reading Co. asks authority to aban- 
don its Kehley Run colliery and Shenan- 
doah City freight house branches, and a 
portion of its Shenandoah branch, in 
Schuylkill county, Pa., a total of 1.04 
miles all located within the borough of 
Shenandoah. The applicant said that 
the lines proposed for abandonment ob- 
structed an extensive anthracite coal 
strip mining operation, permitting min- 
ing of unprepared anthracite from which 
about 3,000,000 tons of prepared coal 
would be recovered, for shipment by the 
Reading to consuming markets. Shippers 
now served by the lines to be abandoned 
could be adequately served by other lines 
of railroad, the Reading said. 


COMMISSION MOTOR REPORTS 


An asterisk before: the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





*MC-19, Sub. 14, Bingaman Motor Ex- 
press Co., Inc., Reading, Pa., Extension— 
Newsprint Paper. Certificate granted. 
Newsprint paper, from U.S.-Canadian 
border near Rouses Point, N.Y., to points 
mn Pa., with exceptions, in N.J., with 
exceptions, to points in Md., and D.C., 
a to Wilmington, Del., over irregular 
outes. 


*MC-1313, Sub. 3, Ridgely Transport, 
Cheyenne, Wyo., Extension—Sidney, Neb. 
Certificate granted. (1) Meats, meat 
products, and meat by-products and (2) 
dairy products, between named points 
In Colo., Wyo., and Neb., over described 
regular routes, serving indicated inter- 
Mediate points. 

* MC-2153, Sub. 18, Midwest Motor Ex- 
Press, Inc., Bismarck, N.D., Extension— 
North Dakota. Certificate denied. Gen- 
tral commodities, with exceptions, from 





points in N.D., within 100 miles of Bis- 
marck to Bismarck. 


* MC-67818, Sub. 41, Michigan Express, 
Inc., Grand Rapids, Mich., Extension— 
Alternate Routes. Certificate granted. 
General commodities, with exceptions, 
over § described routes between specified 
Mich. points, as alternate routes, serving 
no intermediate points, and with certain 
restrictions as to traffic. 


* MC-63390, Sub. 3, Carl R. Bieber, 
Kutztown, Pa., Extension—19 States. 
Certificate denied. Passengers and their 
baggage, in charter operations, from Al- 
lentown, Kutztown, and Reading, Pa., 
and points on and within 15 miles of 
U.S. highway 222 between Allentown and 
Reading, inclusive, to points in 19 states, 
and return, over irregular routes. 


* MC-111805, Sub. 2, Oscar Porter, dba 
Porter Bus Lines, Ahoskie, N.C., Common 
Carrier. Certificate granted. Passengers 
and their baggage, in round-trip charter 
operations beginning and ending at 
points in Hertford county, N.C., and ex- 
tending to points in a described Va. area, 
over irregular routes. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17379, Adley 
Express Co. Notes, granting authority (1) to 
issue a short-term unsecured 442 per cent 
note to the First National Bank & Trust 
Co., of New Haven, in the principal amount 
of $375,000 to evidence loans to pay for con- 
struction costs of the terminal during the 
construction period; and (2) to issue a 10- 
year 415-per cent mortgage note in the prin- 
cipal amount of $375,000, to be sold at par 
to the Connecticut Mutual Life Insurance 
Co., the proceeds to be used to retire 
interim note, in connection with the con- 
struction of a new terminal, approved. 

* * * 


Report and order in F.D. No. 17621, Wilson 
Truck Co., Inc. Note, granting authority to 
issue a secured installment promissory note 
for not exceeding $200,000 to be delivered at 
par to The First. Mortgage Company of 
Nashville to evidence a loan for a like 
amount, the proceeds to be used to pay out- 
standing notes and to provide additional 
working capital. Condition prescribed. Ap- 
proved. 





* ok * 


Report and order in F.D. No. 17632, Caro- 
lina Coach Co. Assumption of Obligation 
and Liability, granting authority to assume 
obligation and liability, as co-guarantor 
with the Virginia Stage Lines, Inc., in re- 
spect of the payment of the principal of and 
interest on not exceeding $275,000 aggregate 
principal amount of promissory notes to be 
issued by the Trailways Bus Terminal, Inc., 
of Richmond, Va., in connection with the 
building of a new motorbus terminal, ap- 
proved. 

oe * Ld 


Report and order in F.D. No. 17640, South- 
ern Railway Co. Equipment Trust Cer- 
tificates, granting authority to assume obli- 
gation and liability in respect of not ex- 
ceeding $5,850,000 of Southern Railway 
equipment trust certificates, series SS, to 
be issued by the First National Bank of the 
City of New York, as trustee, and sold at 
99.498 and accrued dividends in connection 
with the procurement of certain new equip- 
ment, approved. 

ae a * 


Report and order in F.D. No. 17652, Chi- 
cago, Milwaukee, St. Paul & Pacific Rail- 
road Co. Equipment tTrust_ Certificates, 
granting authority to assume obligation and 
liability in respect of not exceeding $2,400,000 
of Chicago, Milwaukee, St. Paul & Pacific 
Railroad equipment-trust certificates, series 
PP, to be issued by the Continental Illinois 
National Bank & Trust Comnany of Chi- 
cago, as trustee, and sold at 99.009 and ac- 
crued dividends in connection with the pro- 
curement of certain equipment, approved. 

* * * 


Report and order in F.D. No. 17659, Mis- 
souri Pacific Railroad Co. Trustee Equip- 
ment Trust Certificates, granting authority 
to assume obligation and liability, as guar- 
antor, in respect of not exceeding $3,675,000 
of Missouri Pacific Railroad equipment-trust 
certificates, series RR, to be issued by the 
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New York Trust Co., as equipment trust 
trustee, and sold at 99.689 and accrued div- 
idends in connection with the procure- 
ment of certain new equipment, approved. 


MOTOR FINANCE CASES 


MC-F-5005, Dale Resler—Control—Resler 
Truck Lines, Inc. Acquisition by Dale Resler 
of control of Resler Truck Lines, Inc., El 
Paso Tex., through ownership of its capital 
stock, approved. 





* * 


MC-F-4906, Samuel F. Bonacci, et al.— 
Control; A.A.A. Trucking Corporation—Pur- 
chase (Portion)—Howard and Nellie E. Miller. 
Application of A.A.A. Trucking Corporation, 
Trenton, N.J., for authority to purchase cer- 
tain of the operating rights of Howard Mil- 
ler and Nellie E. Miller, partners dba Balti- 
more and Pittsburgh Motor Express Co., 
Pittsburgh, Pa., and of Samuel F., Charles 
A., Albert C., Marius D., Nello, and Harry 
D. Bonacci, for authority to acquire control 
of the operating rights through the purchase, 
denied. 

as os x 


MC-F-4896, A. R. Jordan—Control—Denco 
Bus Lines, Inc. Acquisition by A. R. Jordan, 
of Hugo, Okla., of control of Denco Bus 
Lines, Inc., (B. D. Denton, receiver) of Ada, 
Okla., through purchase of its capital stock, 
authorized, effective April 11. 


* * a 


MC-F-4771, J. A. Throckmorton—Control; 
Richmond-Weldon Freight Line—Purchase 
(Portion)—Safety Transportation Corpora- 
tion. Application of Richmond-Weldon 
Freight Line, Richmond, Va., for authority 
to purchase certain operating rights of 
Safety Transportation Corporation, Golds- 
boro, N.C., and, of J. A. Throckmorton, of 
Richmond, for authority to acquire control 
of the rights through the purchase, denied. 


ae * * 


MC-F-4870, W. P. Acker, et al.—Control; 
Crescent Stages, Inc.—Lease and Purchase— 
Service Stages, Inc., embracing MC-F-5010, 
I. E. Farmer, et al.—Control; Northeast Ala- 
bama Bus Co., Inc.—Purchase (Portion)— 
Crescent Stages, Inc. Purchase (1) by 
Crescent Stages, Inc., Anniston, Ala., of the 
operating rights of Service Stages, Inc., 
Atlanta, Ga., and acquisition by W. P. 
Acker, executor of the estate of L. B. Liles, 
W. P. Acker, Pres Adama, R. E. Jones, and 
Mrs. Joyce Acker, also of Anniston, of con- 
trol of the rights through the purchase, and 
(2) by Northeast Alabama Bus Co., Inc., 
Fort Payne, Ala., of a portion of the rights 
of Crescent Stages, Inc., and acquisition by 
I. E. Farmer, W. M. Beck, and Vera I. Beck, 
also of Fort Payne, of control of the rights 
through the purchase, authorized, with con- 
ditions, effective April 14, Commissioner 
Mitchell noting dissent. 


a * a 


MC-F-4886 W. W. Kenamond—Control; 
Warwood Transfer Co.—Purchase (Portion)— 
Lilburn P. Jack. Purchase by Warwood 
Transfer Co., Wheeling, W.Va., of certain 
operating rights of Lilburn P. Jack, dba L. 
P. Jack Transfer, Elm Grove, W.Va., and 
acquisition of control of the rights by W. W. 
Kenamond, also of Wheeling, through the 
purchase, authorized, with conditions. 

* ae ab 


MC-F-4918, Bangor & Aroostook Railroad 
Co.—Purchase—Hasey’s Maine Stages, Inc. 
Purchase by the Bangor & Aroostook. 
Bangor, Me., of the operating rights and 
property of Hasey’s Maine Stages, Inc., also 
of Bangor, authorized, with conditions. 
Issuance of certificates to the railroad au- 
thorized, with conditions. 

* * * 


MC-F-4946, Calhoun Lemon — Purchase 
(Portion)—Simpson Trucking Co., Inc. Pur- 
chase by Calhoun Lemon, dba Southern 
Freightways, Barnwell, S.C., of certain op- 
erating rights of Simpson Trucking Co., 
Inc., Atlanta, Ga.. authorized, with condi- 
tions. 

dis wo * 

MC-F-5166, Red Ball Transfer Co.—Pur- 
chase—Glen and Irene Swedell. Application 
for authority under section 210a(b) of 
Matthew Leo McKeone, Sr., Matthew Leo 
McKeone, Jr., Joseph James McKeone, and 
Albert’ Joseph McKeone, partners, doing 
business as Red Ball Transfer Co., herein 
called lessees, of Omaha, Nebr., for temporary 
operation of the motor-carrier rights and 
properties of Glen Swedell and Irene Swe- 
dell, partners, doing business as Swedell 
Transfer, of Holdrege, Nebr., granted with 
conditions. 
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Motor Rate Case Complaint 
Dismissed on Ground No 
Court Action Was Brought 


On the ground that no action has 
been brought in court by the com- 
plainant, the Commission has dis- 
missed a complaint in MC-C-1374, 
Emerson Radio & Phonograph Cor- 
poration v. Eastern Motor Express, 
Inc. The order of the Commission 
dismissing the complaint, by Com- 
missioner Mahaffie, said the com- 
plaint was dated January 30, 1952. 
The complaint itself was made public 
for the first time along with the 
order. 


No action had been brought in court 
by the complainant against the defend- 
ant in which damages were sought based 
on alleged unlawfulness of the rates as 
required by the findings in Bell Potato 
Chip Co. v. Aberdeen Truck Line, et al., 
43 M.C.C. 337, said the order. 

At the Commission it was said that 
dismissal of complaints occurred rather 
infrequently on this basis and that the 
Commission’s policy was not to accept 
“frivolous” complaints. 


In the Bell Potato Chip case, decided 
April 4, 1944, the Commission, in a report 
written by Commissioner Alldredge, re- 
ferred to the omission in part II, the 
motor carrier part of the interstate com- 
merce act, of reparation provisions com- 
parable to those in part I, relating to 
railroads. The Commission held, among 
other things, that it was apparent that 
precautions should be taken to prevent 
the filing of “frivolous or moot com- 
plaints,” and, continuing, said: 

“Without attempting at this time to 
devise a precise rule; we think it perti- 
nent to point out that, generally speak- 
ing, adversary proceedings involving past 
unreasonableness, unjust discrimination, 
or undue prejudice under part II should 
not be brought before us prior to the 
institution of a suit in court in which 
damages are sought predicated upon the 
unlawfulness alleged in the complaint. 
The complaint should show that such 
suit has been brought within the period 
allowed by the applicable statute of lim- 
itations . . .” 

By its complaint in MC-C-1374, Emer- 
son Radio & Phonograph Corporation, 
New York, N.Y., alleged that rates 
charged by Eastern Motor Express, Inc., 
on radio, talking machine, or television 
cabinets were unjust and unreasonable 
in violation of section 216(d) of the act. 








N.Y. Commuter Probe Refused 


The Commission has denied a petition 
of the Hudson & Manhattan Railroad 
Co., for a general investigation of. the 
rail, rail-bus, and all-bus commutation 
services in the New York, N.Y., metro- 
politan area. It said the petition was 
a request for determination of the re- 
spective places of each service in the 


future improvement of the commutation 
services. 

The action was by an order in MC- 
110099, Sub. 10, Atlantic Transportation 
Co., in connection with which proceed- 
ing, it said, the H. & M. petition was 
filed. The Commission said the H. & M. 
had not shown sufficient grounds for 
institution of such a general investiga- 
tion. It added that an undertaking oi 
this character would involve “an expen- 
diture of substantial sums of money for 
the employment of qualified personnel 
outside the Commission’s limited staff to 
conduct the necessary field investigations 
which cannot be supplied from the ap- 
propriations presently available to the 
Commission consistent with the demands 
of its other official duties and responsi- 
bilities.” 





Released Classification 
Ratings Order Issued 


The Commission, by Commissioner 
Alldredge, has issued an order which 
amends outstanding orders under sec- 
tions 20(11), 219 and 413 of the inter- 
state commerce act, authorizing common 
carriers and freight forwarders to estab- 
lish and maintain in the Consolidated 
Freight Classification ratings subject to 
released valuations, to afford the same 
authority on the same articles and the 
same valuations as set out in the Uni- 
form Freight Classification No. 1. 

The uniform classification has been 
filed by the railroads to become effective 
May 30. 


Grain Loading Order Extended 


The Commission, division 3, has ex- 
tended the effective period of revised 
service order No. 874, Requirements for 
Loading of Grain Products and By- 
Products, from 11:59 p.m., March 15, 
until 11:59 p.m., September 15. The 
action was by amendment No. 2 to the 
revised service order. 


Newtex Temporary Rights 


The, Commission, division 4, by an or- 
der in W-896, Sub. 18, Newtex Steamship 
Corporation, Temporary Authority-Phos- 
phate Rock, has authorized that carrier 
to operate as a common carrier by self- 
propelled vessel in the transportation of 
one shipment of about 3,500 tons of phos- 
phate rock, in bulk, from Port Tampa, 
Fla., to Baltimore, Md., on or before 
April 7. 





Rail Reparation Payments 


By an order in No. 30542, Commercial 
Metals Co. v. Union Pacific Railroad 
Co. et al., the Commission has directed 
the defendant railroads to pay the com- 
plainant reparation on or before April 
1, on account of “an unreasonable rate 
charged on scrap railroad rails, in car- 
loads, from Rhodes, -Nev., to Kansas 
City, Mo.” 

The total reparation of $5,462.13 or- 
dered to be paid included a payment of 
$2,525.06 by the Southern Pacific, the 
Denver & Rio Grande Western, and the 
Santa Fe, and a payment of $1,990.08 by 
the Southern Pacific, the Rio Grande, 
and the Missouri Pacific. 

The Commission has issued two sup- 
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plemental reparation orders in No. 29668, 
Sub. 1, Commerce and Industry Associ- 
ation of New York, Inc., et al. v. Baiti- 
more & Ohio Railroad Co., et al., and 
a@ corrected order in No. 30269, Lynch- 
burg Foundry Co. v. Santa Fe et al. 





Seatrain Rates Effective 


The Commission has declined to sus- 
pend rates on a number of commodities 
to southern points proposed by Seatrain 
Lines, Inc., New York, N.Y., and pro- 
tested by the Alabama Great Southern 
and other railroads. The rates became 
effective March 12. 


The rail protestants asserted that rail- 
roads established a carload commodity 
rate of $1.33 on tea from Hoboken, NWJ., 
to Atlanta, Ga., and Birmingham, Ala., 
and that Seatrain published a rate of 
$1.16 from Hoboken to Atlanta, 17 cents 
a 100 pounds less than the all-rail rate. 

“Tt doesn’t take much imagination to 
see where this traffic will go,” said the 
rails in their protest. 

They stated that as Seatrain was fur- 
nishing service that was comparable to 
all-rail service, there could be no justi- 
fication for Seatrain rates being less 
than the rates applicable via the all-rail 
lines. 

Other Seatrain rates protested by the 
rails related to alcoholic liquors, chemi- 
cals, carpets and rugs, and toilet prep- 
arations. 

The rates which the railroads asked to 
be suspended were published in Seatrain 
tariff supplement No. 4 to I.C.C. Nos. 79 
and 80. 

The Seatrain tariffs were also protested 
by the Southern Motor Carriers Rate 
Conference, Inc. 





Forwarder Rights Merged 


The Commission, division 4, has issued 
a third amended permit and order in 
FF-69, National Carloading Corporation 
Freight Forwarder Application, and FF- 
71, Texas Package Car Co. Freight For- 
warder Application, giving effect to the 
consummation of transfer to National 
Carloading of the Texas Package Car 
permit, as authorized in FF-219, Texas 
Package Car Co. Permit Transfer. 

By the instant order, National Car- 
loading was authorized to operate as 
freight forwarder of commodities gen- 
erally between all points in the United 
States, effective May 12. 





Water Rights Transfer Order 


By an order in Finance No. 17565, in 
which Northland Transportation Co. and 
Trailerships, Inc., asked authority for 
transfer by Northland of a certificate is- 
sued in W-351, to Trailerships, Inc., the 
Commission, by Commissioner Mahaffie, 
has given the parties 30 days to supple- 
ment the application, observing fully the 
applicable rules of the Commission. 

The Commission said that the applica- 
tion was deficient in the following re- 
spects: 

“(1) Does not include a full expiana- 
tion of the circumstances of the tralls- 
feror’s cessation of operations over its 
routes after the date of the certificate 
in No. W-351, December 21, 1945: (2) 
does not state the specific vessels oF 
facilities the transferee proposes to aC- 
quire for operations under the certi‘icate 
to be transferred; (3) does not stats ‘he 
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purchase price or other consideration to 
be paid for vessels and other facilities 
which the transferee proposes to ac- 
quire; and (4) does not state the basis 
of the transferee’s estimate of its reve- 
nues, expenses, and income for the first 
3 years of the proposed operation.” 


Copies of the supplement to the appli- 
cation must be served on known water 
line competitors and service certified to 
the Commission, the order said. 





Hudson River Rights Granted 


By an order in W-305, Sub. 1, Hudson 
River Day Line, Inc., Temporary Author- 


ity Application, the Commission, division - 


4, has authorized the applicant, from 
June 30 to September 5, inclusive, to 
operate aS a common carrier by self- 
propelled vessels in transporting passen- 
gers between ports and points along the 
Hudson River north of Poughkeepsie, 
N.Y., to and including Catskill, N.Y., in 
connection with and as an extension of 
its presently authorized operations on 
the Hudson River. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. M-4107, Single Shipment 
Minimum Charge—Riss & Co., from 
March 11 to and including October 10, 
1952, the operation of certain schedules 
published in supplement No. 5 to MF- 
I.C.C. No. 208 and in supplement No. 45 
to MF-I.C.C. No. 153 of the Middlewest 
Motor Freight Bureau, agent, Kansas 
City, Mo. The suspended schedules pro- 
pose to establish a motor-common-car- 
rier less-truckload minimum charge of 
$5.00 per shipment over the lines of Riss 
& Co., Inc., between points in middle- 
west territory. 

I. and S. M-4108, Commodities, Mixed, 
T.L—South Bend Freight Line, from 
March 11 to and including October 10, 
1952, tariff MF-I.C.C. No. 8 of South 
Bend Freight Line, Inc., South Bend, 
Ind. The suspended schedules propose 
local (single-line) motor common carrier 
commodity rates on freight, all kinds, 
minima 5,000, 12,000 16,000 and 20,000 
pounds between Chicago, Ill., and South 
Bend, Ind., in lieu of higher and lower 
class and commodity rates. 


I. and S. No. 5994, Commutation Fares 
—New Orleans & Miss. Gulf Coast, from 
March 12, to and including October 11, 
1952, certain schedules as set forth in 
supplement No. 8 to tariff I.C.C. No. 8324 
and in tariff I.C.C. No. 8580 of Louisville 
& Nashville Railroad Co. The suspended 
schedules propose to increase the 46-trip 
and 54-trip commutation fares between 
New Orleans, La., and Gulf Coast sta- 
tions on the L. & N. in Mississippi. 


COMMISSION ORDERS 





W-376, Sub. 10, Pan-Atlantic Steamship 
Corp. Extension—Houston. Effective date of 
order of Aug. 9, 1951 further modified to be- 
come effective May 1, instead of Jan. 31. 

* * * 

I. & S. 5710, Petroleum in Southern Ter- 
ritory, Rail. Order of May 8, 1951 further 
modified to become effective May 15, on 15 
days’ notice, instead of Mar. 15. 





I. & S. 5975, Coal, Ky. & Tenn. to Cin- 
cinnati (For Transshipment). Petitions of 
Louisville and Nashville R.R. Co., and 
Hazard Coal Operators Assn. for vacation of 
order and argument denied. 

* * a 

MC-F-3903, Salvatore Centola and Lucia 
Centola—Control; Rapid Transportation Co. 
—Purchase (Portion)—Atlas Transportation 
Co., Inc., of Cambridge. Effective date of 
second ordering paragraph of order of Sept. 
23, 1949 further postponed to April 30. 

* a ns 


MC-F-4997, Rocco D. Dameo—Control— 
Brockway Fast Motor Freight, Inc. Author- 
ity to remain in full force and effect until 
application is “finally determined’’. 

* 2 om” 

MC-FC-54192, Nick Maat Jr. Trucking, 
Transferee, and Skyway, Inc., Transferor; 
MC-FC 54205, Skyway, Inc., Transferee, and 
Garo Transportation Co., Transferor. Ap- 
Plications dismissed. 

* oe * 

No. 29907, Kentucky Coal Agency, Inc., et 
al. v. A. G. S., et al., and embraced cases. 
Order of Sept. 24, 1951, further modified so 
as to become effective July 15, on 30 days’ 
notice, instead of April 15; 

* * 


I. & S. 5866, Sugar Cases of 1951, Sugar to 
Ill., Ind., and Southern and Western Trunk- 
Line Points, and embraced cases. Order 
entered Feb. 6, 1952, in I. & S. 5866, and 
Fourth Section Order 17110, modified so as 
to become effective April 18, on not less 
than one day’s notice. . 

MC-4941, Sub. 2, Quinn Freight Lines, Inc. 
Application dismissed. 


Respondents having cancelled suspended 
schedules under special permission, the Com- 
mission has issued orders discontinuing the 
following proceedings: 

I. & S. M-3844, Automobile Fenders—De- 
troit to Central Territory. 

I. & S. M-3934, Malt, Beverages & Con- 
tainers—Wis.-Pa. 

I. & S. M-3995, 
Motor Freight Lines. 

I. & S. M-4021, Beer, Ale and Containers— 
Vincent Wynne. 

I. & S. M-4024, Restriction—Helm’s New 
York-Pittsburgh Motor Exp. 

I. & S. M-3933, Building Material, Etc.— 
From Cambridge, Mass. 

I. & S. M-3968, Milk Products—Ill., Minn., 
& Wisc. 

I. & S. M-3978, Water Heater Tanks— 
Trunk Line Territory. 

I. & S. M-3989, Puffed Food Forms—New 
Orleans to Tenn. 

I. & S. M-4041, Cleaning Compounds— 
N. Y. & N. J. to New England. 

I. & S. M-4070, Various Commodities— 
New York & Mid-West. i" 

* * 


MC-F-4831, Wm. Wilson—Control; Wilson 
Storage and Transfer Co.—Purchase—Da- 
kota Warehouse Co. Effective date of order 
of Jan. 28 postponed to Mar. 31. 

ca 


No. 30074. Texas Citrus and Vegetable 
Growers and Shippers v. A. T. & S. F., et al. 
Complainant’s petition to advance effective 
date of Commission’s order of Jan. 7, and 
defendants’ cross petition for further hear- 
ing and postponement of effective date of 
order, denied. 


Commodities—Mercury 


* * 
No. 30530. Mexico Refractories Co. v. A. 
T. & S. F.. et al. Complaint dismissed. 


* * * 


I. & S. 5957, Asbestone Roofing or Siding. 
Respondents’ request ,for argument denied. 
a 


MC-60612. Sub. 7, Samuel Tischler Ex- 
tension—Canned Goods. Reopened for 


further hearing. re a 


MC-F-5004. Allen J. Schware—Purchase— 
Lehigh Valley Freight Terminal, Inc. Au- 
thority granted by order of Sept. 12, 1951, 
to remain in full force and effect until ap- 
Plication is “finally determined”. 


No. FF-214, Franklin Forwarding Co. Per- 
mit Transfer; FF-53, Hawaiian Freight For- 
warders, Ltd. Freight Forwarder Application; 
FF-89, Franklin Forwarding Co. Freight For- 
warder Application. Effective date of second 
amended permit and order of Nov. 27, 1951, 


advanced to Mar. B. 5 a 


MC-111916, Sub. 2, Bowling Green Express, 
Extension—5 miles of Louisville, Ky.; MC- 
30073, Sub. 11, Johnson Freight Lines, Inc., 
Extension—Same; MC-38227, Sub. 3, W. E. 
Crutcher, Extension—Same; MC-43654, Sub. 
25, Dixie Ohio Express Co., Extension—Same; 
MC-55828, Sub. 18, Mohawk Motor Lines, Inc. 
Extension—Same; MC-78632, Sub. 80, Hoover 
Motor Express Co., Inc., Extension—Same; 
MC-111281, Sub. 7, Eck Miller Transfer Co., 
Extension—Same. Reopened for reconsider- 
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ation on present record, petitions denied in 
all other respects. | “—" 

MC-80382, Brooks Transportation Co., Inc. 
Common Carrier Application; MC-80382, Sub. 
17, Same Extension—Piney River, Va. Effec- 
tive date of orders of Feb. 4, 1952, modified 
to become effective May 7. 


MC-109494, Sub. 1, Herbert Busmirk Ex- 
tension. Date on which recommended order 
shall become order of Commission and be- 
come effective, postponed. to Mar. 17. 

* 


MC-113026, Donald M. Heiter, Common 
Carrier Application. Date on which recom- 
mended order shall become order of Com- 
mission and become effective, postponed to 
Mar. 14. a Sh 

* 


MC-C-1374, Emerson Radio & Phonograph 
Corp. v. Eastern Motor Express, Inc. Com- 
Plaint dismissed. : 

No. 30800, Western Pennsylvania Refiners 
Traffic Assn., et al. v. B. & O., et al. Com- 
Plainants’ request for argument denied. 

* * 


Ex Parte 174, Rules and Instructions for 
Inspection and Testing of Locomotives 
Other Than Steam. ‘Time within which 
section 91.205 of Rules, Standards and In- 
structions prescribed by order of Jan. 29, 
1951, may be complied with by Trona Ry. 
Co. extended to April 35: s 


MC-2866, Sub. 9, Edwards Motor Transit 
Co. Extension—State College, Pa.; MC-C- 
1255, Hyper-Humus Co. v. Arthur Pierson; 
MC-C- 1255, Sub. 1, Same v. George A. 
Fetzer; MC-C-1301, Soap, Etc.—Baltimore, 
Md., to Pa. and Ohio. Date on which recom- 
mended orders shall become orders of Com- 
mission and become effective postponed to 
Mar. 14. 

* * * 


I. & S. M-4064, Scrap Paper and Rags— 
New York and Va. to York, Pa. Respondent’s 
eg for vacation of order of suspension 

enied. 


APPLICATIONS 


AND PETITIONS 





Port of New York and 
D. of A. Oppose Limited 
Grain Port Cost Study 


The Port of New York Authority, 
and the Department of Agriculture, 
have asked the Commission to deny 
a petition of Baltimore and Phila- 
delphia interests for an investigation 
by the Commission into the termin&l 
costs of handling shipments of grain 
for export at the ports of Philadel- 
phia, Baltimore and New York. 


The petition was filed in I. & S. No. 
5641, Export Grain from Buffalo to New 
York. In that proceeding, the Commis- 
sion suspended tariffs of railroads serv- 
ing Baltimore, Philadelphia, New York. 
Boston, and Portland, Me., reflecting 
efforts on the part of the railroads serv- 
ing Baltimore and Philadelphia to re- 
store a 46-year-old differential of one- 
half cent a 100 pounds in their favor on 
grain from Buffalo, for export. 


Those railroads reduced their rates 
one-half cent a 100 pounds after a fed- 
eral district court decision, permitting 
railroads serving New York and Boston 
to reduce their rates by one-half cent 
a 100 pounds so as to overcome the long- 
existing differential, was upheld by the 
Supreme Court of the United States. 
When the railroads serving Baltimore 
and Philadelphia reduced their rates by 
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one-half cent below the level as equalized 
under the court opinion, the railroads 
serving New York and Boston followed 
suit, and the Commission suspended all 
the tariffs (T.W., March 8, p. 33). 


The Port of New York Authority dis- 
agreed with the suggestion of the Balti- 
more and Philadelphia interests that 
the study they requested be limited to 
terminal services. The New York body 
said there could be no dispute concerning 
the fact that the rate-making routes to 
the three ports were not substantially 
the same except with reference to the 
Short-line mileage from the domestic 
grain shipping areas. It said operating 
considerations favored the New York 
haul and that the study suggested would 
be wasteful since it would reflect nothing 
more than one element of a completed 
transportation service “with reference to 
which other factors, including the line 
haul, would outweigh or overbalance 
such terminal cost results.” 


The Department of Agriculture said 
that the right of the railroads serving 
the ports of New York, Boston, and 
Portland to compete on equal terms by 
meeting the rates at the competing 
ports, had been recognized and preserved 
by the federal courts. Among other 
things, it said that if the petitioning 
interests desired to have the record con- 
tain substantial evidence on which the 
Commission might make findings favor- 
able to them, “it should be their re- 
sponsibility to develop and adduce such 
evidence.” It also asserted that the 
real purpose of the limitations suggested 
for the cost study was “to avoid a true 
comparison of the cost of service from 
origin to destination” and added that it 
declined to accept the contention that 
“service differences weigh heavily in 
favor of Philadelphia and Baltimore.” 
A partial cost study on the basis sug- 
gested would be conclusive of. nothing 
and would be a complete waste of time 
and energy, the department declared. 


Probe of Building-Roofing 
Material Motor Rate Asked 


The Commission has made _ public, 
without assigning to it a docket number, 
a petition of the Central States Motor 
Freight Bureau, Inc., for an investiga- 
tion by the Commission, on its own mo- 
tion, into the lawfulness of a commodity 
rate on building and roofing material 
from South Bend, Ind., to Chicago, II1., 
published by Davis Motor Freight, Inc., 
in its schedule MF-I.C.C. No. 6. 


The bureau compared the Davis rate, 
18 cents a 100 pounds, minimum 30,000 
pounds, with the rate maintained in its 
own tariff MF-I.C.C. No. 514 (item 
5790-B, supplement No. 35) of 21 cents 
a 100 pounds, minimum 20,000 pounds. 


It asserted that the “depressed rate 
of 18 cents per 100 pounds” maintained 
by Davis was causing proposed reduc- 
tions by competitive common carriers. 
It also said that, if the rate was met 
by competing common and contract car- 
riers, there would result violations of 
sections 216(b) and 218(a) of the inter- 
state commerce act, and of the national 
transportation policy. It followed, said 
the bureau, that the Davis 18-cent rate 


was also in violation of the national 
transportation policy. 

The Bureau asked that there be one 
hearing on the Davis rate and on a 
competitive rate published by South Bend 
Freight Lines, Inc., and by the bureau 
for another of its carriers, suspension of 
which has been asked by the bureau. 


Motor Carriers and Rails 
Oppose Each Other’s Rates 


On Alcoholic Beverages 


The Eastern Central Motor Carriers 
Association has asked the Commis- 
sion to suspend a railroad tariff sup- 
plement published to become effec- 
tive March 20 which, it says, proposes 
reduced rates on alcoholic liquors in 
Official Territory. 


Central Territory railroads have 
also protested proposed reduced rates 
published by the Central and South- 
ern Motor Freight Tariff Association, 
Inc., on alcoholic liquors and wines 
from Lawrenceburg, Ind., to points 
in the south, published to become 
effective March 18. 


The Eastern Central petition said the 
protested rail publication was supple- 
ment No. 3 to Agent C. W. Boin’s 
I.C.C. No. A-943. ‘This petition said 
the Official Territory railroads published 
rates on alcoholic liquors in purported 
compliance with a finding of the Com- 
mission, division 2, in I. and S. No. 5833, 
Alcoholic Liquors in Official Territory, 
decided October 8, 1951. 


It said that effective as of January 
20, 1952, the railroads published reduced 
liquor rates throughout Official Territory 
but withdrew a section of the tariff so as 
to give further consideration to the rates 
between Central Territory, on the one 
hand, and Eastern Trunk Line and New 
England territories, on the other. 

“Now, however,” continued the Eastern 
Central petition, “the rails have issued 
supplement No. 3 to Agent Boin’s I.C.C. 
No. 943, effective March 20, 1952, and 
while the rates now proposed are on a 
somewhat higher level than contained in 
the original tariff, nevertheless they are 
still objectionable and, if effective, would 
completely eliminate our members as a 
competitive factor in the large movement 
of liquor in our territory unless we make 
the same drastic reductions in our own 
rates.” 

Eastern Central asserted that although 
the new adjustment was somewhat higher 
than that published to become effective 
January 20 and withdrawn, it still de- 
parted from the basis of rail rates ap- 
proved by the Commission in I. and S. 
No. 5833. 

At one point in its petition Eastern 
Central said: 

“This whole liquor situation, from the 
standpoint of any test of lawfulness un- 
der the act, is becoming more and more 
ridiculous.” 


Rail Petition 

The Central Territory railroads asked 
for suspension of item 2747, supplement 
No. 9 to MF-I.C.C. 107, published by the 
Central and Southern Motor Freight 
Tariff Association on alcoholic liquors 
and wines from Lawrenceburg to the 
south: The protest was filed by the 
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Traffic Executive Association—Eastern — 


Railroads Motor Carrier Bureau, Wash- 
ington, D.C. 

The rails said that under date of Oc- 
tober 3, 1951, they protested the pro- 
posed reduced rates on alcoholic liquors 
and wines from and to the same poizrits, 
They asserted that these rates were sus- 
pended by the Commission in I. and §, 
M-3939, and that the Commission as- 
signed the case for hearing January 17, 
Prior to the hearing date, however, the 
rails said, the respondent, under special 
permission granted by the Commission, 
cancelled the matter under suspension. 


The proposed rates, according to the 
railroads, were not only lower than 
those provided by the protestant mem- 
ber lines but were lower than the rates 
previously suspended. 

The railroads said that aside from 
more flexible and expeditious service 
offered by motor carriers to shippers and 
“other intangible advantages”, the pro- 
posed rates included store door pick-up 
and delivery, assistance in loading and 
unloading and “other valuable accesso- 
rial services which are not accorded un- 
der the rail rate.” 


Montana Charges I.C.C. With 
Abrogating State Authority 


Over Freight Rate Increases 


The effect of the principle followed 
by the Commission in a proceeding in 
which it ordered Montana intrastate 
rail freight rates brought up to the 
interstate level approved in the 1946, 
1947, and 1948 general rate increase 
cases, was “completely and finally 
to abrogate any state authority over 
increases in state rates, except that 
of administrative approval,” the 
Board of Railroad Commissioners of 
Montana asserted, in asking recon- 
sideration, reargument, and modifi- 
cation of the report, and postpone- 
ment of the time within which to 
comply with it. 

“The Congress by the interstate com- 
merce act did not contemplate such 
complete subjugation of 48 states by the 
federal Commission as expressed in this 
report,” the Montana Commission con- 
tinued. “The use of prior rate relations 
in future actions as the criterion of fair- 
ness by the Commission can only mean 
that once the Commission has acted, each 
state must take the same action.” 

The petition was filed in No. 30674, 
Montana Intrastate Freight Rates and 
Charges, in which the Commission gave 
the Montana Commission 30 days within 
which to notify the federal body that 
intrastate rates, with two exceptions, 
would be increased to the interstate level 
authorized under Ex Parte 162, Increased 
Railway Rates, Fares, and Charges, 1946, 
Ex Parte 166, Increased Freight Rates, 
1947, and Ex Parte 168, Increased Freight 
Rates, 1948 (T.W., Feb. 16, p. 40). 

The Montana Commission based its 
petition on five grounds, of which the 
one quoted, concerning “abrogation” of 
state authority over rate increases, was 
the final point. The other four grounds 
were that: _ 

“The Commission erred, when in fnG- 
ing No. 4 (sheet 60) they did not in- 
clude in the rates excepted from tne 
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finding all rates on which the full in- 
creases authorized on interstate traffic 
py Ex Parte Nos. 162, 166, and 168 had 
already been included. 


“The Commission’s findings that mini- 
mum rate, where pick-up and delivery 
is performed, and minimum charge, ap- 
proved by the Montana Commission, 
case an undue burden on interstate com- 
merce to the extent that they are less 
than the approved interstate rates and 
charges is not supported by the evidence. 


“The evidence does not support any 
finding by the Commission that there 
is undue preference of and advantage 
to certain persons and localities in intra- 
state commerce and undue prejudice and 
disadvantage to certain persons and loca- 
tions in interstate commerce. 

“There is no evidence of record on 
which it- may be determined that the 
intrastate rates as approved by the 
Montana commission cause any discrimi- 
nation against interstate commerce.” 





PETITIONS FOR REHEARING, ETC. 





MC-103706, Sub. 7, Tomlin Transportation 
Co. Melton Transport Co., et al. ask recon- 
sideration. me fe ee 


MC-108473, Sub. 2, St. Johnsbury Truck- 
ing Co., Inc. Extension—Heavy Hauling. 
Applicant asks reconsideration. 


MC-FC-53689, 
and K. G. Moore, 
ask reconsideration. 


Viking Lines, Transferee, 
Transferor. 


o * 

MC-9685, Sub. 49. Emery Transportation 
Co. Extension—Malt Beverages. O. K. Motor 
Service, Inc. asks rehearing and reconsidera- 


tion. 
+ “* 


MC-70451, Sub. 108, Watson Bros. Trans- 
portation Co., Inc.; MC-52709, Sub. 32, 
Ringsby Truck Lines, Inc. Applicant in MC- 
70451, Sub. 108, asks reconsideration of 
order consolidating proceedings. 


No. 30980, The Norfolk Southern Ry. Co. 
and Norfolk Southern Bus Corp. Norfolk 
Southern Ry. Co. et al. ask postponement 
of date set for hearing for thirty (30) days. 


MC-42487, Sub. 229, Consolidated Freight- 


ways, Inc. Extension—Unification of Cer- 
tificate—Explosives. Applicant asks recon- 
sideration. 


= e * 


MC-111921, C. B. Crocker and R. E. Holle- 
man Common Carrier Application. Eugene 
Nelms asks reconsideration. ‘ 


MC-FC-53599, Hartman Bros. Purchase— 
Arthur Rosenthal. Applicants ask for re- 
consideration. ar 

Ex Parte MC-39, Practices of Property 
Brokers. All States Moving Service asks re- 
consideration and further hearing. 


I. & S. 5900, Sulphur—La. and Tex. to 
Calvert, Ky. American Barge Line Co., et al. 
ask reopening and further consideration. 

* * * 


MC-C-1230, Mildred I. Fullerton—Revoca- 
tion of Certificate. Glenn Cartage Co. asks 
reconsideration. - 1. 

* 

I. & S. M-3950, Transcontinental and 
Rocky Mtn. Increases. Respondents move 
modification of orders of suspension. 


FINANCE APPLICATIONS 


Finance No. 17668, supplemental. Balti- 
more & Ohio Railroad Co. records acceptance 
of bid of Salomon Bros. & Hutzler of 99.0516 
Per cent of the principal of $3,870,000 of the 
railroads’ equipment trust certificates, Series 

DD”, to bear dividends at 3 per cent a 








* a oa 

Finance No. 17677, Chicago, Burlington & 
Quincy Railroad Co. asks authority to op- 
erate over the line of the -trustee of the 
Missouri Pacific Railroad Co., about 900 feet, 
between C. B. & Q. yard, North Kansas City, 
Mo., and Kansas City Terminal Railway, and 
to operate a line of railroad about 1.1 miles 


Applicants . 


in length, in Kansas City and North Kansas 
City, Clay and Jackson counties, Mo., to 
give more expenditious and dependable 
freight movements between Kansas City 
and St. Louis. a 


Finance No. 17678, The Pittsburgh & West 
Virginia Railway Co. asks authority to ac- 
quire trackage rights over a line of track, 
about 1,022 feet, owned by the Pittsburgh, 
McKeesport & Youghiogheny Railroad Co., 
and leased to the Pittsburgh & Lake Erie 
Railroad Co., in Connellsville, Fayette 


county, Pa. 
* * * 


Finance No. 17679, Seaboard Air Line Rail- 
road Co, asks authority to construct and 
operate a branch line of railroad, extending 
from a connection with its main line near 
Eastbrook, N.C., to a connection with gov- 
ernment tracks serving an ammunition 
facility to be constructed at Sunny Point, 
N.C. Trackage to be constructed will be 
about 1.9 miles, and the proposed operation 
will be about three miles 

ca * * 

Finance No. 17681, Belvidere Delaware 
Railroad Co. and the Pennsylvania Rail- 
road Co., ask authority to construct an in- 
dustrial spur from a point on the Belvidere 
near the village of Roxburg, N.J., to a power 
plant across the Delaware River in Pennsyl- 
vania, the line to be located in Warren 
county, N.J., and Northampton county, Pa., 
1,335 feet long, of which 800 feet will be 
bridge construction. 

* 1 *x 

Finance No. 17683, E. W. Holstrom Trans- 
portation Service (E. W. Holstrom an in- 
dividual), of Lake City, Minn., asks au- 
thority to transfer certificate W-182 to 
Holstrom Transportation (Vernon M. Hol- 
strom an individual), also of Lake City. 

* 


Finance No. 17684, The Nashville, Chat- 
tanooga & St. Louis Railway asks authority 
to construct and operate three main line 
tracks connecting its Chattanooga division 
with the new Radnor Yard of the Louisville 
& Nashville Railroad, near Nashville, Tenn., 
about 6.04 miles. 

* ~*~ * 


Finance No. 17685, Chicago & North 
Western Railway Co. asks authority to issue 
$6,825,000 of first equipment trust of 1952 
certificates to meet 80 per cent of the cost 
of 57 diesel-electric passenger, road switching 
and switching locomotives, estimated to cost 
$8,549,604. The certificates will be dated 
May 1, and will mature in 15 annual in- 


stallments. 
* od ok 


Finance No. 17686, Donora Southern Rail- 
road Co. asks authority to issue notes for 
$441,500 to provide funds to finance addi- 
tions, improvements, replacements and re- 


Pairs. 
cd a ok 


Finance No. 17688, The Reading Co. asks 
authority to issue $8,340,000 of its equip- 
ment trust certificates, Series T, to cover 
part of the estimated cost, $10,503,471, of 64 
diesel-electric road switching and passenger 
locomotives. The certificates will be dated 
April 15 and will mature in 30 semi-annual 
installments. Bids are asked by noon of 
— «Vg at the Philadelphia offices of the 

ad. 


COMPLAINTS 


No. 30966, Sub. 1, Swift & Co., Chicago, 
Tll., v. A. G. S. et al. 

Alleges rates on deflourinated phos- 
phate, carloads, from Coronet, Fla., to 
Chicago and East St. Louis, Ill., Kansas 
City, Kan., South St. Paul, Minn., St. 
Joseph, Mo., South Omaha, Neb., Har- 
rison, N.J., Cleveland, O., and Brown- 
wood, Ft. Worth, Harlingen, Terrell, and 
West, Tex., in the statutory period, in 
violation of section 1. Asks cease and 
desist order, rates, and reparation of 
$15,000. (John P. Staley, 4115 S. Packers 
Ave., Chicago 9, Il.) 

* + ca 
No. 30989, Sub. 1, Peoria Board of Trade, 
Peoria, Ill., v. Santa Fe et al. 

Alleges rates on grain, to Peoria, from 
Iowa, Kansas, Minnesota, Nebraska, Mis- 
souri, and South Dakota, in violation of 
section 3. Asks cease and desist order 
and rates. (W. V. Wheat, Traffic Man- 
ager, Peoria Board of Trade, Peoria, Ill.) 

* + * 
doing 


MC-C-1375, William Durham, 
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business as William Durham’s Ex- 
press—Revocation of Certificate. 
Investigation instituted by the Com- 
mission, division 5, into the practices of 
the aforementioned motor carrier, of 
Collingswood, N.J., under certificate MC- 
369. 


PROPOSED REPORTS 


Examiner Approves Pick-Up 
Allowances to Authorized 
Points in Two City Zones 


Examiner Charles H. Riegner has 
recommended that the Commission 
should find that certain rules pub- 
lished by Emery Transportation Co., 
insofar as they provide for an allow- 
ance to the shipper for performing 
pick-up and delivery service at New 
Jersey points in the Philadelphia and 
New York commercial zones are un- 
lawful. He ruled that Emery might 
not make allowances to shippers at 
New Jersey points it was not au- 
thorized to serve. 


In his recommended report in 
MC-C-1313, Loading or Unloading 
Allowance—New York & Phila., the 
examiner added, however, that a rule 
set forth in the appendix to his re- 
port was just,. reasonable, and not 
otherwise unlawful for application at 
points in New York and Pennsylvania 
situated in the aforementioned com- 
mercial zones. 


He said the respondent carrier should 
promptly take appropriate* steps to 
cancel from its schedules all of the in- 
volved rules without prejudice to pub- 
lishing the proposed rule set forth in the 
appendix only insofar as it would apply 
to points in New York and Pennsylvania 
which the respondent was authorized to 
serve. 

Examiner Riegner said the Commis- 
sion, division 2, instituted the instant 
investigation, on its own motion, con- 
cerning the allowance on the aforemen- 
tioned shipments when trailers were 
spotted and loading or unloading was 
performed by employes or agents of the 
shipper. 


He said the respondent carrier was 
authorized to operate as a motor contract 
carrier, over irregular routes, of food- 
stuffs between points in Ohio, Indiana, 
Illinois, Pennsylvania, and New York. 


The rules under investigation as pub- 
lished in certain of Emery’s schedules, 
he said, provided that on shipments from 
or to points in the New York, N.Y. com- 
mercial zone or the Philadelphia com- 
mercial zone, where trailers were spotted 
and loading or unloading was performed 
by employes or agents of the shipper, 
an allowance of five cents a 100 pounds 
would be made to the shipper. He said 
the rules also provided that the shivper 
would be permitted to use Emery’s trail- 
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ers for loading or unloading at points in 
the two commercial zones. 


“Respondent’s operations at New York 
and Philadelphia are conducted in sub- 
stantially the same manner,” said the 
examiner. “When a shipper located 
within the commercial zone of either of 
those points desires to use respondent’s 
service, he notifies the respondent of the 
commodity to be shipped, the weight of 
the shipment and its destination. Ship- 
per then sends a tractor, either its own 
or that of its agent, to the respondent’s 
terminal where it picks up one of re- 
spondent’s trailers. The empty trailer 
is hauled to the shipper’s place of busi- 
ness where it is loaded and then returned 
to the respondent’s terminal for trans- 
portation by respondent to destination. 
On in-bound shipments the’ respondent 
notifies the consignee of the arrival of 
the freight and the consignee or its agent 
transports the loaded trailer to the ship- 
per’s place of business, unloads it and 
then returns the empty trailer to the 
respondent’s terminal. 


“This procedure is followed irrespec- 
tive of whether the shipper’s place of 
business is located at points in New York 
and Pennsylvania which the respondent 
is authorized to serve or at New Jersey 
points in the described commercial 
zones. In all instances the shipper is 
paid the described pick-up or delivery 
allowance of five cents. The shipper 
pays its agent, a local cartage company, 
approximately 10 to 12 cents for its 
service.” 


Examiner Riegner said the amount of 
the allowance given the shippers for 
pick-up and delivery service was arrived 
at by means of a detailed cost analysis 
of the expenses incurred by the re- 
spondent in performing such service. 


The examiner ruled that the respond- 
ent might not make an allowance to 
shippers whose places of business were 
located at points in New Jersey which 
it was unauthorized to serve. He said 
that to approve such a practice “would 
be tantantount to permitting the re- 
spondent to unlawfully extend its oper- 
ating rights.” 


Carrier’s Contention 


He said that on brief Emery contended 
that it was proper to permit the use of 
a carrier’s equipment to perform a serv- 
ice that was a part of the transporta- 
tion service or incidental. thereto, and 
referred to Charges for Use of Trailers, 
49 M.C.C. 272. The facts and issues in 
that proceeding were in no way com- 
parable to those in the instant case, 
said the examiner. After some discus- 
sion he asserted that in the circum- 
stances, there was considerable doubt 
as to whether Emery might lawfully 
enter into a lease arrangement with its 
shippers in New Jersey unless the terms 
of the lease were in accord with the 
criteria set forth in the Charges for Use 
of Trailers case. 

On brief also, the examiner said, 
Emery offered to revise the rules under 
consideration. He said the principal 
change in the revised rules, as set forth 
in the appendix to the report, was that 
it provided that after Emery’s trailer 
had been in a shipper’s possession more 
than 12 hours a charge of $1 an hour 
or fraction thereof in excess of 12 hours 
would be made. He said the allowance 
of five cents was considerably less than 





the actual cost to Emery for performing 
the described pick-up and _ delivery 
services. 

“The examiner, therefore, is of the 
opinion that the considered allowance 
at points in New York and Pennsylvania 
is just and reasonable and not other- 
wise unlawful,” concluded Examiner 
Riegner. 


A notice attached to the report said 
any exceptions must be filed with the 
Commission’s Secretary in Washington, 
D.C., and served on other parties, within 
20 days from March 7. 


Would Deny Purchase of 
Overlapping Authority 


Examiner Fabian C. Cox, in a pro- 
posed report in MC-F-4936, Philip 
Hemingway — Control; Hemingway 
Brothers Interstate Trucking Co—Pur- 
chase (Portion)—Stanley W. Barrows 
and Stanley W. Barrows, Jr., recom- 
mends that the Commission deny an 
application of Hemingway Brothers 
Trucking Co., New Bedford, Mass., for 
authority to purchase certain operating 
rights and property of Stanley W. Bar- 
rows and Stanley W. Barrows, Jr., doing 
business as Barrows Transfer & Storage 
Co.,-of Waterville, Me., and of Philip 
Hemingway to acquire control of the 
rights and property. 

The examiner said that the irregular- 
route authority sought to be purchased 
would overlap present regular-route au- 
thority of the purchaser, but requiring 
the use of Waterville as a gateway. He 
said the holding of both types of over- 
lapping authority would make imprac- 
ticable the preservation of any real dis- 
tinction in the two kinds of service, and 
in some instances would require cir- 
cuitous operations in order to observe 
Waterville as a gateway. 





Examiner Proposes Wardlaw 


Towing Rights Extension 


Examiner Oren G. Barber has recom- 
mended that the Commission issue a 
certificate to L. A. Wardlaw, Sr., and 
L. A. Wardlaw, Jr., a partnership doing 
business, as Wardlaw Towing Co., of 
Camden, Ark., converting present con- 
tract carrier rights, and authorizing ex- 
tension of operations as a common car- 
rier by water by non-self-propelled ves- 
sels with the use of separate towing 
vessels in the transportation of a large 
number of specified commodities from 
and to certain Louisiana and Arkansas 
points. 

In his proposed report in W-957, Sub. 
2, L. A. Wardlaw, Sr., and L. A. Ward- 
law, Jr., Extension—Various Commodi- 
ties, the examiner said the authority 
proposed should not duplicate present 
permanent authority in W-957, in which 
the carrier now held a permit to operate 
as a contract carrier by water. He said 
the instant application was for a revised 
permit. 

Examiner Barber said the record was 
convincing that the applicant’s service 
would be void of specialization with re- 
spect to any shipper. In view of that 
and other facts set forth in the report, 
when coupled with the authority granted 
in permit W-957, he said, the authority 
that would be granted in the instant 
proceeding “results in applicant being 
authorized to transport such a wide 
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range of commodities that applicant’s 


service hereafter will not be distinguish- 
able in any important detail from that 
rendered by certificated common carriers 
by water.” 


“Considering all the circumstances,” 
continued the examiner, “the Commis. 
sion should find that applicant’s entire 
operations in the transportation of the 
commodities from and to the territory 
named in its present permit, as well as 
those to be authorized herein, wil! be 
those of a common carrier by water. The 
record does not warrant issuance to ap- 
plicant of dual authority under section 
310 of the act.” 


The examiner said granting of the au- 
thority in the instant case should be con- 
ditioned on the applicant’s petitioning 
the Commission, within 30 days of the 
date of service of its report, for conver- 
sion of its present authority in W-957 
to that of a common carrier. He said 
issuance of an appropriate certificate 
and order should be withheld pending 
action by the applicant in the conversion 
of its present contract carrier authority 
to that of a common carrier. 


Examiner Says Application 


Shows No Carrier Status 


Examiner H. L. Hanback has recom- 
mended that the Commission deny an 
application of Truckway Corporation, 
Columbus, O., for a permit authorizing 
motor contract carrier operations in 
transporting concrete pipe, concrete 
river weights, concrete cribbing, concrete 
manholes, concrete mineral wells, con- 
crete septic tanks, and machinery, equip- 
ment, and steel wire mesh used in the 
manufacture of concrete products, be- 
tween points in 19 states and the District 
of Columbia, over irregular routes. 


A recommended report was issued in 
MC-30623, Sub. 4, Truckway Corporation, 
Extension—Florida, in which Examiner 
Hanback said the applicant failed to es- 
tablish that in the proposed operation 
its status would be that of a carrier 
by motor vehicle within the meaning of 
the interstate commerce act. 


“Except for an extremely limited re- 
sponsibility to the shipper,” said the 
examiner, “applicant in the instant pro- 
ceeding appears to have none of the 
attributes of a carrier for hire within 
the meaning of the act. Its activities, 
as described by its secretary, would seem 
to be those of one who makes arrange- 
ments for the carriage of the shipper’s 
traffic, rather than those of one who 
undertakes the carriage itself. 

“The facts of record suggest brokerage 
but do not provide a sufficient basis upon 
which to make a definite determination 
of applicant’s exact status; that, how- 
ever, is not necessary in this proceeding 
because the conclusion is inescapable that 
applicant has failed to sustain its pri- 
mary burden of establishing that the 
proposed operation will be that of 8 
carrier by motor vehicle within the 
meaning of the act. 

“In view of this conclusion, it is un- 
necessary to determine whether the op- 
eration proposed will be consistent with 
the public interest and the national 
transportation policy, or whether appli- 
cant is fit and able to perform such 
service. 

“As indicated above, applicant now 
holds a permit authorizing operation as 
a contract carrier by motor vehicle; 
however, it appears that applicant is pro- 
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yiding transportation thereunder in the 
same Manner as proposed herein to 
and from points in the extended ter- 
ritory. If this be a fact, applicant should 
take immediate steps to change its 
method of providing transportation to 
insure that its future operations are 
that of a bona fide contract carrier by 
motor vehicle in conformity with its 
permit.” 

Exceptions, if any, to the examiner’s 
findings, were to be filed with the Com- 
mission’s Secretary in Washington, D.C., 
within 20 days from March 11, according 
to a notice in the report. 


Sidney, Mont., Stockyard 
Found Not a ‘Public’ Yard 


Examiner E. L. Glenn has recom- 
mended that the Commission dismiss 
two complaints filed by a copartnership, 
owning and operating certain livestock 
marketing facilities at Sidney, Mont., 
which sought reparation and an order 
requiring two railroads to load and un- 
load livestock handled in the partner- 
ship stockyard without charge, and to 
pay it for performing such service. 

The examiner, in a proposed report in 
No. 30790, Yellowstone Livestock Com- 
mission v. Northern Pacific Railway Co., 
embracing No. 30790, Sub. 1, Same v. 
Great Northern Railway Co., said: 

“The evidence shows that complainant 
has no facilitites adjacent to defendants’ 
tracks whereby livestock can be loaded 
directly into or from defendants’ cars. 
The facilities defendants maintain at 
Sidney for loading and unloading live- 
stock includes means for ingress and 
egress from or to a public highway 
whereby the shipper may trail or drive 
his cattle to or from defendants’ pens. 
This privilege is available to all shippers, 
including complainant. The record does 
not positively show that Federal inspec- 
tion requirements for livestock are fully 
maintained by complainant, and it is 
apparent complainant’s operations are 
that of a private rather than a public 
nature. 

“In view of the conclusions reached in 
the aforesaid decisions, and the evidence 
adduced in this proceeding, complainant 
has failed to show its stockyard is a 
public stockyard within the meaning of 
section 15(5) of the interstate commerce 
act. The complaints should therefore 
be dismissed by an appropriate order 
discontinuing the proceedings.” 


Examiner Would Deny 
Carrier Right to Fischbach 


Examiner H. W. Angle, by a recom- 
Mended report in MC-111398, Fishbach 
Trucking Co., Common Carrier Appli- 
cation, has recommended that the Com- 
mission deny an application of Fischbach 
Trucking Co., Akron, O., for a certificate 
authorizing motor common carrier trans- 
portation of a large variety of specified 
commodities from, to, or between various 
specified points or territories in 16 states, 
over regular and irregular routes. 

The examiner said the authority sought 
Was coextensive as to commodities and 
territory with contract carrier authority 
Presently held by Fischbach in MC- 
108446 and sub-numbered proceedings. 

“Applicant holds no authority to en- 
gage in operations as a common carrier; 
but if the authority sought herein is 


granted, it is willing to surrender and 
request cancellation of its contract car- 
rier authority,” said the examiner. 

Examiner Angle said his recommended 
finding that Fischbach had not justified 
a grant of common carrier authority in 
lieu of the contract carrier authority now 
held was not necessarily to be construed 
as an approval of the manner in which 
it had operated in the past, or as a find- 
ing that its past operations had been 
wholly such as properly could be classi- 
fied as contract carrier operations. 

“The lawfulness of applicant’s opera- 
tions are not’ an issue in this proceed- 
ing,” continued the examiner. “It may 
be observed, however, that there is much 
in the present record to indicate that 
applicant has in fact been supplying a 
service which was in practice available 
(held out) to the public or that part 
thereof having use for it and, accord- 
ingly, amounted to common carriage. In 
the opinion of the examiner, applicant 
should take appropriate steps to bring 
his present operation into strict con- 
formity with its authority.” 

The examiner said that the burden of 
proof was on the applicant to show 
affirmatively that the operation it pro- 
posed would serve a useful public pur- 
pose responsive to a public demand and 
need, and that the public need could 
or would not be met as well by existing 
carriers. 

“Applicant’s evidence falls far short 
of meeting this burden and, in view of 
this conclusion, it is unnecessary to con- 
sider the evidence presented by the op- 
posing carriers in opposition to the grant- 
ing of the application,” the examiner 
said. 

A notice attached to the report said 
any exceptions to the examiner’s findings 
were to be filed with the Commission’s 
Secretary in Washington, D.C., within 
20 days from March 11. 


Forwarder Transfer Denial 


Recommended by Examiner 


Examiner E. L. Glenn has recom- 
mended that the Commission deny an 
application for transfer to United Freight 
Service, Inc., of the right of B. Tarking- 
ton Dowdin, doing business as Package 
Fast Freight, to operate as a freight 
forwarder of commodities generally from 
points in four California counties to all 
points in the United States, except to 
points in California. A proposed report 
was issued in FF-213, United Freight 
Service, Inc., Permit Transfer. 


The examiner said United would not 
limit its proposed operation to the for- 
warding of packages weighing less than 
100 pounds as had Package Fast Freight, 
with three exceptions detailed in the 
report, but would accept shipments of 
any weight for consolidation and move- 
ment in its proposed service. 

“Thus,” continued the examiner, “ap- 
proval of the application would result 
in institution of a new service. Other 
than transferee’s statement that ship- 
pers would benefit from the operation 
it would perform, there is no evidence 
that the proposed transfer would be con- 
sistent with the public interest. More- 
over, there is no showing that shippers 
desire, have need for, or would use such 
service.” 

The examiner said the primary reason 
for the proposed transfer of the permit 
in FF-155, B. Tarkington Dowdin Freight 
Forwarder Application, 260 I.C.C. 829, 
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was to separate the transferor’s personal 
liability from that of the business, 
thereby to avoid personal liability and 
to limit any loss to the limit of the cor- 
poration’s financial worth. In addition, 
said the examiner, the transferor be- 
lieved that his trade name Package Fast 
Freight was a misleading name, infer- 
ring that nothing was handled but pack- 
ages. He said the transferor also said 
he desired his son to succeed him at a 
future date and therefore it was his pur- 
pose to give permanence to the entity 
holding the certificate; and that it was 
not his purpose to sell or give away 
stock in the corporation. 


Jacksonville Should Be 
Interchange Point, 


Says Examiner 


In a dispute as to what the inter- 
change point between the Atlantic 
Coast Line and the Seaboard should 
be on traffic between points on the 
Seaboard in Florida south of Jack- 
sonville, on the one hand, and points 
on the lines of A.C.L. and connections 
between Waycross and Atlanta, Ga., 
and Birmingham, Ala., and points 
north and west thereof, on the other, 
Examiner Walter T. Cantrell says the 
interchange point should be Jack- 
sonville. 


In a proposed report in No. 30882, 
Atlantic Coast Line Railroad Co. v. Sea- 
board Airline Railroad Co., the examiner 
said he was of the opinion and found 
that the traffic described, handled jointly 
by the complainant and defendant, 
should be interchanged at Jacksonville 
under the same joint through rates and 
subject to the same divisions of reve- 
nue as: were in effect via Thalmann, 
Ga. He said also that the respective 
parties should arrange the necessary 
train schedules and make the necessary 
switching arrangements to facilitate the 
interchange and movement of the traffic 
efficiently and in the mariner demanded 
by the public interest. 

The dispute arose because, said the 
examiner, the present interchange point 
for the affected traffic, Thalmann, lay 
on a portion of an acquired line of rail- 
road which would be abandoned under 
authority granted in Atlantic Coast Line 
Railroad Co. . Abandonment, 257 I.C.C. 
810. He said that neither party was 
willing to accept the point of inter- 
change proposed by the other on the 
traffic from or to points south of Jackson- 
ville, except on order of the Commis- 
sion. The A.C.L. had proposed Jack- 
sonville, while Seaboard proposed Bladen, 
Ga., as the interchange points. 


Mofor Sale Approval Proposed 


Examiner Hobart C. Clough has rec- 
ommended approval by the Commission 
of a proposed purchase by Orange Trans- 
portation Co., Inc., Salt Lake City, Utah, 
of motor carrier operating rights of 
Merle Routh, doing business as L and R 
Express, Twin Falls, Idaho. A proposed 
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report was issued in MC-F-4924, Owen 
M. Collett—Control; Orange Transporta- 
tion Co., Inc.—Purchase—Merle Routh. 
The examiner also proposed approval of 
authority to Owen M. Collett and Cloma 
L. Cheyney, partners doing business as 
Owen M. Collett, Salt Lake City, for 
acquisition of control of the operating 
rights through the purchase. 





Airport Motor Rights 


Examiner Donald R. Sutherland has 
recommended that the Commission au- 
thorize six motor carriers to transport 
petroleum products, in bulk, in tank ve- 
hicles, over irregular routes, from the 
U.S. Air Force storage installation near 
Hastings, Minn., to Des Moines (Ia.) Mu- 
nicipal Airport, Fargo (N.D.) Municipal 
Airport, Rapid City (S.D.) Air Force 
Base, Sioux Falls (S.D.) Municipal Air- 
port, and Truax Air Force Base, Madison, 
Wis. 

The examiner recommended the grants 
in a motor recommended report in MC- 
103947, Sub. 19, Terminal Transport Co., 
Extension — Hastings, embracing MC- 
28132, Sub. 16, Carl M. Hvidsten, Same; 
MC-101075, Sub. 9, Transport, Inc.. 
Same; MC-103654, Sub. 19, Schirmer 
Transportation Co., Inc., Same; MC- 
108449, Sub. 18, Indianhead Truck Line, 
Inc., Same, and MC-112223, Sub. 4, 
Quickie Transport Co., Same. 

Exceptions to the report must be filed 
with the Commission and served on par- 
ties in interest within 20 days from serv- 
ice of the report, March 11. 





Permit Revocations Suggested 


A Commission examiner and a joint 
board have recommended to the Commis- 
sion in two proceedings that the motor 
carriers made respondents in those cases 
be found to have abandoned operations 
as contract carriers, that they be given 
an opportunity to inform the Commission 
whether or not they will institute serv- 
ices under their permits, : failing which, 
the Commission should consider revoca- 
tion of the permits. 

The motor recommended reports were 
issued in the following proceedings: 

MC-C-1342, Lawrence E. Foote, Revo- 
cation of Permit, involving the operations 
of the respondent, of Portville, N.Y., un- 
der a permit in MC-106249, Sub. 1, by 
Examiner John H. Colgren. 

MC-C-1330, Harold H. Walton, Revoca- 
tion of Permit, involving .the operations 
of the respondent, of Pendleton, Va., un- 
der a permit in MC-39316, by joint board 
No. 68 composed of J. C. Masten, of Vir- 
ginia. 

Exceptions to the two reports must be 
filed with the Commission and served on 
all other parties in interest within 20 
days from the date of service, March 10. 


Bus Tour Rights Sale 


Examiner Robert H. Murphy, in a pro- 
posed report in MC-F-4716, J. H. Pried- 
man—Control; Smoky Mountain Tours 
Co.—Purchase—Claude Hugh Caldwell, 
has recommended that the Commission 
authorize, with condition, purchase by 
Smoky Mountain Tours Co., of Asheville, 


N.C., of the operating rights of Claude 
Hugh Caldwell, doing business as Park- 
way Tours, of Waynesville, N.C., and 
acquisition by J. H. Priedman of control 
of the rights. 


Motor Control Proposal 


By a proposed report in MC-F-4997, 
Rocco D. Dameo—Control—Brockway 
Fast Motor Freight, Inc., Examiner C. 
R. Engelhart has recommended that the 
Commission authorize the acquisition by 
Rocco D. Dameo, of Short Hills, N.J., 
of control of Brockway Fast Motor 
Freight, Inc., Somerville, N.J., through 
purchase of capital stock. 





Road Scraper 


No. 30881, R. A. Young & Son, Inc. v. 
Chicago & North Western Railway et 
al. By Examiner Richard A. White. 
Proposes dismissal of complaint on find- 
ing not shown unreasonable, charges 
collected on a shipment of one road 
scraper, Little Rock, Ark., to Cedar 
Rapids, Ia., May 21, 1948. The examiner 
said the controversy arose over the 
minimum weight on which the assailed 
charges were based. He said the charges 
were based on the applicable Class A 
rating of 128 cents a 100 pounds, mini- 
mum 24,000 pounds, subject to rule 34 
of the governing classification. He said 
the defendants having furnished a car 
in conformity with the shipper’s in- 
structions, it could not be held that the 
charges based on the minimum weight 
of the car furnished and used were un- 
reasonable merely because it was sub- 
sequently discovered that the article 
moved could have been loaded on a car 
not exceeding 41 feet 6 inches. He said 
that on the basis of measurements fur- 
nished the defendants the shipment 
could not have been loaded on the aver- 
age flat car 41 feet 6 inches long. 


Steel Masts 


No. 30865, Gulf Shipbuilding Corpora- 
tion v. Southern Pacific Co., et al. By 
Examiner Warren C. White. Proposes 
dismissal of complaint on finding not 
shown unreasonable, rates charged on 
two shipments of unfinished tubular 
steel kingposts or masts, that moved on 
September 10, and September 20, 1948, 
from Alhambra, Calif., and were re- 
e2ived by complainant at Chickasaw, 
Ala., October 6, and October 12, 1948. 
The examiner said the Commission 
should find that the rating on masts or 
spars was and is applicable; that the 
applicable rate was the Houston, Tex., 
combination rate of $3.40 a 100 pounds; 
that this rate was assessed and charges 
collected thereon, and that the rate was 
not shown to have been or to be un- 
reasonable. 


Switching Service 


Whitney-Apollo Corporation (Whitney 
Division), Ex Parte 104, Practices of 
Carriers Affecting Operating Revenues 
or Expenses, Part II, Terminal Services. 
By Examiner S. R. Diamondson. Recom- 
mends finding to be in violation of sec- 
tion 6(7), interstate commerce act, 
switching services performed by Pennsyl- 
vania Railroad beyond “P.R.R. coach 
siding” or interchange track for inbound 
and outbound cars, within plant of 
Whitney-Apollo Corporation (Whitney 
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Division), Apollo, Pa., without reason- 
ably compensatory charges in addition 
to line-haul rates. 


Wheat 


No. 30535, Helix Milling Co., Inc. y, 
Great Northern Railway Co., et al. By 
Examiner Arnold J. Roth, on further 
hearing. Recommends finding combina- 
tion rates on wheat and wheat products, 
carloads, from so-called triangle terrij- 
tory in Montana to Helix, Ore., and to 
Portland, Ore., with transit at Helix, 
are and will be unreasonable and unduly 
prejudicial to complainant, and unduly 
preferential of competitors at Waits- 
burg, Wash., Freewater, Athena, and 
Pendleton, Ore. Also recommending 
finding that a reasonable and otherwise 
lawful rate over the routes mentioned 
for the future will be 61 cents a 100 
pounds, subject to general increases sub- 
sequent to August 2, 1949, and that estab- 
lishment of the routes and joint rate 
prescribed thereover is necessary to pro- 
vide adequate, more efficiency, and more 
economic transportation. 




























Potatoes, Onions 


Fourth Section Application No. 23497, 
Potatoes and Onion From the West to 
the South. By Examiner Walter T. 
Cantrell. Recommends finding that ap- 
plicant railroads should be authorized to 
maintain on onions, in straight car- 
loads, and on onions and potatoes, in 
mixed carloads, rates as set forth in the 
application, as amended, from producing 
points in Iowa, Minnesota, North Da- 
kota, South Dakota, Wisconsin, and the 
Michigan northern peninsula to Mem- 
phis, Tenn., and points on the Missis- 
sippi River south of Memphis, and other 
points east of the Mississippi River on 
and west of the direct line of the IIli- 
nois Central from Memphis to New 
Orleans, La., and to maintain over cir- 
cuitous routes higher rates to interme- 
diate points east of the Mississippi River, 
with conditions. The conditions recom- 
mended are that the higher rates to 
intermediate points shall not be main- 
tained on direct routes, or on routes 
that are more than 33% per cent longer 
than the direct routes to the next lower 
rated, more distant points, and that the 
rates maintained to the higher rated 
intermediate points shall not exceed 
those in effect on like traffic to the same 
points on March 19, 1947, subjected to 
general increases subsequently author- 
ized by the Commission. The examiner 
further found that “all other and further 
relief” sought should be denied. 





































Malt Beverages 


No. 30780, James W. Robertson dba 
Robertson Distributing Co., et al. ¥. 
Frisco Railway. By Examiner Warren 
C. White. Recommends that Commis- 
sion should find inapplicable, assailed 
combination rate of 28 cents a 100 pounds 
on 67 carloads of malt beverages, 
shipped from St. Louis, Mo., to Blythe- 
ville, Ark., between July 31, 1948, and 
September 30, 1950. The examiner als0 
proposed a finding that the applicable 
rates, determined through use of a 
intermediate rule, were 14 cents, 60,00 
minimum and 18 cents, 40,000 minimum, 
plus such general increases author 
December 29, 1948, and subsequent 
thereto as were in effect on dates ? 
movement. Award of reparation recom- 
mended. The examiner said the esséel- 
tial issue was whether or not a rou 
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petween St. Louis and Arbyrd, Mo., by 
way of Blytheville, Ark., might be used 
and that it was a matter of tariff in- 
terpretation. The route to Arbyrd by 
way of Blytheville involved a 9 per cent 
circuity, he said. The circuity involved 
in the proceeding, he said, was not un- 
reasonable and did not prevent applica- 
tion of the intermediate rule. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 


Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 


Packing House Products 


I. and S. M-3854, Meats & Packing 
House Products—Colorado to Ind. & N.Y. 
By Examiner George A. Dahan. Rec- 
ommends finding proposed reduced motor 
common carrier truckload commodity 
rates on a list of packing house products, 
minimum 21,000 pounds, from Pueblo, 
Colo., to Buffalo and Syracuse, N.Y., 
unjust and unreasonable, without preju- 
dice to publication of rates of $2.40 a 100 
pounds, minimum 21,000 pounds, and 
$2.20, minimum 26,000 pounds, from 
Pueblo to Buffalo, and $2.70, minimum 
21,000 pounds, and $2.46, minimum 26,000 
pounds, from Pueblo to Syracuse. The 
rates suspended were published for par- 
ties to a tariff of Rocky Mountain Motor 
Tariff Bureau to become effective Au- 
gust 18, 1951, and suspended on protest 
of railroads in Western Trunk Line Ter- 
ritory until March 18. Present rates: 
$2.40, minimum 25,000 pounds, and $2.20, 
minimum 30,000 pounds, to Buffalo, and 
$2.70, minimum 25,000 pounds, and $2.46, 
minimum 30,00 pounds, to Syracuse. 
Proposed rates: Minimum 21,000 pounds, 
$2.03 to Buffalo, and $2.27 to Syracuse. 
The examiner said earnings under the 
proposed rates appeared very low con- 
sidering the nature of the commodities 
and the type of equipment needed. 


Pulpboard 


I. and S. M-3696, Pulpboard Between 
Elizabeth, N.J., and New York, N.Y. By 
Examiner W. T. Croft. Recommends 
finding proposed reduced motor common 
carrier rate on pulpboard, minimum 5,000 
pounds, between Elizabeth and New York 
not shown to be just and reasonable, and 
ordering cancellation of suspended sched- 
ules and discontinuance. Sharkie’s Truck- 
Ing Service, whose schedules, filed to 
become effective March 19, 1951, were 
suspended until October 18, 1951, on pro- 
test of Middle Atlantic Conference, failed 
to appear at hearing, after special per- 
mission to cancel the proposed schedules 
had been granted, but schedules were not 
cancelled. 


Wire Rope 


I. and S. M-3986, Wire Rope—St Jo- 
Seph, Mo., to Central Territory. By 
Examiner George A. Dahan. Recom- 
mends order requiring caricellation of 
Suspended schedules and discontinuance 


of. proceeding on finding not shown just 
and reasonable, proposed establishment 
of commodity rates on iron or steel wire 
rope or strand, St. Joseph, Mo., to Cin- 
cinnati, O., Detroit, Mich., Charleston, 
W.Va., and Buffalo, N.Y. The examiner 
said there was merit to contentions of 
protestants that the proposed rates were 
non-compensatory; that no competitive 
necessity for the proposal existed; and 
that the respondents had failed to sus- 
tain the burden of proof. He said the 
schedules were filed to become effective 
November 14, 1951, by motor common 
carriers parties to a tariff of the Mid- 
dlewest Motor Freight Bureau. On pro- 
test of railroads operating in Western 
Trunk Line Territory, operation of the 
schedules were suspended until June 14, 
1952, said the examiner. 


Petroleum Products 


I. and S. M-3914, Petroleum Products— 
Denny Motor Freight. By Examiner 
George A. Dahan. Recommends order 
requiring cancellation of suspended 
schedules and discontinuance of proceed- 
ing on finding not justified, schedules 
proposing to establish new and reduced 
truckload commodity minimum rates and 
charges on petroleum products, in con- 
tainers, minimum 20,000 pounds, Law- 
renceville, Ill., to certain points in Ken- 
tucky. The schedules, he said, were filed 
to become effective September 29, 1951, 
by Merle S. Denny, dba Denny Motor 
Freight, and, on joint protest of the 
Louisville & Nashville and the Southern 
railways, operation of the schedules was 
suspended until April 29, 1952. The 
examiner said that Denny was not now 
transporting petroleum products from 
Lawrenceville to the destination points 
and conceded that the proposed mini- 
mum rates were below a minimum rea- 
sonable level. The examiner said the 
respondent had expressed an intention 
to cancel the schedules, but had not 
done so. 


General Commodities 


MC-C-1312, Oregon Draymen & Ware- 
housemen’s Association, Inc. v. Sellwood 
Transfer Co. By Joint board No. 172, 
composed of A. F. Harvey of Oregon. 
Recommends finding that transportation 
by defendant Sellwood Transfer Co., of 
interstate shipments of general com- 
modities, with exceptions, between points 
in Oregon within 3 miles of Portland, 
Ore., including Portland, is within the 
partial exemption of section 203(b) (8) 
of the act, covering transportation within 
a municipal zone, and that the defend- 
ant’s tariff covering this exempt opera- 
tion is improperly on file with the Com- 
mission and should, therefore, be re- 
jected and stricken from the Commis- 
sion’s files. 


Certificates—Licenses—Permits 


Colorado (Denver)—MC-60012, Sub. 30, 
Rio Grande Motor Way, Inc., Extension— 
Alternate Route—U.S. Highway 6. Cer- 
tificate proposed. General commodities, 
with exceptions, between Denver, Colo., 
and junction U.S. highway 6 and US. 
highway 40 about five miles east of Idaho 
Springs, Colo., over U.S. highway 6, as an 
alternate route for operating convenience 
only in connection with regular route 
operations between Denver and Farming- 
ton, N.M., serving no intermediate points, 
and with service at junction U.S. high- 
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way 6 and U.S. highway 40 for purpose 
of joinder only. 


Colorado (Pagosa Springs) —-MC-113233, 
Harvey G. Harris, Common Carrier. Cer- 
tificate proposed. Passengers and their 
baggage, and express, mail, newspapers, 
between Pagosa Springs, Colo., and 
Chama, N.M., and return, over a de- 
scribed route, serving all intermediate 
points. 

Florida (Tampa) — MC-74762, Sub. 6, 
Tamiami Trail Tours, Inc., Extension— 
Flagler Beach, Fla. Certificate proposed. 
General commodities, with exceptions, 
(1) between Fort Myers, Fla., and junc- 
tion Fla. highways 82 and 29, over Fla. 
highway 82, and (2) between Bunnell, 
Fla., and Flagler Beach, Fla., over: Fla. 
highway 11, serving no intermediate 
points, 

Iowa (Des Moines) — MC-53980, Sub. 
11, Des Moines Transportation Co., Inc., 
Extension—Alternate Route—U.S. High- 
way 69. Certificate proposed. General 
commodities, with exceptions, between 
junction U.S. highway 69 and 18 near 
Garner, Ia., and Albert Lee, Minn., over 
US. highway 69, as an alternate route 
between Des Moines and Minneapolis, 
serving no intermediate points. 

Massachusetts (Boston) — MC-56541, 
Sub. 52, New England Transportation 
Co., Extension—Special Operations- 
Kingston, Mass. Certificate proposed. 
Passengers and their baggage, in special 
operations, consisting of round-trip tours 
beginning and ending at points on pres- 
ently authorized regular routes or at 
points beyond, from April 1 to Novem- 
ber 30 of each year, between named Mass. 
points, over specified routes, and return, 
serving no intermediate points. 

Massachusetts (Cambridge)—MC- 
113083, Timothy Driscoll, Contract Car- 
rier. Permit proposed. Over irregular 
routes, plastic granules, Allyn’s Point, 
Conn., to points in Me., N.H., Vt., Mass., 
R.I., N.Y., N.J., Pa. 

Michigan (Owosso)—MC-50201, Sub. 7, 
Douglas Trucking Lines, Inc., Extension 
—Empty Vehicles. Certificate proposed. 
General commodities, with exceptions, 
between Pontiac, Mich., and junction 
Mich. highway 59 and U.S. highway 23, 
over Mich. highway 59, restricted to 
movement of empty vehicles used in 
conducting operations otherwise author- 
ized. 

Michigan (Detroit) — MC-59336, Sub. 
10, U. S. Truck Co., Inc., Extension—Off- 
Route Point-Michigan. Certificate pro- 
posed. General commodities, with ex- 
ceptions, serving Chrysler Corporation 
plant near Detroit, as off-route point in 
connection with operations to and from 
Detroit. 

Michigan (Grand Rapids) — MC-67818. 
Sub. 42, Michigan Express, Inc., Exten- 
sion—Off-Route Points-Michigan. Cer- 
tificate proposed. General commodities, 
with exceptions, serving Packard Motor 
Car Co. plant north of Utica, Mich., and 
Chrysler Corporation plant about 8 miles 
north of Detroit, Mich., as off-route 
points in connection with operations to 
and from Detroit. 

Michigan (Lansing) — MC-8989, How- 
ard Sober, Inc., Modification of Certifi- 
cate. Amended certificate proposed. Con- 
tinuance in operation, buses, from and to 
points specified in applicant’s certificate. 

Minnesota (St. Cloud) — MC-66788, 
Sub. 16, Raymond Bros. Motor Trans- 
portation, Inc., Extension — Alternate 
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Route — Minn. Highway 152. Certificate 
proposed. General commodities, with 
exceptions, between Minneapolis, Minn., 
and St. Cloud, Minn., over Minn. high- 
way 152, as an alternate route, serving 
no intermediate points. 


Minnesota (St. Paul)—MC-28572, Sub. 
3, Great Northern Railway Co., Exten- 
sion—Havre, Mont. Certificate proposed. 
Passengers, baggage, mail, newspapers, 
and express, in the same vehicle with 
passengers and in separate vehicles, over 
a regular route between Great Falls and 
Havre, Mont., serving all intermediate 
points, with the usual conditions. 


Minnesota (St. Paul) —MC-76266, Sub. 
74, Merchants Motor Freight, Inc., Ex- 
tension—Olivette, Mo. Certificate pro- 
posed. General commodities, except ex- 
plosives, serving Olivette, Mo., as an off- 
route point in connection with otherwise 
authorized regular route operations to 
and from St. Louis, Mo. 


New Jersey (Jersey City) — MC-40872, 
Sub. 7, Storch Trucking Co., Inc., Ex- 
tension—Liquid Commodities. Denial of 
permit proposed. Liquids, in bulk, in 
tank vehicles, with exceptions, between 
points in N.Y. and N.J. within 50 miles 
of New York City, on the one hand, and, 
on the other, points in N.J., N.Y., Conn., 
Mass., Del., Pa., Md., Va., and D.C., over 
irregular routes. 

New York (New York) — MC-66552, 
Sub. 1110, Railway Express Agency, Inc., 
Extension—East Palestine, O. Certifi- 
cate proposed. General commodities, 
moving in express service, over a regular 
route between Canton and East Pales- 
tine, O., serving certain intermediate 
points, with usual conditions. 

New York (New York) — MC-66562, 
Sub. 1100, Railway Express Agency, Inc., 
Extension—Mooresville, N.C. Certificate 
proposed. General commodities, moving 
in express service, between Charlotte, 
N.C., and Mooresville, N.C., over US. 
highway 21, serving intermediaie points 
Huntersville, Cornelius and Davidson, 
N.C., with usual conditions. 

New York (Westbury, Long Island)— 
MC-102917, Sub. 4, Frank W. Van Wag- 
ner, Jr., Extension—18 States. Certif- 
icate proposed. Horses (other than or- 
dinary), equipment and paraphernalia 
incidental to the transportation, care, 
and display of such horses, and personal 
effects of their attendants, trainers, or 
exhibitors, between points in N.Y., with 
exceptions, on one hand, and, on other, 
points in O., Ind., Ill, N.C., S.C., over 
irregular routes. 

Ohio (Columbus) — MC-44447, Sub. 
7 Suburban Motor Freight, Inc., Extension 
—Off-Route Points-Michigan. Cer- 
tificate proposed. General commodities, 
with exceptions, serving Packard Motor 
Car. Co. plant near Utica, Mich., and 
Chrysler jet engine plant on Mich. high- 
way 53 about 8 miles north of Detroit, 
as off-route points in connection with 
operations to and from Detroit. 

Ohio (Hamilton) — MC-51255, Sub. 7, 
Haeckl’s Express, Inc., Extension— 
Atomic Energy Project, Fernald Area, O. 
Certificate proposed. General commodi- 
ties, with exceptions, serving U.S. atomic 
energy project located near Venice, O., 
in the Fernald, O., area, as an off-route 
point in connection with operations to 
and from Cincinnati, O. 

Ohio (Tiffin) — MC-177404, Sub. 2, 
Mohawk Motor Inc., Extension—Off- 
Route Points-Michigan. Certificate pro- 





posed. General commodities, with ex- 
ceptions, serving Packard Motor Car Co. 
plant near Utica, Mich., and Chrysler 
jet engine plant on Mich. highway 53 
about 8 miles north of Detroit, Mich., 
as off-route points in connection with 
operations to and from Detroit. 

Oregon (Portland)—MC-42487, Sub. 
251, Consolidated Freightways, Inc., Ex- 
tension—Alternate Route-U.S. Highway 
30. Certificate proposed. General com- 
modities, with exception, between Chi- 
cago, Ill., and Blairsburg, Ia., over an 
alternate route, serving no intermediate 
points. 

Texas (Dallas)—-MC-107586, Sub. 10, 
Continental Bus System, Inc., Extension 
—U.S. Highway 75 Cut-Off. Certificate 
proposed. Passengers and their baggage, 
and express, mail, newspapers, between 
the northern and southern junctions of 
US. highway 75 and US. highway 175 
cut-off just north of Houston, Tex., over 
US. highway 75 cut-off, as an alternate 
route for operating convenience only, in 
connection with applicant’s otherwise 
authorized regular route operations to 
and from Houston, serving no interme- 
diate points. 

Texas (Dallas)—-MC-107586, Sub. 11, 
Continental Bus System, Inc., Extension 
—State Farm Road 632. Certificate pro- 
posed. Passengers and their baggage, 
and express, mail, newspapers, between 
Aransas Pass, Tex., and Gregory, Tex., 
over Tex. state farm road 632, serving 
all intermediate points. 

Texas (Del Rio)—MC-11603, Sub. 3, 
F. A. and Gladys C. Bassg, Extension— 
San Antonio, Tex., Commercial Zone. 
Certificate proposed. General commod- 
ities, with exceptions, serving points in 
the San. Antonio commercial zone as in- 
termediate and off-route points in con- 
nection with operations to and from San 
Antonio. 

Texas (San Antonio)—-MC-340, Sub. 7, 
J. L. Querner, dba J. L. Querner Truck 
Line, Extension—Frozen Foods. Denial 
of certificate proposed. Frozen foods 
and other commodities requiring tem- 
perature control, between points in Tex., 
La., and Okla., and between points in 
those states, on the one hand, and, on the 
other, points in 16 other states. 

Vermont (St. Johnsbury)—MC-108473, 
Sub. 4, St. Johnsbury Trucking Co., Inc., 
Extension—Rouses Point, N.Y. Denial of 
certificate proposed. General commodi- 
ties, with exceptions, serving township of 
Champlain, N.Y., and communities con- 
tained therein, including Rouses Point, 
N.Y., as off-route points in connection 
with applicant’s regular route operations 
between Richford, Vt., and Boston, Mass., 
with service restricted to transportation 
of international traffic. 

West Virginia (Charleston) — MC- 
1504, Sub. 112, Atlantic Greyhound Cor- 
poration, Extension—Relocated US. 
Highway 21. Certificate proposed. Pas- 
sengers and their baggage, express, mail, 
and newspapers, between Ripley and 


Fairplain, W.Va., over relocated USS. 
highway 21, serving all intermediate 
points. 


West Virginia (Charleston) — MC- 
1504, Sub. 110, Atlantic Greyhound Cor- 
poration, Extension—West Virginia 
Highway 17. Certificate proposed. Pas- 
sengers and their baggage, express, mail, 
and newspapers, between junction US. 
highway 60 and W.Va highway 17 and 
Point Pleasant, W.Va., over a specified 
route and return, serving all intermedi- 
ate points. 

West Virginia (Huntington) — MC- 
93003, Sub. 15, Carroll Trucking Co., In- 
terpretation of Certificates, embracing 
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Sub. 21, Same, Extension—Channels. 
Denial of certificate proposed in Mc. 
93003, Sub. 21, steel channels, from Hunt- 
ington to points in N.C., Va., Tenn., Ky, 
O., and points in a described Pa. area, 
over irregular routes. On further hear- 
ing in MC-93003, Sub. 15, certificate au- 
thorizing transportation of structural] 
steel found to include authority to trans- 
port steel channels, regardless of type of 
business of consignee. Prior report 52 
M.C.C. 178. 


Ship Companies Answer Rail 
Exceptions on Ocean-Rail 


Class Rate Differentials 


Steamship companies, replying to 
exceptions filed by the railroads to 
proposals of two Commission ex- 
aminers that present differentials 
should be preserved in ocean-rail 
class rates, assert that the railroad 
exceptions rest on unsound principles 
of rate making and cannot be ac- 
cepted. 


The railroads set out nine exceptions 
to the recommendations and conclusions 
of Examiners Myron Witters and Marion 
L. Boat, in No. 28300, Class Rate Inves- 
tigation, 1939—Ocean-Rail Rates, assert- 
ing that the decisive factor adopted by 
the examiners—using the present volume 
of rail-ocean traffic as indicating the 
reasonableness of the present differen- 
tials—was an improper ground for the 
decision (T.W., March 8, p. 41). 

Newtex Steamship Corporation, Pan- 
Atlantic Steamship Corporation, and 
Seatrain Lines, Inc., in their reply to 
the railroad exceptions, said that the 
exceptions were “unsupported by the rec- 
ord or rest upon unsound principles of 
rate-making and cannot be accepted.” 
They added that “the examiners’ report, 
with the slight clarification and modifi- 
cation herein suggested, should be ap- 
proved. The report correctly states the 
evidence of record and correctly applies 
the applicable provisions of the act and 
gives effect to the policy of Congress 
which those provisions were enacted to 
carry out.” 

The steamship companies asserted that 
the railroad exceptions contained three 
“fundamental contentions”, namely: “(a) 
That the rates over the ocean-rail routes 
should be no lower than over the all-rail 
routes; (b) the erroneous premise that 
the cost of transportation over the 
ocean-rail routes is greater than over 
the all-rail routes; and (c) that the 
railroads are asked to accept unreason~- 
ably reduced revenues out of the joint 
rates.” 

The water carriers asserted that the 
contention that ocean-rail rates should 
be not less than all-rail rates, if accepted, 
would “effectively stifle and destroy the 
water services,” as the true charges of 
the shipper over the ocean-rail routes 
consisted not only of the ocean-rail 1 ates, 
but also of the additional and substan- 
tial terminal and accessorial charges 
borne by the shipper. 

The railroads had failed in their effort 
to prove that the cost of transportation 
over the ocean-rail routes was greater 
than over the all-rail routes, the st:2™- 
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ship companies asserted, adding that the 
examiners had found the cost showing 
made by the railroads to be unrepre- 
sentative “and subject to vitiating in- 
firmities.” 

As to the allegation that the railroads 
were asked to accept less than fair reve- 
nues for their part of the service, the 
steamship companies asserted that the 
contention rested largely on the cost 
showing made by the railroads, and also 
on the contention that the railroads were 
entitled to divisions equal to their local 
rates. The issue of divisions was to be 
determined later by agreement of the 
carriers, or in Commission proceedings, 
said the water carriers, adding that it 
could not be assumed that the railroads 
would receive inadequate revenues for 
their part of the transportation over 
ocean-rail routes. 


Newtex, Pan-Atlantic, and Seatrain, 
have also petitioned the Commission in 
No. 28300 for an interim decision and 
order. They said that serious injury 
would be done the coastwise water serv- 
ice unless the ocean-rail class rates were 
revised effective May 30, contem- 
poraneously with the effectiveness of the 
revised all-rail rate structure. 

Should the Commission be unable to 
issue its final decision within the’ time 
available to accomplish that revision, 
they asserted, “grave harm to the water 
services should be avoided by the main- 
tenance of the status quo pending final 
decision.” This, the steamship lines said, 
could be accomplished by the issuance, 
on or before March 31, of an interim 
decision and order on the basis rec- 
ommended by the examiners. 


.C.C. Shifts Chicago 
Hearing on Rule 34 


The Commission has issued a notice 
that hearing in Chicago, September 9, 
in No. 30280, Rule 34 of Consolidated 
Freight Classification No. 18, originally 
scheduled to be held in the Morrison 
Hotel, will be held instead in Room 852, 
U.S. Customs House, 610 Canal St. 

The proceeding is an investigation in- 
stituted by the Commission in 1949 into 
the provisions of Rule 34, particularly 
those which provided for a graduated 
scale of the minimum carload weights 
for both open and closed cars. 

One hearing has been held in the pro- 
ceeding, at Portland, Ore., in November 
of 1949. At that hearing Examiner 
Myron Witters, after discussion concern- 
ing the scope of the investigation, said 
he thought the order of investigation 
pretty clearly defined the issues, “that 
the graduated scales should be more 
related to the loading capacity of the 
car, either on a cubical capacity basis 
or on a length or square footage area 
of the floor space of the car.” He added 
that it would embrace any reasonable 
relationship between the graduated 
scale and the carrying capacity of the 
car, whether related to cubical capacity 
or square footage of the car. 

A hearing scheduled for July, 1950, was 
indefinitely postponed at the request of 
the railroads, then busy with hearings 
on the Uniform Classification, and with 
proceedings involving a claim for rep- 
arations by the government on war- 
time shipments. The railroads also in- 
dicated they thought there should be a 
traffic study made. 

In September, 1951, the Commission 
asked counsel for the railroads when 
the traffic study would be completed, 
but no reply from the railroads appears 
in the Commission’s docket, which shows 
that the next steps were the assigning 
of the proceeding for hearing in Chi- 
cago September 9, and, later, the afore- 
mentioned change in the location of that 
hearing. 


Norfolk Southern Practices 


At the request of certain of the re- 
Spcndents in No. 30980, Practices of the 


Novfolk Southern Railway Co. and Nor-. 


folx Southern Bus Corporation, the Com- 


mission, by Commissioner Rogers, has 
issued an order cancelling a hearing 
assigned at Washington, D.C., March 24, 
and reassigning the proceeding for hear- 
ing before Examiner O. L. Mohundro on 
April 22, at Washington. 

The proceeding is an investigation, in- 
stituted by the Commission, on its own 
motion, into the “management, account- 
ing, financial and other practices” of the 
railway and the bus corporation (T.W., 
Jan. 26, p. 41). 

The Commission was asked to postpone 
the March 24 hearing because, the re- 
spondent petitioners said, they had been 
busy with other matters, such as income 
tax, the St. Lawrence Seaway legisla- 
tion, and mine safety. 


1.C.C. Issues List of 


Its Hearing Examiners 


From time to time, the Commission has 
been asked whether particular examiners 
have been designated as hearing exam- 
iners under section 11 of the adminis- 
trative procedure act and requests have 
been made for lists of hearing examiners. 

The following list of examiners of the 
Commission who have been designated 
as hearing examiners under the admin- 
istrative procedure act, has been released 
by the Commission: 


Bureau of Finance 


Paul C. Albus, Hyman J. Blond, John 
L. Bradford, Timothy M. Cremins, Lu- 
cian Jordan, Homer H. Kirby, Jerome K. 
Lyle, Alva G. Nye. 

John S. Prichard, Robt. Romero, Wil- 
liam J. Schutrumpf, Harvey H. Wilkinson, 
Otis L. Mohundro, Charles E. Morgan, 
Frank E. Mullen, Aubrey T. Palmer, 
Thomas E. Pyne, Claude A. Rice, Arnold 
J. Roth, John A. Russell, J. Edgar Snider, 
William J. Sweeney, Jr., George B. Van- 
diver, Martin J. Walsh, Andrew C. Wil- 
kins and Myron Witters. 


Bureau of Formal Cases 


Oren G. Barber, Marion L. Boat, Ed- 
ward L. Boisseree, Walter T. Cantrell, 
Paul O. Carter, Alvin L. Corbin, Sam- 
uel R. Diamondson, Lyman H. Dish- 
man, Lawrence B. Dunn, Burton Fuller, 
Charles W. Griffin, Edward L. Glenn, 
Clarence K. Glover, Charles B. Gray, 
George J. Hall, Otto A. Hanson, Howard 
Hosmer, Edward J. Hoy, Morris H. 
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Konigsberg, Walter D. McCloud, John 
P. McGrath and Arthur R. Mackley. 

Harold W. Angle, Stephen A. Aplin, 
Charles W. Bennett, Allan F. Borroughs, 
Harold P. Boss, R. Edwin Brady, C. Evans 
Brooks, Bruce W. Card, T. Kinsey Car- 
penter, James I. Carr, William J. Cave, 
James C. Cheseldine, Francis A. Clifford, 
Hobart C. Clough, Gerald F. Colfer, John 
F. Collins, Michael T. Corcoran, Fabian 
C. Cox, Paul Coyle, William T. Croft, 
Philip N. Crowley, Leo W. Cunningham, 
George A. Dahan, Michael B. Driscoll, 
Curtis R. Englehart, Isadore Freidson, 
James H. Gaffney, Allen W. Hagerty, 
Herbert L. Hanback, Reece Harrison, Al- 
fred B. Hurley, Lucian A. Jackson, Robert 
A. Joyner, Leonard J. Kassel, Thomas F. 
Kilroy, Edward E. Kobernusz, Henry C. 
Lawton, Walter R. Lee, F. Roy Linn. 

John P. McCarthy, Elden J. Miller, 
Robert H. Murphy, Mack Myers, Tobias 
Naftalin, Thomas J. Patrick, Levi M. 
Pettis, Irving J. Raley, Warder Rannells, 
Leo A. Riegel, Charles H. Riegner, Rich- 
ard H. Roberts, Dallas B. Russell. 

Frank R. Saltzman, Alvin H. Schut- 
rumpf, Harold L. B. Seaman, Clarence 
E. Simmons, Alton R. Smith, James L. 
Smith, Bertram E. Stillwell, Donald R. 
Sutherland, William R. Tyers, Lawrence 
A. Van Dyke, Jr., David Waters, James 
J. Williams, Melvin L. Winson, Richard 
Yardley and Joseph M. Zurlo. 


STATE ACTION 


California Express Increase 


The California Commission has 
granted the Railway. Express Agency, 
Inc., an increase in intrastate express 
rates to bring them up to the level of 
the interstate rates authorized by the 
Interstate Commerce Commission in its 
order of October 23, 1951, in Ex Parte 
177, according to the National Associa- 
tion of Railroad and Utilities Commis- 
sioners, Washington, D.C. 

The order of the California body, the 
N.A.R.U.C. stated in a bulletin to mem- 
ber commissions, contained the follow- 
ing “interesting” provision: 

“It is hereby further ordered that the 
authority herein granted is subject to 
the express condition that applicant will 
never urge before this commission in any 
proceeding under sec. 734 of the public 
utilities code, or in any other proceeding, 
that the opinion and order herein con- 
stitute a finding of fact of the reason- 
ableness of any particular rate or charge, 
and that the filing of rates and charges 
pursuant to the authority herein granted 
will be construed as consent to this con- 
dition.” 

a ok a 

Steam locomotives are classified by 
their wheel arrangement, a 2-4-2 loco- 
motive, for instance, indicating the num- 
ber of small wheels on the front axle or 
truck, the second number indicating the 
number of driving wheels and the third 
number indicating the number of small 
trailing wheels which support the rear 
of the locomotive. 


a X a 


A 30-track classification yard, to expe- 
dite coal dumpings into vessels, is under 
construction at a cost of more than a 
million dollars by the Norfolk & Western 
Railway. at its Lamberts Point piers at 
Norfolk, Va. — 




































































































































Second Quarter Material 


Allotments Increased 


Increased allotments of controlled ma- 
terials for second quarter production of 
passenger automobiles, commercial 
trucks, freight cars and locomotives have 
been announced by Defense Production 
Administrator Manly Fleischmann. 


Material was allocated to the N.P.A. 
railroad equipment division for the pro- 
duction of an additional 3,000 freight 
cars during the second quarter, and the 
industry was given permission to produce 
up to 4,000 additional cars if it could 
do so by stretching materials through 
conservation measures and use of in- 
ventory. The previous level authorized 
for the second quarter was 18,000 cars. 


Material was provided to the industry 
for the production of 100 additional 
locomotives, with authorization to pro- 
duce 50 more if the industry was able to 
do so through conservation measures 
and the use of inventories. The previous 
allotment for the second quarter was 
for the production of 700 locomotives. 


The authorized production of passen- 
ger automobiles was increased to 1,- 
050,000 units, up to 120,000 from the pre- 
viously announced level, and steel, cop- 
per products and aluminum was al- 
located to the National Production Au- 
thority’s Motor Vehicle Division to as- 
sist the industry in reaching a level of 
1,000,000 cars. The industry was au- 
thorized to produce the additional 50,- 
000 cars if it was able to do so through 
conservation measures to stretch avail- 
able materials, and through use of ma- 
terial held in inventory. 

The D.P.A. also allocated material to 
the N.P.A. for 30,000 more commercial 
trucks in the second quarter, to a unit 
ceiling of 250,000. 





N.S.A. Sets New Grain 


Rates, U.S. to Eire 


The National Shipping Authority has 
issued its order No. 60 (DRO-39) setting 
forth freight rates and charter terms 
and conditions required under “War- 
shipvoy” form of charter as revised Au- 
gust 15, 1944, on heavy grain to Eire. 

The order authorized freight rates and 
charter terms and conditions for the 
transportation of full cargoes of heavy 
grain, ie., wheat, corn or rye, in bulk, 
under “Warshipvoy” form of charter as 
revised in vessels operated for account of 
the N.S.A., from one Atlantic, Gulf or 
Pacific Coast port of the United States 
to a port of discharge in Eire, effective 
on vessels commencing to load on and 
after February 15. 

The instant order supersedes N.S.A. 
order No. 25 (DRO-20) published June 1, 
1951. 

The rates, in U.S. currency “per ton” of 
2,240 pounds, were as follows: From US. 
Atlantic ports, $12.85; from U.S. Gulf 
ports, $14.35; from U.S. Pacific ports, 
$18.85. 
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It also provided that, for more than 
one port of loading or discharge, within 
the same general area or range, 50 cents 
U.S. currency a ton was to be added for 
each such additional port, the total rate 
thus formed to apply on the entire cargo. 
The order said that cargoes for more than 
one port of loading or discharge should 
be subject to negotiation and mutual 
agreement between the owners and ohar- 
terers. 


Strapping Group Asks 
N.P.A. to Revoke Order 


The steel strapping manufacturers in- 
dustry advisory committee urged the Na- 
tional Production Authority, at a meet- 
ing in Washington, to revoke immediately 
steel strapping order M-59, in spite of 
the reluctance of the N.P.A. to do so 
because of a threatened strike in the 
steel industry, which the agency said 
might affect the amount of steel avail- 
able for the manufacture of strapping. 

The order was issued May 1, 1951, to 
conserve supplies of steel strapping for 
the defense program and essential civil- 
ian needs. It lists acceptable uses for 
strapping, and limits inventories. 

The N.P.A. favored retention of the 
order so that steel strapping could be 
placed under allocation should a work 
stoppage develop in the steel industry. 
If such a stoppage did not develop, said 
the N.P.A., it would seriously consider 
revoking the order. 

Committee members pointed out that 
about 40 per cent of all the strapping 
produced was used by steel mills for 
binding metal products. 

The N.P.A. asserted that, if the order 
was revoked, the 45-day inventory limi- 
tation in N.P.A. regulation No. 1 would 
remain in effect. The agency said it 
was considering a provision whereby a 
manufacturer who customarily purchased 
volume lots of strapping would be per- 
mitted to continue on the same basis. 

It said the industry had been allotted 
carbon steel at about 110,000 tons a 
quarter, and that the necessity of allocat- 
ing steel to the industry at this rate 
was recognized and would, in the opin- 
ion of N.P.A. officials, continue at that 
rate whether order M-59 was revoked 
or not. 





Ireland Replaces Butler in 


Defense Air Transport Post 


Secretary of Commerce Sawyer has 
announced appointment of Ray W. Ire- 
land, of Chicago, as acting administra- 
tor of the Defense Air Transportation 
Administration, to succeed Paul Butler 
who is resigning to return to Butler Co. 
and Butler Aviation, Chicago, of which 
he is president. 

Mr. Butler, who has. headed D.A.T.A. 
since November 23, 1951, Secretary Saw- 
yer said, would be available on call as a 
consultant to the organization. 

Mr. Ireland, the new acting adminis- 
trator, is being loaned to the Department 
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of Commerce by United Airlines of which 
he is vice-president. He entered the 
transportation industry with the Erie 
Railroad in Huntington, Ind., in 191], 
From 1913 to 1921 he was division chief 
of the U.S. Army Engineers, stationed in 
Washington, D.C. He also served for five 
years as Secretary of the War Depart- 
ment subcommittee of the House com- 
mittee on appropriations. In 1926 he 
joined National Air Transport, a division 
of United Airlines, to help organize the 
company’s New York, Chicago and 
Dallas operations. Called to active mili- 
tary service in 1942, Mr. Ireland became 
chief of the air division, Transportation 
Corps, services and supplies. When the 
Air Transport Command was created he 
was appointed Assistant Chief of Staff, 
priorities and traffic. He later became 
Deputy Chief of Staff of A.T.C. On his 
release from military service in 1945, he 
became a vice-president of United Air- 
lines. He holds a commission as briga- 
dier general in the U.S. Air Force Re- 
serve. 

Secretary Sawyer paid tribute to both 
Mr. Ireland and Mr. Butler in his an- 
nouncement of the resignation and ap- 
pointment. 





D.T.A. Policy on Transport 


Personnel and Draft Issued 


The Defense Transport Administration 
has announced its issuance of a state- 
ment setting forth the conditions under 
which it can assist in having indispensa- 
ble personnel of the transportation, port 
facilities, and warehousing industries 
deferred or delayed in reporting for 
active military duty. 

The agency said its statement empha- 
sized three points, as follows: 


“1. To qualify for such postponement 
in reporting for military service, an em- 
ploye must not only be engaged in an 
essential activity, as defined by the US 
Department of Commerce (this includes 
transportation and certain allied activi- 
ties), but must also be engaged in a 
critical occupation within that activity, 
as defined by the U.S. Department of 
Labor. 

“2. Delay and deferment—for reserv- 
ists, national guardsmen or selective 
service inductees—means simply a post- 
ponement in reporting, and not an ex- 
emption from active service. 

“3. A normal means provided for han- 
dling such requests (that is, applica- 
tions to local boards, appeal boards, state 
boards, etc.) must be exhausted before 
D.T.A. can support requests for delay 
or deferment of military service for per- 
sonnel in the industries named.” 

These conditions having been met, the 
D.T.A. said, it may then lend its support 
to obtain the deferment or the delay. 

Copies of the D.T.A. statement may be 
obtained by applying to the manpower 
division, Defense Transport Administra- 
tion, Washington 25, D.C. 


Rail Tax Certificates Issued 


Among the 10 largest certificates of 
necessity for accelerated tax amortiza- 
tion issued by the Defense Production 
Administration from February 4 to Feb- 
ruary 16, that agency showed those 1S- 
sued to the Pennsylvania Railroad ©. 
and the Santa Fe. ; 

It said that the Pennsylvania certifi- 
cate represented an investment of $40,- 
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381,000, and the Santa Fe certificate an 
investment of $27,330,000, for railroad 
transportation. The certificates are is- 
sued for that percentage of the total 
investment chargeable to new or ex- 


. 


CIVIL AERONAUTICS 
BOARD NEWS 


C.A.B. Annual Report Says 
Air Transport Industry 
Advanced in All Phases 


The Civil Aeronautics Board has 
made public its annual report, for 
the period July 1, 1950, to June 30, 
1951, to Congress, saying it believes 
that the report “indicates steady 
progress toward the attainment of 
the aims of the civil aeronautics act— 
a sound air transport system.” 


The board said it did not believe that 
the public interest required any substan- 
tial change in the existing statutory 
basis for air transport regulation. How- 
ever, it said, it had found a present need 
for certain legislative actions which, it 
said, would materially assist it in carry- 
ing out the primary functions assigned 
to it by the civil aeronautics act. The 
board continued: 

“These measures include, for example, 
the separation of subsidy from compen- 
satory elements in the air mail payments, 
the power to impose civil penalties in 
economic cases, the authority to grant 
limited exemptions to foreign air car- 
riers, and the power to regulate passen- 
ger and property rates in foreign air 
transportation.” 

A complete listing of its requests for 
action by Congress was set forth in the 
report. In addition to those aforemen- 
tioned, the board made the following rec- 
ommendations: 

“To broaden section 411 to cover unfair 
methods of competition, or unfair or de- 
ceptive practices by ticket agencies and 
other sellers of air transportation, and to 
expand section: 902(d) to include ticket 
agents, thereby making rebate by ticket 
agents a criminal offense. 

“To authorize the board to exempt air 
carriers from filing routine and minor 
contracts. 

“To transfer to the board the authority 
of the Secretary of Commerce under 
section 6(c) of the air commerce act. 

“To authorize the board to detail em- 
ployes at government expense for tech- 
nical training in connection with investi- 
gations of accidents and prevention of 
recurrence. 

“To eliminate multiple and burden- 
some taxation of interstate air carriers 
by the states. 

_“To require board approval of the 
Issuance of air-carrier securities to 
ensure sound capitalization.” 

Charts and tables in the report set 
forth various ‘statistics of the industry. 
On this subject, the board said: 

“The year 1951 found the air trans- 
Port industry experiencing traffic ad- 
vances in all phases of its operations, 
and remaining in a healthy financial 








panded defense facilities, and permit 
amortization of that portion so charge- 
able over a five-year period instead of 
the longer normal period, so that income 
taxes are reduced. 





condition. Passenger traffic increased 
substantially during this year, and cargo 
operations have greatly expanded. 
Larger equipment with greater seating 
capacity, and more efficient scheduling 
of cargo flights have been factors con- 
tributing to the general increase in air- 
line traffic and revenues. High load 
factors indicate an increased demand 
for air transportation, and, with a 
speeded-up economy due to defense 
activities, it is anticipated that the pres- 
ent trend will be continued. 


“The number of communities receiv- 
ing scheduled air service was increased 
during the year, largely through the 
expansion of operations by local service 
carriers.” 


One chart in the report showed traffic 
trends, 1947-1951, of domestic trunk 
lines. Revenue passenger miles rose 
from a little more than 6,000,000,000 at 
the beginning of 1947 to 9,000,000,000 at 
the beginning of 1951. 


Cargo ton-miles, excluding mail, were 
at about 54,000,000 at the beginning of 
1947, and had risen to nearly 175,000,000 
at the beginning of 1951. 

.Local service carriers, on another chart, 
were shown to have increased revenue 
passenger miles from 25,000,000 at the 
beginning of 1947 to nearly 250,000,000 
at the beginning of 1951. For those car- 
riers, cargo ton-miles had increased from 
less than 100,000,000 at the beginning of 
1947 to just a little more than 1,750,000,- 
000 at the beginning of 1951. 

Another chart showed that in the 1950- 
51 period, cargo ton-miles of certificated 
all-cargo carriers had increased from 
about 37,000,000 to about 72,000,000. 


C.A.B. Suspends Rights of 


Large ‘Irregular’ Carrier 


With one of its members dissenting, 
the Civil Aeronautics Board has sus- 
pended, effective March 16, the letter of 
registration of American Air Transport 
and Flight School, Inc., a large irregu- 
lar carrier, with headquarters at Miami 
Springs, Fla. 

Under terms of the board’s order, the 
carrier may continue to conduct air serv- 
ice pursuant to contracts with any de- 
partment of the military establishment 
calling for the provision of air services 
in plane-load capacities, but may not 
serve the general public. The board 
said the suspension was to be effective 
until final disposition of enforcement 
proceedings now pending before the 
board concerning violations of the civil 
aeronautics act and of board regulations 
by American Air Transport. 

The board stated that in November, 
1951, it directed the carrier to show 
cause why its letter of registration should 
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not be revoked for “knowing and willful” 
violations of the act and that the carrier 
had violated provisions of a previous 
cease and desist order, issued early in 
1950, dealing with “similar violations” 
of the act. The board said: 

“American Air Transport’s Contumaci- 
ous disregard of the cease and desist 
order and of the regulations convinces 
us that unless we suspend its letter of 
registration, the carrier will continue 
flagrantly to violate the act. Moreover, 
in view of the carrier’s conduct, our 
failure to suspend at this time would 
encourage similar violations by other 
irregular carriers to the further detri- 
ment of the public interest. This could 
well result in chaotic conditions in air 
transportation.” 

Board member Joseph P. Adams dis- 
sented from the majority decision pri- 
marily, said the board, “on the grounds 
that an immediate suspension of the 
carrier’s letter of registration was not 
required by the public interest.” Mr. 
Adams felt that the broad public interest 
considerations cited by the majority 
should include the carrier’s perfect safety 
record, its transportation of 32,000 pas- 
sengers a year, the lack of evidence indi- 
cating mistreatment of passengers, and, 
said the board, “the disastrous effect of 
an immediate suspension on the carrier’s 
existence.” 





C.A.B. Should Uphold Rule 
Dropping Cartage Charge 


Advances, Says Examiner 


Examiner Barron Fredericks, in a 
proposed report in No. 4850, Local 
Cartage Agreement Case, has recom- 
mended that the Civil Aeronautics 
Board approve an agreement whereby 
certain air carriers serving New York, 
N. Y., Newark, N. J., and Chicago, Il, 
bound themselves not to advance to 
independent truckers charges for 
services rendered in the cartage areas 
of those cities to shippers of air 
freight. 


A tariff amendment made an excep- 
tion to rule 63 of Official Air Freight 
Rules tariff No. 1, C.A.B. No. 1, Emery 
F. Johnson, agent, and was protested by 
Bohrer Air Freight Co., and Airport 
Package Service, Inc. ‘The examiner 
said the protestants described themselves 
as independent cartage operators in the 
New York area specializing in air freight. 
A reply was filed by Air Cargo, Inc., as 
agent for the airlines participating in the 
exception to the rule. 

In his discussion of the amendment to 
the rule, the examiner said that the areas 
affected by the agreement might be 
broadened so as to prohibit, on a nation- 
wide basis, the advancing of cartage 
charges. He also observed that the per- 
missive part of the rule—that the carrier 
might advance cartage and other charges 
—was still in effect nationwide, except 
in the New York and Chicago areas. 

“The prohibition against advancing 
charges will be extended to a new city 
only when there is wholly adequate serv- 
ice by the airline cartage contractor and 
the airlines serving the city perceive they 
are hurt more than they are helped by 
the practice of advancing charges,” said 
Examiner Fredericks. 

The examiner said there were three 
elasses of truckers providing pick-up 
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and delivery service for air freight: The 
airline cartage agent performing the 
service deferred in airline tariffs, the air- 
line being paid; a “house trucker” de- 
scribed as an independent motor carrier 
engaged by a particular shipper under 
a contract for a regular and continuous 
service; and an independent trucker, 
comprising all pick-up and _ delivery 
truckers not falling into either of the 
aforementioned classes. 


Examiner Fredericks said that com- 
puted costs to airlines in making a cash 
advance of a cartage charged, based on 
certain analyses, ranged from 22 cents 
to 63 cents a shipment and that, subject 
to variations among the airlines, they 
had concurred in an estimate that the 
cost to an airline of advancing a cartage 
charge to an independent trucker was 
about 33 cents a shipment. 

The examiner also reviewed certain 
disadvantages occurring when independ- 
ent cartage operators handled shipments. 


Department of Justice 


The Department of Justice, he said, 
argued that, while one person might law- 
fully select those with whom he would 
deal and might refuse to deal with par- 
ticular persons or classes of persons, an 
arrangement by which a number of 
persons bound themselves not to deal 
with a particular class would amount to 
an illegal boycott violative of the anti- 
trust laws. He said that the department 
urged that the agreement amounted to 
a boycott against independent local 
cartage operators. However, said Exam- 
iner Fredericks, it must be kept in mind 
that the agreement did not amount to 
a refusal to deal with the independent 
truckers, and that all the airlines re- 
fused to do was to continue bearing the 
burden and expense of advancing the 
charges of independent truckers. He 
said it had not been shown that any 
principle of anti-trust law or of trans- 
portation law imposed on the airlines an 
obligation to continue to provide the 
service and, until such a principle ap- 
peared, he added, “there is no support 
for the suggestions of monopoly or boy- 
cott, no matter how severe an economic 
effect the refusal to advance charges 
might have on independent truckers.” 


Question of Prejudice 


The examiner also said a question was 
presented as to whether or not the ex- 
ception resulted in undue prejudice to 
shippers in the affected cities, in that 
they would be denied the services of in- 
dependent truckers whereas those serv- 
ices remained available to competing 
shippers in other areas. He continued: 

“The facts of record dispose of this 
question. Even if the prohibition against 
advancing cartage charges were effective 
in New York, shippers will still be equally 
free to call independent truckers rather 
than use the airline cartage agents. 
There is no ground for believing the in- 
dependent truckers will be forced out of 
the air freight cartage business. It is 
true that the shipper will have to pay 
the independent trucker directly for the 
service he has asked the trucker to per- 
form. To the extent that this involves 
expense or inconvenience that does not 
fall on a competitor situated in another 
area, where cartage charges are still ad- 
vanced, the difference is a minor one 
and not in the nature of undue preju- 
dice. It is only one of many differ- 
ences that exist between the cartage 
services available in different airline 
cities. As between cities there is no pat- 
tern of uniformity in these services: the 





rates, the schedules, and other features 
of pickup and delivery services vary from 
point to point as local conditions dictate. 
That the advance of cartage charges 
is available in one city but not in an- 
other amounts to no more than an ad- 
ditional variance responsive to local con- 
ditions. It is significant that not a sin- 
gle shipper protested the tariff exception, 
although some 1,500 shippers are paid 
subscribers to the tariffs (among whom 
are more than 250 shippers in the New 
York-Newark and Chicago areas) and 
although the effect of the exception was 
publicized in several shippers’ trade pa- 
pers.” 





Mail Pay Rates for Two Air 
Lines Determined by C.A.B. 


The Civil Aeronautics Board has fixed 
a final mail rate for Delta Air Lines, and 
issued an order requiring Ozark Airlines 
to show cause why temporary rates pro- 
posed to give it financial relief should 
not be adopted. 

By an order in No. 5146, Delta Air 
Lines, Inc., the board fixed 53 cents a 
mail ton-mile as the rate to be paid 
Delta on and after October 1, 1951, for 
the transportation of mail, the compen- 
sation to be in lieu of, and not in addi- 
tion to, compensation received by the 
carrier for mail service over its entire 
system on and after October 1, 1951. 

By an order in No. 4677, Ozark Airlines, 
Inc., the board fixed a lump sum of 
$1,920,124 for the period March 1, 1951, 
through February 29, 1952, and a base 
rate of 80 cents an airplane mile for 
the period March 1, 1952, to June 30, 1952, 
and of 65 cents on and after July 1, 
1952. The rates apply over the carrier’s 
entire system. 

The board said that Ozark’s current 
temporary rate was inadequate to pre- 
vent impairment of its working capital 
and to meet its break-even need, and 
that final rates of» mail compensation 
could not be established in time to pro- 
vide the immediate relief required. : 


High Air Fares Suspended 


The Civil Aeronautics Board has is- 
sued an order suspending and placing 
under investigation increased air pas- 
senger fares published by Western Air 
Lines, Inc., between points in Montana, 
Utah, Idaho, Wyoming, Nevada, and 
California, and between named points 
in Alberta, Canada, and points in Utah, 
Montana, Idaho, Nevada, and California. 

The order was issued in No. 5462, West- 
ern Air Lines, Inc. It suspends the in- 
volved tariff to and including June 4. 

The board said it appeared the fares 
might be unlawful and adverse to the 
public interest for the reasons, among 
others, (a) that the average fares on 
Western’s system were higher than the 
average for the industry; (b) that cer- 
tain fares proposed to be increased were 
substantially higher than the industry 
level; and (c) that Western’s increased 
operating revenues had exceeded its in- 
creased operating costs, thereby increas- 
ing its net operating profit. 





Wisconsin Central Mail Pay 

On a finding that the carrier in No. 
4999, Wisconsin Central Airlines, Inc., 
has been sustaining operating losses 
under presently effective temporary mail 
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rates, the Civil Aeronautics Board has 
issued an order requiring the carrier to 
show cause why the following temporary 
compensation and rates should not be 
fixed as reasonable: 

For the period June 14, 1951, through 
February 29, 1952, the sum of $869,281, 
and a base rate of 56 cents a mile, under 
a sliding scale of base mileages, on and 
after March 1. 

The aforementioned rates were to be 
inclusive of and not in addition to mai] 
compensation heretofore received by the 
carrier. 

The board said Wisconsin Central’s 
reported data indicated that unless the 
mail rates were immediately increased, 
the carrier’s presently critical financia] 
condition would be further impaired. 


FMB NEWS 
RA SURRERS | 9 rece NE RARE 


A.P.L. Round-the-World 
Service Charter Approved 


The Federal Maritime Board has cer- 
tified to the Secretary of Commerce, in 
M-51, American President Lines, Ltd. 
need for the bareboat charter of one 
Victory-type government-owned vessel 
for use in the applicant’s round-the- 
world service. 

The board said its ruling was confined 
to the one vessel, but observed that the 
application was part of a larger plan 
involving another application for bare- 
boat charter of three government-owned 
vessels for employment in its Atlantic 
Straits service, to include the vessel con- 
sidered in M-51. The intention of the 
applicant, the board said, was to operate 
its owned vessels in its subsidized round- 
the-world service, pursuant to a ruling 
of the board that chartered vessels 
should not be employed on subsidized 
services when owned vessels were being 
operated on an unsubsidized route. 

The board also said that the charter 
should not include the privilege of calls 
at ports in the Dutch East Indies (In- 
donesia) because of insufficient showing 
of inadequacy for that segment of the 
service, because applicant had not served 
Indonesia in its round-the-world service 
for at least two years, and because it 
had an application pending which, if 
successful, would provide an additional 
vessel for its Atlantic Straits service 
which included as one of its principal 
objectives, service between ports on the 
east and west coasts of the United States 
and Indonesia. 


M.A. Reviews lts 1951 


Third Quarter Activities 


Reporting on its third quarter, 1951, 
activities under continuing authority to 
maintain the national defense reserve 
fleet and to charter government-owned 
vessels, as conferred on it by the mer- 
chant ship sales act of 1946, the Mari- 
time Administration said: 

“Under this authority, there were on 
December 31, 1951, 198 war-built vessels 
under charter, a decrease of five from 
the number under charter at the end 
of the previous quarter. Vessels in tne 
reserve fleets totaled 1,465 at the end of 
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the quarter, a decrease of 155 from the 
number in reserve at the beginning of 
the quarter. The majority of vessels 
withdrawn from reserve were placed 
under general agency operation for use 
in military and foreign aid programs.” 

The M.A. said that there were 217 ves- 
sels under bareboat charter or allocated 
for charter on December 31, 1951, under 
all authorities of law. That, it said, was 
a decrease of six from the September 
30, 1951, total. The M.A. continued: 

“Of this total, 198 were war-built 
vessels chartered under the provisions 
of the merchant ship sales act of 1946, 
as amended; five under the merchant 
marine act, 1936 (three prewar passen- 
ger vessels; the post-war-built cargo 
vessels “Schuyler Otis Bland,” and one 
Great Lakes ore carrier); six under pub- 
lic law 101 of the 77th Congress (five 
Great Lakes vessels and one ferry); 
and eight under the Philippine rehabili- 
tation act (public law 370, 79th Con- 
gress).” 

As to its authority to sell war-built 
vessels under the 1946 act, the M.A. 
said that, at the expiration of the sales 
authority on January 15, 1951, there had 
been sold 1,956 such vessels, 843 to U.S. 
flag operators, and 1,113 to foreign-flag 
operators. 

In a review of mortgage sales to non- 
citizens, the M.A. said that, in the third 
1951 quarter an additional $5,862,000 in 
principal and $1,721,888 in interest had 
been collected. It said that the total 
of outstanding mortgage obligations on 
December 31, 1951, was $154,725,399. 

In that quarter, said the M.A., the 
State Department was requested to ad- 
vise the American Embassy to bring for- 
mally to the attention of a foreign gov- 
ernment that its mortgage obligation to 
the United States was not current. The 
account was brought to a current status, 
the M.A. added. 


F.M.B. Orders More Free 
Time for Truck Cargo on 


Philadelphia Rail Piers 


The Federal Maritime Board has 
found unreasonable an allowance of 
two days’ free time for inbound and 
outbound cargo handled over rail- 
toad piers at Philadelphia by truck, 
compared with five days‘ free time 
for inbound and outbound cargo han- 
dled by rail. 


By a report and order in No. 700, Penn- 
sylvania Motor Truck Association, et al. 
V. Philadelphia Piers, Inc., et al., the 
hoard required the respondent railroad 
companies, operating the piers, to mod- 
ify their tariff regulations to allow not 
less than the five days’ free time. Named 
Tespondents were the Pennsylvania Rail- 
toad, Reading Co., and Baltimore & Ohio 
Railroad. . 

The board also concluded that any 
Storage charges on truck cargo brought 
to respondents’ piers at Philadelphia for 
shipment by water carrier, when deliv- 
ered to the piers in accordance with in- 
structions from the water carrier, should 
be charged against the water carrier and 
hot against the shipper of such cargo, 
unless unforeseen causes beyond the con- 
trol of the water carrier delayed the 
loading of such cargo, and the water 
Carrier notified the shipper to remove 


such cargo or be responsible for further 
storage charges. 

The board followed its examiner, who 
made no recommendation for a finding 
of unjust discrimination on account of 
the difference in free time allowed to 
rail cargo and truck cargo, and agreed 
that, on the record, a case of unjust 
discrimination was not made out. The 
board said the complainant truck opera- 
tors serviced only customers in the Phila- 
delphia area, and that rail cargo to and 
from that area like truck cargo under 
present tariffs was allowed two days’ 
free time. Rail cargo entitled to more 
than two days’ free time was solely that 
shipped away from Philadelphia, the 
board said, adding that this was not 
competitive with the local truck cargo 
which the complainants carried, and 
which was the only truck cargo men- 
tioned in the proceedings. 


Ocean Forwarder Control 


The Secretary of Commerce has made 
the following twenty-first report to Con- 
gress of action taken in connection with 
freight forwarders by the Maritime Ad- 
ministration under section 217 of the 
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merchant marine act of 1936, as 


amended: 


“This twenty-first report to Congress 
is filed pursuant to the above-mentioned 
statute and is a consolidated report cov- 
ering the periods May 1 through August 
31, 1951, and September 1 through De- 
cember 31, 1951. 

“A minimum of administrative activity 
was performed under this legislation 
during the above-mentioned periods. This 
is due in part to the fact that the ma- 
jority of freight forwarders have been 
registered heretofore. Additionally, in 
view of the expanded overseas export 
programs currently in progress, for- 
warders are apparently experiencing little 
difficulty at this time in obtaining ex- 
port shipments, either government con- 
trolled or of commercial origin. 

“Our prior comments as to the in- 
adequacy for administration of section 
217, which was enacted for World War 
II purposes, are still pertinent (see the 
Maritime Administration’s nineteenth 
and twentieth reports). 

“During the two periods herein re- 
viewed twenty new forwarders were 
registered pursuant to general order 70 
and two firms were deleted at their own 
request.” 


COURT NEWS 





Supreme Court Upholds Lower Court's Ban 
On ‘Dual Rates’ of Two Ship Conferences 


Decision Permanently Enjoining Use of Exclusive-Patronage-Rate 
System by Atlantic Steamship Conferences Affirmed. In Opinion in 
Another Ship Conference Case, Court Requires Maritime Board. Action. 


By a “per curiam” decision in two 
cases bringing before it questions as 
to legality of the so-called dual rate 
system of two north Atlantic steam- 
ship conferences, the Supreme Court 
of the United States on March 10 af- 
firmed the judgment of the federal 
district court for the southern New 
York district and thereby left in 
effect the permanent injunction the 
district court had issued against use 
of the dual rate system by the ship 
conferences (T.W., Oct. 13, 1951, 
p. 61). 

The Supreme Court’s “per curiam” 
decision was entered in No. 134, A/S J. 
Ludwig Mowinckels Rederi et al., appel- 
lants, v. Isbrandtsen Co., Inc.,. and 
United States of America, and No. 135, 
Federal Maritime Board, appellant, v. 
United States. The court disposed of 
those cases by saying: 

“The judgment is affirmed. by an 
equally divided court. Mr. Justice. Black 
took no part in the consideration or de- 
cision of these cases. 

Another steamship conference rate 
case, involving issues similar to those ‘in 


Nos. 134 and 135, was the subject of an 
opinion written for the majority of the 
Supreme Court by Justice Frankfurter, 
and of a dissenting opinion written by 
Justice Douglas, with Justice Black con- 
curring. This case, on the Supreme 
Court’s “miscellaneous” docket, was 
identified as No. 15, Misc., Far East Con- 
ference, United States Lines Co., States 
Marine Corporation et al., petitioner, v. 
The United States of America and Fed- 
eral Maritime Board. 

The petitioners in No. 15, Misc., sought 
review of a ruling by the federal district 
court for the New Jersey district deny- 
ing a motion by the Far East Conference, 
in which the Federal Maritime Board 
joined, for dismissal of the complaint 
by the federal government (through the 
Department of Justice) alleging illegality 
of the dual rate system of the confer- 
ence. As ground for dismissal, the con- 
ference contended that resort must first 
be had to the Federal Maritime Board 
before a district court could adjudicate 
the government’s complaint. The ma- 
jority of the U.S. Supreme Court re- 
versed the district court, saying, in effect, 
that the proper procedure was to bring 
the case before the F.M.B. before bring- 
ing it.to a federal court, . 


The litigation in Nos. 134 and 135 arose 
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out of the filing of suits by Isbrandtsen 
Co. in the fall of 1948 against the North 
Atlantic Continental Freight Conference, 
operating eastbound ship services across 
the Atlantic, and the Continental North 
Atlantic Westbound Freight Conference, 
and the steamship lines that were mem- 
bers of those conferences. The Depart- 
ment of Justice and the Department of 
Agriculture intervened in support of the 
plaintiff, who contended that the con- 
ferences and their members violated sec- 
tions 1 and 2 of the Sherman anti-trust 
law by employing a “contract/non-con- 
tract” rate system. Under that arrange- 
ment, Isbrandtsen said, shippers who did 
not sign exclusive contracts with the con- 
ferences paid non-contract rates that 
exceeded the contract rates by about 50 
per cent. Isbrandtsen styled itself an 
“independent” ship line, not a member 
of a ship conference. The Isbrandtsen 
complaint was referred by the district 
court to the Maritime Commission (sub- 
sequently succeeded by the Federal Mari- 
time Board) for decision of certain issues 
raised in the court proceeding. The 
F.M.B. decision was adverse to Isbrandt- 
sen, which then obtained from the dis- 
trict court the permanent injunction that 
the Supreme Court on March 10 refused 
to dissolve. 


Text of Opinion 


The text of the majority opinion in 
No. 15 Misc., follows: 

“This is a suit in the district court for 
New Jersey to enjoin violations of the 
Sherman law. 26 Stat. 409, 15 U.S. C., 
sections 1 and 2. The defendants were 
the Far East Conference, a voluntary 
association, and its constituent members, 
steamship companies engaged in what is 
known as the ‘outbound Far East trade.’ 
The conference was organized in 1922, 
and the conference agreement under 
which it operates was approved by the 
United States Shipping Board, exercising 
authority under the shipping act of 1916, 
as amended. Under this agreement there 
has been established a dual system of 
rates, called the contract and noncon- 
tract rate system. Shippers who agreed 
to use exclusively bottoms of conference 
members paid one rate; those who did 
not bind themselves by such exclusive 
patronage contract paid a fixed higher 
rate. Shippers who adhered to the ex- 
clusive patronage contract were not tied 
to a particular carrier; they were free 
to choose among conference carriers. 
The conference members, however, were 
obligated to supply facilities sufficient to 
handle freight destined for the Far East. 
This system of two levels of freight rates 
constituted the gravamen of the govern- 
ment’s suit. ; 

“Admitting the dual-rate system, the 
defendants justified on the merits but 
moved that the complaint be dismissed 
on the ground that the nature of the 
issues required that resort must first 
be had to the Federal Maritime Board 
before a district court could adjudicate 
the government’s complaint. The board, 
as intervenor, joined in this motion. It 
was denied by the district court, 94 F. 
Supp. 900, and we brought the case here, 
under section 262 of the Judicial Code, 
28 U. S. C. section 1651 (a), because 
there are in issue important questions 
regarding the relation between the Sher- 
man law and the shipping act. 342 U.S. 
811. 





“At the threshold we must decide 
whether in a suit brought by the United 
States to enjoin a dual-rate system en- 
forced in concert by steamship carirers 
engaged in foreign trade, a District 
Court can pass on the merits of the 
complaint before the Federal Maritime 
Board has passed upon the question. 
We see no reason to depart from United 
States Navigation Co. v. Cunard Steam- 
ship Co., 284 U.S. 474. That case an- 
swers our problem. There a competing 
carrier invoked the antitrust acts for 
an injunction against a combination of 
carriers in the North Atlantic trade 
which were alleged to operate a dual- 
rate system similar to that here involved. 
The plaintiff had not previously chal- 
lenged the offending practice before the 
United States Shipping Board, the pre- 
decessor in authority of the present 
Maritime Board. This court sustained 
the two lower courts, 39 F. 2d 204 
(D. C. S. D. N. Y.) and 50 F. 2d 83 
(C. A. 2d Cir.), dismissing the bill be- 
cause initial consideration by the Ship- 
ping Board of the circumstances in 
controversy had not been sought. After 
a detailed analysis of the provisions of 
the shipping act and their relation to the 
construction theretofore given to the in- 
terstate commerce act, this was the con- 
clusion. 


“*The [shipping] act is restrictive in 
its operation upon some of the activities 
of common carriers by water, and per- 
missive in respect of others. Their busi- 
ness involves questions of an exceptional 
character, the solution of which may 
call for the exercise of a high degree 
of expert and technical knowledge. 
Whether a given agreement among such 
carriers should be held to contravene 
the act may depend upon a considera- 
tion of economic relations, of facts 
peculiar to the business or its history, 
of competitive conditions in respect of 
the shipping of foreign countries, and 
of other relevant circumstances, gen- 
erally unfamiliar to a judicial tribunal, 
but well understood by an administra- 
tive body especially trained and ex- 
perienced in the intricate and technical 
facts and usages of the shipping trade; 
and with which that body, consequently, 
is better able to deal. Compare Chi- 
cago Board of Trade v. United States, 
246 U. S. 231, 238; United States v. Ham- 
burgh-American S. S. Line, 216 Fed. 
971. 

“*A comparison of the enumeration of 
wrongs charged in the bill with the 
provisions of the sections of the. ship- 
ping act above outlined conclusively 
shows, without going into detail, that 
the allegations either constitute direct 
and basic charges of violations of these 
provisions or are so interrelated with 
such charges as to be in effect a com- 
ponent part of them; and the remedy 
is that afforded by the shipping act, 
which to that extent supersedes the 
antitrust laws. Compare Keogh v. Chi- 
cago & N. W. Ry. Co., supra [260 U. S. 
156], at p. 162. The matter, therefore, is 
within the exclusive preliminary juris- 
diction of the Shipping Board. The 
scope and evident purpose of the ship- 
ping act, as in the case of the inter- 
state commerce act, are demonstrative 
of this conclusion.’ 284 U. S. 474, 485. 


“The court thus applied a principle, 
now firmly established, that in cases 
raising issues of fact not within the con- 
ventional experience of judges or cases 
requiring the exercise of administrative 
discretion, agencies created by Congress 
for regulating the subject matter should 
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not be passed over. This is so even 
though the facts after they have been 
appraised by specialized competence 
serve as a premise for legal consequences 
to be judicially defined. Uniformity and 
consistency in the regulation of business 
entrusted to a particular agency are se- 
cured, and the limited functions of re- 
view by the judiciary are more rationally 
exercised, by preliminary resort for as- 
certaining and interpreting the circum- 
stances underlying legal issues to agen- 
cies that are better equipped than courts 
by specialization, by insight gained 
through experience, and by more flexible 
procedure, 

“It is significant that this mode of 
accommodating the complementary roles 
of courts and administrative agencies in 
the enforcement of law was originally 
applied in a situation where the face of 
the statute gave the Interstate Com- 
merce Commission and the courts con- 
current jurisdiction. ‘The pioneer work 
of Chief Justice White in Texas & Pa- 
cific R. Co. v. Abilene Cotton Oil Co, 
204 U.S. 426, as his successor character- 
ized it, 257 U.S. XXVI, was one of those 
creative judicial labors whereby modern 
administrative law is being developed as 
part of our traditional system of law. 
In this case we are merely applying the 
philosophy which was put in memorable 
words by Mr. Justice (as he then was) 
Stone: 

“... court and agency are not to be 
regarded as wholly independent and un- 
related instrumentalities of justice, each 
acting in the performance of its pre- 
scribed statutory duty without regard to 
the appropriate function of the other in 
securing the plainly indicated objects of 
the statute. Court and agency are the 
means adopted to attain the prescribed 
end, and so far as their duties are de- 
fined by the words of the statute, those 
words should be construed so as to attain 
that end through coordinated action. 
Neither body should repeat in this day 
the mistake made by the courts of law 
when equity was struggling for recogni- 
tion as an ameliorating system of jus- 
tice; neither can rightly be regarded by 
the other as an alien intruder, to be 
tolerated if must be, but never to be 
encouraged or aided by the other in the 
attainment of the common aim. United 
States v. Morgan, 307 U.S. 183, 191. 

“The sole distinction between the 
Cunard case and this is that there a 
private shipper invoked the antitrust 
acts and here it is the government. This 
difference does not touch the factors that 
determined the Cunard case. The same 
considerations of administrative ex- 
pertise apply, whoever initiates the ac- 
tion. The same antitrust laws and the 
same shipping act apply to the same 
dual-rate system. To the same extent 
they define the appropriate orbits of 
action as between court and Maritime 
Board. ; 

“But the government argues that it 
should not be forced to go first to the 
board because the United States may 
not. be deemed a person, who under 
section 22 of the shipping act may file 
a complaint with the Maritime Board. 
Surely the large question here in issue 
ought not to turn on such a debating 
point. It is almost frivolous to suggest 
that the Maritime Board would deny 
standing to the United States as a com- 
plainant. The board has consistently 
treated the United States as a person 
within its rule for intervention. We 
ought not to dally longer with this ob- 
jection, considering the fact that the 
United States, as a matter of common 
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You can depend on Missouri PACIFIC to whisk your 
shipment . . . to its destination swiftly, smoothly and on 
time . . . regardless of size or classification. Our great and 
ever growing fleet of powerful diesels and modern freight 
cars of every type are at your disposal. We’ve also gone 
all out for Train Radio Communication and Centralized 
Traffic Control as part of our Modern-Progressive- 
improvement program to provide even faster, more 
dependable schedules. You get extra siding-to-siding satis- 
faction when you include Mo-PAC in your shipping plans. 
Call any Mo-Pac freight representative for full details! 
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knowledge, is today one of the largest 
shippers in the Far East trade. The 
matter seems to be disposed of by United 
States v. Interstate Commerce Commis- 
sion, 337 U.S. 426, 430 et seq., involving 
similar provisions of the interstate com- 
merce act. 

“Having concluded that initial sub- 
mission to the Federal Maritime Board 
is required, we may either order the 
case retained on the district court docket 
pending the board’s action. General 
American Tank Car Corp. v. El Dorado 
Terminal Co., 308 U.S. 422, 432-433; El 
Dorado Oil Works v. United States, 328 
U.S. 12, 17; see United States v. Inter- 
state Commerce Commission, supra, at 
465, n. 12, or order dismissal of the pro- 
ceeding brought in the district court. 
As distinguished from the situation pre- 
sented by the first El Dorado case, supra, 
which was a contract action raising only 
incidentally a question proper for initial 
administrative decision, the present case 
involves questions within the general 
scope of the Maritime Board’s jurisdic- 
tion. Shipping Act of 1916, sections 14, 
15, 39 Stat. 728, 733, 46 U.S.C. sections 
812, 814. An order of the board will be 
subject to review by a United States 
Court of Appeals, with opportunity for 
further review in this Court on writ of 
certiorari. Pub. L. No. 901, 81st Cong., 
2d Sess. sections 2, 10, 64 Stat. 1129, 
1132. If the board’s order is favorable 
to the United States, it can be enforced 
by process of the district court on the 
Attorney General’s application. 39 Stat. 
728, 737, 46 U.S.C. section 828. We be- 
lieve that no purpose will here be served 
to hold the present action in abeyance 
in the district court while the proceed- 
ing before the board and subsequent 
judicial review or enforcement of its 
order are being pursued. A similar suit 
is easily initiated later, if appropriate. 
Business-like procedure counsels that the 
government’s complaint should now be 
dismissed, as was the complaint in 
United States Navigation Co. v. Cunard 
Steamship Co., supra. 

“The judgment of the district court 
must be reversed. 

“Mr. Justice Clark took no part in the 
consideration or decision of this case.” 
Dissenting Opinion 
Justice Douglas, in the dissent in which 
Justice Black joined, said that the Far 
East Conference agreement approved by 
the Shipping Board in 1922, contained 
no provision for dual rates, no “arrange- 
ment for allowing one rate to shippers 
who give all their business to the mem- 
bers and for retaliations against non- 
subscribing shippers by exacting from 

them a higher rate.” 

“If the (Shipping) Board had ex- 
pressly approved the dual rate system, 
and the dual rate system did not vio- 
late the shipping act,” wrote Justice 
Douglas, “then there would be immunity 
from the Sherman act, since section 15 
of the shipping act ... gives the board 
authority to approve agreements fixing 
or regulating rates, in effect makes ‘law- 
ful’ the rate so approved, and exempts 
from the Sherman act every ‘lawful’ 
agreement concerning them. But that 
exemption from the Sherman act can be 
acquired only in the manner prescribed 
by section 15. Here no effort was made 
to obtain it. Hence the petitioners are 
at large, subject to all of the restraints 
of the Sherman act. 

“Why should the Department of Jus- 
tice be remitted to the (Federal Mari- 
time) Board for its remedy? The board 
has no authority to enforce the Sher- 
man act... 
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“Petitioners . . . operate outside the 
law not only because they have fzileq 
to submit their schedule of rates to the 
board but also because the rates adonteq 
would, if approved, be illegal. The steam- 
ship companies, therefore, flout the law 
as plainly as if they used rates that had 
been disapproved by the board. In either 
case the public interest needs protection 
if the Sherman act is to be enforced— 
whether it be represented in a crimina] 
prosecution or, as here, in a civil pro- 
ceeding brought by the United States, 

“The jurisdiction of the Department of 
Justice must commence at this point, 
unless we are to amend the act by grant- 
ing an anti-trust exemption to rate fix- 
ing not only when the rates are filed 
by the companies and approved by the 
board but also when they are not filed 
at all or are rates which, if filed, could 
not be approved. I would read the act 
as written and require the steamship 
companies to obtain the anti-trust ex- 
emption in the precise way Congress has 
provided.” , 


Rails Ask District Court 
To Set Aside I.C.C. Order 


In Texas Vegetable Case 


The railroad respondents in No. 
30074, Texas Citrus and Vegetable 
Growers and Shippers v. Atchison, 
Topeka & Santa Fe Railway Co., et 
al., have forwarded to the Commis- 
sion a complaint in which they have 
asked the federal district court for 
the eastern Missouri district, eastern 
division, to set aside the Commis- 
sion’s order in that proceeding, alleg- 
ing that the rates prescribed, and 
which the railroads were ordered to 
make effective April 24 on 30 days’ 
notice, will be confiscatory. 


The rates were prescribed in a prior 
report, 279 I.C.C. 671, and in a report on 
reconsideration, decided January 12. The 
complainant had alleged that rates on 
fresh vegetables, carloads, from origins 
in Texas to countrywide destinations, 
other than Texas, were unreasonable and 
unduly prejudicial to Texas growers and 
shippers, and unduly preferential of 
those in Arizona, California and New 
Mexico. 

In the prior report the Commission 
found that the rates did not violate sec- 
tion 3 of the interstate commerce act, 
but were unreasonable in violation of sec- 
tion 1 in certain instances. The Janu- 
ary 12 report, the Commission said, would 
“provide any -necessary clarification.” 
(T.W., Jan. 26, p. 36). 

The railroads asked that a three-judge 
court be convened and that a temporary 
restraining order be issued pending hear- 
ing on a request for an interlocutory 
injunction. On final hearing of the 
case, the railroads said, they would intro- 
duce the evidence which the Commission 
had refused to hear, showing that the 
prescribed rates were confiscatory. They 
asked that the Commission’s order then 
be perpetually enjoined. 


Bus Rights Contested in Cou:t 


Three Maryland bus operators have 
filed suit in the federal district court 


» 


for Maryland asking that court t» set 
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aside an order of the Commission in 
MC-111778, Estelle W. Cochran and C. 
Malcolm Cochran Commor Carrier Ap- 
plication. 

In that proceeding the partners, of 
Middletown, Del., were authorized to 
transport, as a common carrier, passen- 
gers and their baggage in charter oper- 
ations, between points in described areas 
in Delaware and Maryland, on the one 
hand, and, on the other, points in Mary- 
land, Pennsylvania, New Jersey, Virginia 
and the District of Columbia, over ir- 
regular routes. 

The case was docketed in the district 
court as Civil No. 5736, W. Howard Pink- 


ett, John Black and Alexander Ayers v. 
United States of America. 

The Commission’s report in MC-111778 
bore a notation that it would not be 
printed in full in the permanent series 
of motor carrier reports of the Com- 
mission. It was decided March 6, 1951. 

The three plaintiff bus operators as- 
serted that by reason of the “arbitrary, 
capricious and unlawful action of the 
Commission,” the partnership would be 
authorized to institute a directly competi- 
tive operation and that the plaintiffs 
would be subjected to irreparable dam- 
age through loss of patronage on which, 
they asserted, their livelihood depended. 


|.C.C. Action on Rail-Ocean-Rail Rates 
On Coal Disapproved by Supreme Court 


Per Curiam Decision Affirms District Court in Its Holding That 
Commission-Approved Method of Applying Increase in Proportional 
Rates of Pocahontas Lines and New England Railroads Is Unlawful. 


Affirmed by the Supreme Court of 
the United States, March 10, was a 
federal district court decision strik- 
ing down an I.C.C.-approved arrange- 
ment whereby railroads participating 
in a rail-ocean-rail movement of coal 
to internor New England points 
shared in a rate increase of 90 cents 
a ton through a “proportional rate” 
device involving conditional refund 
provision. 


Disposition of the case, docketed in 
the Supreme Court as No. 579, Interstate 
Commerce Commission et al., appellants, 
vy. James McWilliams Blue Line et al., 
was effected by the court by means of a 
“per curiam” decision, worded as follows: 


“The motion to affirm is granted and 
the judgment is affirmed. Interstate 
Commerce Commission v. Mechling, 330 
U.S. 567.” 

As outlined to the Supreme Court by 
the Commission, this is the way the 
proportional rate and refund arrange- 
nent worked: 

An I.C.C.-authorized maximum in- 
crease of 90 cents a ton on “rail-ocean- 
rail coal” destined to some interior New 
England point from a southern Appa- 
lachian mine was collected by the rail- 
toad that hauled the coal from the mine 
to a tidewater port such as Hampton 
Roads, Va. After delivery of the coal 
at a New England port, such as New 
Haven, Conn., by a water carrier, New 
England railroads transporting the coal 
to an inland point would collect half the 
authorized increase, or 45 cents a ton, 
but this 45 cents a ton would be refunded 
to the shipper when he certified to the 
tailroads that hauled the coal from the 
Mines to the ports that he had used rail 
service to move the coal from New Eng- 
land port to destination and had paid 
45 cents a ton more than the Commis- 
sion had authorized. 


Unjust Discrimination Issue 


The Commission and certain railroads 
named as defendants in the original com- 
Dlaint appealed to the U.S. Supreme 
Court from the federal district court for 
the New Jersey district. The judgment 


of that court, entered November 9, 1951, 
upheld the contention of the plaintiffs 
(two coal dealers who owned tidewater 
docks at New Haven, Conn., two con- 
sumers of coal at New Haven and Hart- 
ford, and a barge line—the James McWil- 
liams Blue Line—engaged in haulage of 
coal from New Haven to Hartford) that 
the “proportional rate” arrangement em- 
ployed by the defendant railroads with 
the Commission’s approval violated sec- 
tion 2 of the interstate commerce act, in 
that it resulted in unjust discrimination. 


In their “statement as to jurisdiction” 
the Commission and the other appellants 
in No. 579 said that the Connecticut 
interests had alleged, in the complaint 
they filed with the Commission, that the 
rates of the Pocahontas lines (the Chesa- 
peake & Ohio, Norfolk & Western, and 
the Virginian) applicable to transporta- 
tion of bituminous coal from southern 
Appalachian coal fields to the port of 
Hampton Roads, Va., for transshipment 
to ports in New England (such as New 
Haven) and thence by barge to interior 
destinations such as Hartford, violated 
sections 1, 2 and 3 of the interstate com- 
merce act. The Commission said it had 
dismissed the complaint, but that the 
district court subsequently held that the 
assailed rates violated section 2 and con- 
travened the U.S. Supreme Court’s deci- 
sion of 1947 in the Mechling case. 


“At the outset,” the appellants in No. 
579 told the Supreme Court, “it is im- 
perative that the rate structure which 
the district court declared to be unlaw- 
ful be clearly understood. The railroads, 
hauling bituminous coal from the Appa- 
lachian coal fields, both the northern, 
centering around southwestern Pennsyl- 
vania, and the southern, centering 
around southern West Virginia, maintain 
both local and proportional rates to the 
North Atlantic ports of Hampton Roads, 
Baltimore, Philadelphia, and New York.” 


‘Single Increase Rule’ 


Here the appellants explained that 
“local rates” applied to “traffic which 
has not had a prior and will not have 
@ subsequent movement,” while “propor- 
tional rates” applied “only when the 
transportation to which they relate is 
part of a through movement.” It was 
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explained, further, that “in essence, pro- 
portional rates are balances of through 
rates and vary according to the length 
of the through service.” The Commis- 
sion gave a number of illustrations of 
applicable rates from the base origin 
groups. In the case of coal traffic via 
Philadelphia, it was shown that from the 
base origin groups to Philadelphia, 315 
miles, the local rate was $3.61 a ton, 
and that there were three types of pro- 
portional rates—one of $3.36 related to 
an “inside-the-capes” movement, an- 
other of $3.22 related to an “outside-the- 
capes” haul, and still another of $2.77, 
applying on rail-ocean-rail coal to the 
interior of New England and put into 
effect as a result of the Commission’s 
“single increase rule.” 

This “single increase rule,” the Su- 
preme Court was told, had been adopted 
by the Commission in Ex Parte 166 and 
certain earlier rail revenue increase 
cases, in view of a situation explained 
to the court as follows: 

“Where the coal had a rail-water-rail 
movement to, say, Hartford (Conn.), the 
hauls by water were always exempt from 
regulation by the Commission. If the 
Commission had permitted each railroad 
to increase its rates by the prescribed or 
approved percentage, shippers using the 
rail and water routes would have paid a 
double increase in rates on coal as com- 
pared with shippers using all-rail rates. 
This would have given the all-rail routes 
a competitive advantage. 

“To meet this situation, the Commis- 
sion evolved a so-called single increase 
rule, whereby the increase in rail rates 
on coal moving rail-ocean-rail to inland 
destinations in New England was limited 
to a total of 90 cents a ton... 

“To comply with the single increase 
rule, the railroads, with the Commission’s 
approval, adopted a so-called ‘refund 
arrangement.’ Under this plan, the rail- 
roads transporting coal from the mines 
to tidewater ports for transshipment 
collected the full measure of the in- 
creases, or 90 cents a gross ton. If sub- 
sequently the coal moved via rail from 
tidewater dock in New England, the New 
England railroads collected from the 
shipper one-half the authorized increase, 
or 45 cents a gross ton. This 45 cents 
a ton was ‘refunded’ to the shipper on 
his certifying to the railroad moving the 
coal from mines to port that he had 
subsequently paid increases in rail rates 
in excess of the maximum amounts au- 
thorized by the Commission. Obviously, 
when coal moved from tidewater dock 
in New England via barge or truck the 
shipper could make no such certifica- 
Wom... 

“The issues involved in this appeal are 
of immense importance to the railroad 
industry and to the administration of 
the interstate commerce act. 

“The Mechling case should not be ex- 
tended to strike down the proportional 
rates involved here. If so extended, ‘it 
will distort the purpose of section 2 and 
cast serious doubts on the validity of a 
large number of proportional rates. . 
In the Mechling case the Commission 
fixed a rate for transportation of wheat 
east by rail from Chicago at a rate higher 
if it arrived in Chicago by barge than 
if by rail or lake ... It was conceded 
that barge lines were ‘connecting lines’ 
as defined in section 3(4). The (Su- 
preme) Court held that the application 
of different proportional rates to con- 
necting lines violated sections 3(4) and 2 
and the declaration of policy ... 

“This case came before the district 
court, however, on a finding by the Com- 


mission that (McWilliams) Blue Line is 
not a connecting line within the mean- 
ing of section 3(4) . . . In the Mechiing 
case there were barge. routes and rates 
over which the Commission had full con- 
trol. Here the Commission has no more 
control over any part of Blue Line’s op- 
eration out of New Haven than it would 
if Blue Line conducted a collateral op- 
eration up the Yangtze River. 

“Here nothing has been done which 
hurts the Blue Line or shippers of coa] 
over the Blue Line. It is just as in- 
viting for shippers to use rail-ocean- 
barge routes today as it was before the 
rail-ocean-rail proportional rates were 
put into effect... 

“The Pocahontas lines have been able 
to increase their proportional rates by 
only 28 per cent since 1936, whereas the 


‘ Blue Line over that period has increased 


its rates for transporting coal from New 
Haven to Hartford by 87 per cent ... 

“What the district court has done in 
this case is to strike down proportional 
rates which it regarded as discriminatory 
against water transportation without 
analyzing and giving weight to the com- 
pelling reasons which led the Commission 
to adopt the single increase rule and 
approve such proportional rates. To 
reach this result, the district court ex- 
tended section 2 to a situation which it 
simply was not designed to cover .. 
Section 2 is primarily directed to dis- 
crimination between shippers in the same 
locality .. .” 

The “motion to affirm,” which the Su- 
preme Court granted, was made by the 
James McWilliams Blue Line, the barge 
line; T. A. D. Jones & Co., Inc., and 
Wyatt, Inc., coal dealers in New Haven; 
The Hartford Electric Light Co. and the 
United Illuminating Co. 

“Under section 2 of _the (interstate 
commerce) act,” they said, “this (Su- 
preme) Court held in the Mechling case 

. and in other cases that a difference 
in charges for transportation between 
the same two points is not excused by 
‘differences in circumstances arising be- 
fore the service of the carrier began or 
after it was terminated.’ 

... It is well settled that a decision 
that rates are discriminatory in violation 
of section 2 is not dependent upon proof 
and a finding of injury to the shippers 
concerned .. .” 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 


prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
ros and regulations thereunder, appear 
below. 





Michigan western district, southern di- 
vision, at Grand Rapids. A consent judg- 
ment was entered February 25, against 
Interstate Motor Freight System, Grand 
Rapids, in the sum of $1,500 and $37.20 
costs, as a forfeiture, in a civil action in 
which the defendant, a common carrier 
of property, was charged with failure to 
file with the Commission reports of re- 
portable accidents within the time pre- 
scribed by the Commission. 


* 

South Dakota ‘district, at Sioux Falls. 
Frank A. Willers, dba Willers Heavy 
Hauling, Sioux Falls, on February 25, 
was fined $225 following entry of his plea 
of guilty to an information charging the 
defendant with operating as a common 
carrier of property without a Commis- 
sion certificate. The fine was required 
to be paid. 
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Indiana northern district, Hammond 
division, at Hammond. Fines totaling 
$250 were imposed on the defendants, 
Wilbur Barrett, William Busher, Don 
Chaddock, L. R. Chitwood, C. W. Cox, 
Julius Dezomits, Norbert Kuprionas, 
Frank Phillippo, Glenn Short, and Jake 
Strobel, drivers for American Transit 
Lines, Inc., of Chicago, Ill., following 
entry of their respective pleas of guilty 
to separate informations charging each 
of them with violations. Each defend- 
ant was fined $25. Costs in the sum of 
$15 were assessed against each of the 
defendants. The fines and costs were 
required to be paid. The defendants were 
charged with failing to keep drivers’ logs 
in the form and manner prescribed by 
the Commission. 


District of Rhode Island, at Providence. 
Fines totaling $230 were imposed, March 
4, on I. C. T. Bus Co., a co-partnership 
composed of Milton, Leonard, and Hy- 
man Shoenberg, of East Providence, 
R.I., Robert Almy, of Apponaug, R.I., and 
Andrew Fales, of East Providence, fol- 
lowing their pleas of guilty to separate 
informations charging each of them with 
violations of part II of the act. I. C. T. 
Bus Co., a motor common carrier of 
passengers, was charged with failing to 
require its drivers to keep driver’s logs 
and to keep their logs in the form and 
manner prescribed, and with failing to 
have in its files a doctor’s certificate of 
physical examination for a new driver 
Almy, a driver, was charged with fail- 
ing to keep driver’s logs and with failing 
to keep his logs in the form and manner 
prescribed. Fales, also a driver, was 
charged with failing to keep logs in the 
form and manner prescribed. I. C. T. 
Bus Co. was fined $180, and Almy and 
Fales were fined $25 each. The fines 
were paid. 










MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
tight, 1947, by West Publishing Company. 





Superior Court of Pennsylvania 


On appeal from an order of the pub- 
lic Utility Commission granting motor 
carrier certificate of convenience and 
hecessity, Superior Court does not sit as 
a Superadministrative board, but merely 
determines whether there is error of law 
or lack of evidence to support the find- 
ing, determination, or order of the Com- 
mission, or violation of constitutional 
rights. 66 P.S. Sec. 1437. 


On appeal from order of Public Utility 
Commission granting motor carrier certi- 
ficate of convenience and necessity, in- 
quiry of Superior Court is whether there 
ls “substantial evidence” to support the 
finding and “substantial evidence” means 
such relevant evidence as a reasonable 
Mind might accept as adequate to sup- 
port a conclusion, or competent and 
relevant evidence having a rational pro- 
bative force. 66 P.S. Sec. 1437. 
_Evidence sustained order of Public Uti- 
lity Commission granting motor carrier 
a certificate of convenience and necessity 
to transport dry cement within certain 
territory. 

In permitting a carrier to enter a com- 
petitive field, the Public Utility Commis- 
Sion need not find that proposed service 


to be rendered by applicant is absolutely 
indispensable, but it is sufficient that 
service is reasonably necessary for ac- 
commodation or convenience of the 
public. 


An order of the Public Utility Com- 
mission granting a carrier a certificate of 
convenience and necessity need not be 
supported by any particular type of evi- 
dence as long as the evidence is legally 
sufficient. 

In proceedings before Public Utility 
Commission for certificate of convenience 
and necessity to permit motor carrier to 
haul dry cement in certain territory, 
testimony as to requests for additional 
service and as to complaints of delay in 
rail shipments of dry cement was com- 
petent evidence. 

In proceeding before Public Utility 
Commission for certificate of convenience 
and necessity to permit motor carrier to 
haul dry cement in certain territory, 
testimony by customers of cement com- 
pany, though relevant and _ possibly 
desirable, was not indispensable. 

In proceedings before Public Utility 
Commission for certificate of convenience 
and necessity to permit motor carrier to 
haul dry cement in certain territory, 
proof of necessity for service of motor 
carrier within the area generally was 
sufficient. 

Extent to which there shall be com- 
petition among carriers, including com- 
petition between rail service and motor 
truck service, in intrastate transporta- 
tion is largely a matter of policy which 
the Legislature has committed to the 
sound judgment and discretion of the 
Public Utility Commission. 

Action of the Public Utility Commis- 
sion in granting or refusing a subpoena 
duces tecum is governed by general prin- 
ciples and rules of evidence. 

Though the Public Utility Commis- 
sion, as an administrative agéncy hav- 
ing quasi judicial functions, is not 
limited by strict rules relating to ad- 
missibility or exclusion of evidence in 
actions at law, the essential principles 
should be observed. 

The Public Utility Commission may 
refuse to require the production of rec- 
ords which are not necessary to a proper 
determination of issue or issues involved. 

In proceedings before Public Utility 
Commission for certificate of convenience 
and necessity to permit motor carrier to 
haul dry cement in certain territory, 
Commission did not abuse its discretion 
in refusing to direct issuance of sub- 
poena duces tecum, where records re- 
quested would have been largely cumu- 
lative evidence not essential to the pro- 
ceedings or absolutely necessary for 
proper determination of issue involved. 

In proceedings before Public Utility 
Commission for certificate of convenience 
and necessity to permit motor carrier 
to haul dry cement in certain territory, 
Commission properly admitted testimony 
of witness that 26 per cent of cement 
customers of certain cement company 
did not have rail sidings which would 
permit delivery of cement shipments 
directly by rail, though such testimony 
was based in part on personal observa- 
tion and in part on answers given by 
salesmen to questionnaire. 

Where there was sufficient competent 
and relevant evidence to support finding 
of public necessity by Public Utility Com- 
mission for certain motor truck service, 
admission of allegedly inadmissible evi- 
dence would not constitute reversible 
error. 

In proceedings before Public Utility 
Commission for certificate of conven- 
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ience and necessity to permit motor car- 
rier to haul dry cement in certain ter- 
ritory, testimony of witness, based on 
oral and written reports of railroad in- 
vestigators, that certain customers of 
cement company had transferred their 
business to other suppliers of cement be- 
cause they could purchase more cheaply 
elsewhere and not for reason that they 
were dissatisfied with rail service, was 
properly excluded by Commission as 
hearsay. 

The Superior Court does not reverse an 
order made by the Public Utility Com- 
mission on the admission or exclusion of 
evidence unless the action of the Com- 
mission in ruling thereon constitutes er- 
ror of law fatal to the order or is so 
arbitrary as to amount to a denial of 
due process. 66 P.S. Sec. 1437. 

On appeal from an order of the Public 
Utility Commission, the primary concern 
of the Superior Court is whether there is 
reasonable and substantial basis in the 
proofs for the order of the Commission. 
66 P.S. Sec. 1437. (Pittsburgh & Lake Erie 
R. Co. v. Pennsylvania P. U. Com’n, 85 
A.2d 646). 


* * * 


Court of Civil Appeals of Texas, at 

Austin. 

An action collaterally attacking rail- 
road commission’s orders creating spe- 
cialized motor carrier certificate and 
directly attacking commissioner’s orders 
providing for division and sale of such 
certificates came too late where action 
was commenced more than four years 
after commission’s entry of such orders. 
Vernon’s Ann. Civ. St. art 911b. 

Fndings of railroad commission that 
existing facilities were inadequate, that 
there was a demand and need for the 
service, that proof of financial responsi- 
bility was satisfactory, that the equip- 
ment met the legal requirements as to 
safety devices and dimensions, and that 
the public highways permitted the oper- 
ation were sufficient, and commission’s 
orders granting specialized motor carrier 
certificates were valid and in substantial 
compliance with statute relating to set- 
ting forth findings of fact, and hence 
the orders were not subject to collateral 
attack. Vernon’s Ann. Civ. St. art. 911b, 
Sec. 5a(d). 


Railroad commission’s orders creating 
specialized motor carrier certificates are 
not subject to the same critical scrutiny 
as is accorded those of a court and its 
orders will be upheld if they have a valid 
basis. Vernon’s Ann. Civ. St. art. 911b, 
Sec. 6(d). 

Orders of railroad commission creat- 
ing specialized motor carrier certificates 
are presumed valid until the contrary is 
shown. Vernon’s Ann. Civ. St. art. 911b. 

The railroad commission’s official inter- 
pretation of order creating specialized 
motor carrier certificates is a part of the 
order. Vernon’s Ann. Civ. St. art. 911b. 

Cancellation of a motor carrier’s permit 
or certificate through discontinuance is a 
matter addressed to the railroad com- 
mission. Vernon’s Ann. Civ. St. art. 911b, 
Sec. 12(b). 

The railroad commission had authority 
to enter orders providing for division and 
sale of specialized carrier certificates. 
Vernon’s Ann. Civ. St. art. 91lb, Sec. 5a. 
(Roberdeau v. Railroad Commission of 
Texas, 244 S.W.2d 887). 


* * * 


Supreme Court of Oklahoma 


Whether the Corporation Commission 
has jurisdiction of proceeding against 
carriers for refund of allegedly excessive 





freight charges depends upon whcther 
the charge made was in excess of the 
lawful rate in force at the time. 17 OS. 
1951 Sec. 121. 

An authority issued by the Corporation 
Commission without notice or fincings 
on which rate orders must be made, ap- 
proving agreement between railroads and 
United States government providing for 
application of rates and ratings appli- 
cable to shipments to or from Oklahoma 
City to a statiori near Oklahoma City 
except on shipments of low: grade com- 
modities, was not a general rate order 
and did not supersede, as to shipper not 
parties to the agreement, a_ general 
order theretofore made fixing freight 
rates. OS. 1951 Const. art. 9, Sec. 18. 

Cement was a “low grade commodity” 
within meaning of authority issued by 
the Corporation Commission approving 
agreement between railroads and United 
States government providing for appli- 
cation of rates and ratings applicable to 
shipments to or from Oklahoma City to 
shipments within the state to or from 
a specified station outside Oklahoma 
City, except on shipment of low grade 
commodities. OS. 1951 Const. art. 9, 
Sec. 18. 


A railway company predecessor of 
which in the operation of trackage in- 
volved was a party to proceedings result- 
ing in issuance by Corporation Commis- 
sion of order prescribing a mileage scale 
of grades for cement moving in carload 
lots within the state, was bound by such 
order, though not a party to the proceed- 
ings. O.S. 1951 Const. art. 9, Sec. 18. 

Where carrier transports a commodity 
upon which no rate has been established, 
the Corporation Commission has au- 
thority to compel refund of any excess 
charge. 17 O.S. 1951 Sec. 121; P.S. 1951 
Const. art. 9, Sec. 18. 


Where rate charged by railroad for 
transportation of cement in carload lots 
was in excess of the mileage scale of 
rates prescribed by order of Corporation 
Commission for carload shipments of 
Cement within the state, the rate 
charged, though published in terms of 
railroad, was in excess of the lawful rate 
in force at time charge was made within 
meaning of statute vesting Corporation 
Commission with power to order refunds 
in event any public service corporation 
charges for any service an amount in 
excess of such lawful rate. 17 O.S. 1951 
Sec. 121; O.S. 1951 Const. art. 9, Sec. 18. 


A statute vesting Corporation Com- 
mission with power to order refunds in 
event rate charged by a public service 
corporation is in excess of the “lawful 
rate” in force at the time refers to the 
lawful rate fixed by Corporation Com- 
mission. 17 O.S. 1951 Sec. 121; O.S. 1951 
Const. art. 9, Sec. 18. 

Shipper was entitled to refund of 
freight charges exacted by railroad in 
excess of lawful rates fixed by Corpora- 
tion Commission, even if shipper had 
based its bids and contracts with gov- 
ernment on excessive freight rate which 
shipper had been required to pay and 
had therefore sustained no actual loss 
in the premises. 17 O.S. 1951 Sec. 121; 
O.S. 1951 Const. art. 9, Sec. 18. 

Payment by shipper in order to move 
its freight of freight charges exacted by 
railroad in excess of lawful rate fixed by 
Corporation Commission did not con- 
stitute such voluntary participation In 
transaction as would bar recovery by 
shipper of excess freight charges. 17 
O.S. 1951 Sec. 121; O.S. 1951 Const. art. 
9, Sec. 18. (Oklahoma City-Ada-A‘oka 
Ry. Co. v. State, 239 P.2d 797). 
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TRANSPORTATION 
LEGISLATION 





House Unit Favors Revised 
Ship Subsidy Limitation 

Favorable action on a proposed re- 
duction in the number of subsidized 
voyages that might be undertaken in the 
current fiscal year by U.S.-flag merchant 
ships receiving operating-differential 
subsidies was recommended by the House 
appropriations committee in a report on 
the third supplemental appropriation 
pill, 1952 (T.W., Feb. 23, p. 53). 


By a provision of the independent offi- 
ces appropriation act for 1952 (Public 
Law 137, Eighty-second Congress) the 
number of voyages for which operating- 
differential subsidies might be paid out 
of funds for “maritime activities” in the 
current fiscal year was limited to 1,522. 
In its consideration of the third supple- 
mental appropriation bill as now reported 
the committee had before it a request 
from the President that the number of 
subsidized voyages be reduced to 1,400. 

“During hearings on the estimate,” 
said the committee in its report, “it was 
pointed out that 1,340 voyages for pres- 
ently subsidized services will be eligible 
for such payments and that about 60 
voyages will earn subsidy under con- 
tracts for which applications are pending. 
The committee has approved the pro- 
posed reduction in the limitation on the 
number of voyages from 1,522 to 1,400, 
and has provided that 1,340 shall be for 
presently subsidized operators, and that 
the remaining 60 voyages not presently 
—- shall be used for new opera- 

:” 

The committee said it also considered, 
under the heading of “maritime activi- 
ties,” a supplemental estimate of $55,000 
for “maritime training.” Of that request, 
the committee allowed the Budget Bu- 
teau estimate of $20,000 for “pay act” 
increases, provided $10,000 for emergency 
repairs at Alameda, Calif., instead of 
$15,000, and approved $13,500 for re- 
fresher training courses for radio, engine 
and deck officers, instead of $20,000 as 
proposed. 


House Group Approves More 
Funds for New D.C. Airport 


For use by the Civil Aeronautics Ad- 
ministration in completing acquisition of 
land and the making of plans, specifica- 
tions and surveys for an additional public 
airport for handling of air transport 
traffic in the District of Columbia area, 
the House appropriations committee has 
Tecommended a supplemental appro- 
_ of $1,400,000 (T.W., Feb. 23, p. 


The committee’s recommendation was 
made in its report on the third supple- 
mental appropriation bill for the current 
(1952) fiscal year. 

“An initial appropriation of $1,000,000 
Was granted in the supplemental appro- 
Priation act, 1951, toward the purchase 
of a suitable site for an additional pub- 


lic airport within or in the vicinity of 
the District of Columbia,” the commit- 
tee said. “There is included in this bill 
$1,400,000, a reduction of $260,000 in the 
amount of the budget estimate, to provide 
for the balance of the estimated land 
acquisition costs and for plans, specifica- 
tions, and surveys for such an airport.” 

The committee also recommended that 
the limitation of $4,965,300 on the amount 
of C.A.A. funds for “establishment of 
air navigation facilities’ that might be 
spent for personal services be increased 
to $5,950,000. 

Speaking in the House, Representative 
Sasscer, of Maryland, criticized the 
C.A.A. plans for construction of a new 
airport (near Annandale, Va.) to serve 
the District of Columbia area. He 
argued for use of the Friendship Inter- 
national Airport, between Baltimore and 
Washington, D.C., to relieve the heavy 
volume of traffic he said was now being 
handled by the Washington National 
Airport, operated by the C.A.A. He argued 
that use of Friendship airport would add 
only about eight minutes to the time now 
required for travelers to reach down- 
town Washington via the Washington 
National Airport. 


New York State Assembly 
Asks Congress to Approve 


Canal Via Lake Champlain 


Adoption by the New York state 
assembly of a resolution memorializ- 
ing Congress to take action necessary 
to bring about development and con- 
struction of “a natural inland water- 
way, linking the United States and 
Canada via the Richelieu River, Lake 
Champlain and the (New York 
State) Barge Canal” has been an- 
nounced in the Senate by Senator 
Lehman, of New York. 


The resolution, the text of which was 
reproduced in the Congressional Record, 
made reference to H.R. 5219, a bill intro- 
duced by Representative Prouty, of Ver- 
mont, proposing authorization of the in- 
land waterway via Lake Champlain, and 
urged passage of that bill by Congress. 
Senator Lehman inserted the text of 
the resolution in the Congressional Rec- 
ord. 

In the “whereas” clauses of the resolu- 
tion it was asserted that international 
surveys had indicated a canal route 
such as was proposed in the Prouty bill 
would be of great benefit to the United 
States and Canada and would be feasible 
and practical from an engineering stand- 
point; that deepening of a 66-mile sec- 
tion of, the waterway from St. Ours in 
Canada to Rouses Point in the United 
States by an additional six feet would 
provide a waterway not less than 12 
feet deep over the entire distance from 
Montreal to New York City, and that 
availability of such a waterway would 
reduce the water. distance for vessels 
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traveling between Montreal and New 
York City by 1,218 miles. 

Among other assertions in the resolu- 
tion were the following: 

“Both the United States and Canada 
have spent millions of dollars to insure 
navigation at a minimum 12-foot depth 
along 386 miles of the existing 452-mile 
waterway. 

“The present condition of the water- 
way limits commercial travel between 
Canada and the United States to barges 
of approximately 200-ton capacity with 
a draft of less than six and: one-half 
feet ... A waterway of minimum 12-foot 
depth would increase the individual barge 
capacity over this route to not less than 
2,500 tons. 

“Canal shipment on the New York 
State Barge Canal during the year 1951 
reached an all-record high of 5,211,472 
tons . 

“The (proposed) waterway would fa- 
cilitate the exportation of iron ore, news- 
print, paper, pulp, pulpwood, hay, bricks, 
and miscellaneous products from Can- 
ada and the importation from the United 
States of coal, clay, petroleum, bauxite, 
marble, agricultural and other machin- 
ery, slate, and similar products .. .” 


Senate Group Ends Hearings 


On Rail Insurance Measure 


On the last day of a three-day hear- 
ing on S. 2369, a bill to increase bene- 
fits payable to .railroad employes under 
the rail unemployment insurance act 
(T.W., March 8, p. 60), the Senate labor 
and public welfare committee heard testi- 
mony by two officials of the Association 
of American Railroads and two members 
of the Railroad Retirement Board. 

William J. Kennedy, chairman of the 
R.R.B., on filing a statement with the 
committee in support of the-bill, said 
that a 100 per cent increase of nothing 
was “still nothing;” that he was think- 
ing of maintenance of way employes, 
“the lowest paid workers in the railroad 
industry,” and that it was “not human” 
to pay such a worker, when he had a 
wife and children to support, unemploy- 
ment or sickness benefits of only $1.75 a 
day. 

Frank C. Squire, member of the R.R.B., 
filed a statement in opposition to the bill 
and asked leave to file a further state- 
ment answering the assertions Mr. Ken- 
nedy had made. 

J. M. Souby, general solicitor of the 
A.A.R., said that the conclusion that the 
railroad system of unemployment in- 
surance was lagging far behind many 
state system was “wholly unwarranted.” 
He maintained that increases in rail 
employe benefits since 1938 had four out- 
stripped incrases in the cost of living. 

J. H. Parmelee, vice-president of the 
A.A.R. and director of its Bureau of 
Railway Economics, submitted statistical 
information on rail earnings and operat- 
ing expenses. He said that to keep the 
railroad operating costs at the lowest 
possible levels was of benefit to the gen- 
eral public as well as to the railroads 
themselves. 

Preferences already granted railroad 
workers would be unduly increased un- 
der proposed amendments to the rail- 
road unemployment insurance act, the 
Chamber of Commerce of the United 
States told members of Senate and 
House committees considering the pro- 
posals. 

The Chamber, in a letter to committee 
members, advanced five arguments 
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against the proposed changes and asked 
the committees to reject the amend- 
ments. The Chamber’s views are sum- 
marized as follows: 

“1. Liberalization of the benefit for- 
mua would violate the universally recog- 
nized intent of unemployment insurance 
provisions to pay benefits in line with 
previous earnings. 

“2. If adopted, the amendments would 
set a precedent which would bring 
pressure on Congress for liberalization in 
other forms of unemployment insurance. 

“3. The present Act already outpaces 
as a rule state-provided protection levels. 

“4, Enactment of the proposed legisla- 
tion would generate pressures for in- 
creasing state benefits without regard to 
present adequacy. 

“5. The high benefits now proposed 
would increase taxes on rail carriers 
which would be reflected in higher 
freight and passenger rates.” 


Motor Claims-Agency Funds 


The Senate appropriations committee 
has reported H. J. Res. 396, a joint 
resolution making an appropriation for 
the Motor Carrier Claims Commission 
for the current fiscal year in the amount 
of $52,000. The committee said that that 
was the amount voted by the House for 
this agency and that it was $18,000 less 
than the amount of the Budget Bureau 
estimate. 

“The $52,000 allowed, added to the 
$134,000 already appropriated,” the Sen- 
ate committee said, “makes a total of 
$186,000 available to the commission for 
the fiscal year 1952 and six months in 
the fiscal year 1953. It is expected that 
this amount will enable the commission 
to complete its work by December 31, 
1952.” 


Mahaffie Nomination 


Answering a reporter’s question, Chair- 
man Johnson, of the Senate interstate 
and foreign commerce committee, said, 
March 11, that he felt confident his com- 
mittee would report favorably the nom- 
ination .of Commissioner Mahaffie for 
reappointment as a member of the Com- 
mission, though there might be some 
further delay of action by the committee 
because some of its members wanted to 
study the matter. 


Rail Retirement Legislation 


Senator Langer, of North Dakota, 
has introduced S.2794, proposing, ac- 
cording to its title, amendment of the 
railroad retirement act of 1937 so as to 
provide “more adequate pensions for 
individuals who rendered service prior to 
January 1, 1937.” 


Federal-Aid Funds for Roads 


Acting on a Budget Bureau request 
for a supplemental appropriation of $75 
million for the Bureau of Public Roads 
to reimburse the states for the federal 
share of work done under previous fed- 
eral-aid highway authorizations, the 
House appropriations committee, in its 
report on the third supplemental appro- 
priation bill for fiscal year 1952, recom- 
mended approval of $69,500,000 of the 
request. 

“The sum of $325,000,000 appropriated 
in the regular act for fiscal year 1952, 
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and a cash carry-over of prior appro- 
priations of $23,500,000, together with 
the $69,500,000 recommended in this bill,” 
the committee said, “will make a total 
of $418,000,000 available for this program 
during the current fiscal year. Expendi- 
tures for this program for fiscal year 
1951 were $394,088,896. The estimates of 
the Bureau of Public Roads for 1952 are 
approximately $423,500,000. The com- 
mittee has reduced that estimate by $5, 
500,000.” 


1.C.C. and Per Diem Charges 


Representative O’Hara, of Minnesota, 
has introduced H.R. 6962, proposing 
amendment of the interstate commerce 
act for the stated purpose of alleviating 
shortages in rail freight cars and other 
vehicles in periods of emergency. The 
bill would amend paragraphs (14) and 
(15) of section 1 of the act. The amend- 
ment of paragraph (15) would include 
a provision reading, in part, as follows: 

“(b) Whenever an emergency, publicly 
announced by the Commission ... . in- 
volves a shortage of vehicles, the Com- 
mission shall specify in its public an- 
nouncement the class or classes of 
vehicles with respect to which such 
shortage exists. Beginning with the 
tenth day following the date of such 
public announcement, and continuing 
until the Commission shall determine 
and declare by public notice that the 
shortage has ceased to exist, the user 
of each vehicle of any class so specified 
shall pay, and the owner of each such 
vehicle shall charge, for the use thereof, 
double the amount of the rental or other 
charge in effect on the date of the an- 
nouncement ... .” 


Rail Labor Act Amendment 


Chairman Johnson, of the Senate in- 
terstate and foreign commerce commit- 
tee, has introduced, by request, S. 2804, 
a bill to extend the provisions of the 
railway labor act to certain air carriers 
engaged in foreign commerce and cer- 
tain carrier employes located outside of 
the United States, its territories or pos- 
sessions. 


TRANSPORTATION 
STATISTICS 
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Canadian Freight Loadings 
Totaled 90,810 Cars in 
8-Day Period Ended Feb. 29 


Railroad revenue freight loadings 
across Canada in the closing eight- 
day period of February total 90,810 
cars as compared with 71,618 cars i 
the preceding week, according to the 
Dominion Bureau of Statistics, Ot- 
tawa, Canada. 

“Daily average loadings thus rose ‘rom 
10,251 to 11,351 cars or by 10.9 per cent, 
said the bureau. “Compared with ap- 
proximately the similar period of 1951 
on a daily loading basis, betterment was 
also indicated. In addition, connec'ions 
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furnished 44,843 cars of traffic during the 
period under review versus 38,049 cars 
ijn the seventh period of this year with 
daily average receipts up from 5,435 to 
5,605 Cars. 

“Volume in the eastern division was 
59,421 cars compared with 46,915 cars in 
the week ended February 21 while the 
western region reported 31,389 cars 
loaded against 24,703—both showing con- 
siderably heavier daily traffic. 


“Commodities registered encouraging 
gains over the previous period and last 
year included grain, grain products, veg- 
etables, other agricultural products, coal, 
non-ferrous metals, building products, 
logs, pulpwood and lumber. Gasoline and 
petroleum products continued stronger 
while iron and steel output was well 
maintained. Fertilizers, newsprint, 
canned goods and miscellaneous manu- 
factures improved. 

“Reduced daily movements were shown 
from last year in hay and straw, fruit, 
livestock, dairy products, coke, automo- 
biles and trucks and in l.c.l., according 
to available comparisons. It is too soon 
to evaluate the effects of the various 
embargoes on livestock shipments but 
their impact on total carloadings will not 
be significant as such a large percentage 
of the total normally moves to markets 
by truck. 

“In the first two months of 1952, an 
even 649,000 cars of revenue freight were 
loaded at Canadian stations. This is a 
new record and an increase of nearly 4 
per cent or 23,229 cars over January- 
February of last year which was a day 
shorter. The 1950 comparative was 552,- 
614 cars. Receipts from connections ad- 
vanced to 314,888 cars from 299,557 cars 
one year earlier. The gain in domestic 
loadings during the elapsed portion of 
the current year over 1951 was confined 
to the western division where greatly 
augmented grain loadings have been a 
feature of the first eight periods of 1952. 

“Cumulative carloadings on railroads 
in the United States were very slightly 
above 1951 during the first eight weeks 
of the present year, the gain being lim- 
ited to 0.1 per cent, but show a good 
increase over 1950.” 





High Rate of Scrappage 


Cuts Nation’s Truck Pool 


Truck and passenger car scrappage in 

1951 reached all-time record levels, more 
than double the 27-year average scrap- 
page rate, R. L. Polk & Co., Detroit, re- 
ported. Total scrappage was 4,361,441 
vehicles, including 649,621 trucks and 
3,711,820 passenger cars. This compares 
with the 27-year average of 1,989,888 
Vehicles annually. 
_ “Serious inroads, by way of scrappage, 
into the nation’s car and truck pool, 
Point to the fact that the automotive 
industry will barely replace this year 
the cars going off the road under the 
approximately 4,000,000 new vehicles al- 
lowed under government restrictions 
on manufacture this year,’ asserted 
Polk. “Should the high rate of scrap- 
page continue, the impact will be felt 
Seriously this year, as material shortages 
keep production and registrations at a 
level barely equal to, and possibly under, 
oe number of vehicles scrapped last 
lear.” 

While 1,003,850 new trucks were regis- 
tered in 1951, the total number of trucks 
m use was increased by only 354,000 
trucks, it was reported. Truck scrappage 


in 1951 amounted to 64.72 per cent of 
new truck registrations, and 17.60 per 
cent of trucks in use. 


According to Polk’s records, there were 
2,126,216 trucks in use on December 31, 
1924. From 1925 through 1951, 14,078,098 
new trucks were sold. Scrappage from 
1925 through 1950 totaled 7,651,556 units, 
and 8,552,758 trucks survived as of Decem- 
ber 31, 1951. Polk estimated there were 
40,767,855 passenger cars on the road on 
December 31, 1951. 





Rail Net Operating and 
Net Income Reported 


Down in January 


Estimated net income of 131 Class 
I railroads in January, 1952, after 
interest and rentals, amounted to 
$42,000,000 compared with $57,000,000 
in January 1951, according to reports 
filed by the carriers with the Bureau 
of Railway Economics of the Associa- 
tion of American Railroads. 


Class I railroads in January, 1952, had 
a net railway operating income, before 
interest and rentals, of $66,066,877 com- 
pared with $78,914,504 in January, 1951, 
the A. A. R. said. 


Net railway operating income repre- 
sents the amount left after the pay- 
ment of operating expenses and taxes 
but before interest, rentals and other 
fixed charges are paid, it said, and 
continued: 


For the twelve months ended January 
31, 1952, the rate of return on property 
investment after depreciation averaged 
3.66 per cent compared with a rate of 
return of 4.26 per cent for the twelve 
months ended January 31, 1951. Prop- 
erty investment is the value of road 
and equipment as shown by the books of 
the railways including materials, sup- 
plies and cash, less accrued deprecia- 
tion. 

“This compilation as to earnings for 
the month of January is based on re- 
ports from all Class I railroads, repre- 
senting a total of 225,853 miles. 

“Total operating revenues in January, 
1952, amounted to $867,034,111 com- 
pared with $848,728,726 in the same 
month of 1951, an increase of 2.2 per 
cent. Operating expenses in January, 
1952, amounted to $685,369,358 compared 
with $644,416,929 in January, 1951, an 
increase of 6.4 per cent. 

“Twenty-five Class I railroads failed 
to earn interest and rentals in January 
1952, of which twelve were in the Eastern 
District, one in the Southern Region 
and twelve in the Western District.” 

Data by districts follow: 


Eastern District 


Class I railroads in the Eastern District in 
January, 1952, had an estimated net income, 
after interest and rentals, of $16,000,000 
~~ with $20,000,000 in the same month 
re) a 

Those same roads in January, 1952, had 
a net railway operating income, before in- 
terest and rentals, of $30,344,158 compared 
with $32,479,122 in the same month of 1951. 

Operating revenues of the Class I rail- 
roads in the Eastern District in January 
totaled $394,909,810, an increase of 3.4 per- 
cent compared with the same month of 1951, 
while operating expenses totaled $319,178,849, 
—— of 6.6 percent above January, 


Southern Region 


Class I railroads in the Southern Region in 
January, 1952, had an estimated net income, 
after interest and rentals, of $12,000,000 
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aqumaged with $12,000,000 in the same month 
of 1951. 

Tnoose same roads in January this year 
had a net railway operating iucome, be.ore 
interest and reutals, of $14,294,229 compared 
with $13,/36,217 in vanuary, lyoal. 

Ope:ating revenues or the Ciass I railroads 
in the Southern Kegion in January totaied 
$129,906,/61, an increase ot 4.1 percent above 
Jauuaiy, 1991, Wwhiie Operating expe.uses 
totaled $95,.92,894 an increase or 4.1 percent 
apove the same month or 195l. 


Western District 


Class I railroaas in the Western District 
in vanuary, ivo2z, had an es.iimatea net 
income, a.ter interest and rentais, Or $14,- 
QOvu,uuU COMparea witn $29,Uu00,uUU iu tae same 
month of 1951. 

‘2nose Saiue roads in January, 1952, had a 
net rauway Operatiog income, vetore interest 
and rentais, Of $21,428,490 compared with 
$52,699,100 1N January, svoal. 

Operating reveuucs Oo: Ciass I railroads in 
the western District in January, 1992, tovaled 
$042,21/,04U, @ Gaecrease OI U.3 perceut be:ow 
January, 19091, wniue operating eapeuses 
totaled $27U,.97,520 an increase of 6. per- 
cent above January, 1901. 





February Delivery of 7,358 
New Cars Reported by Rails 


February deliveries of new domestic 
freight cars tovaled 7,358, the American 
Railway Car Institute and the Associa- 
tion of American Railroads announced 
jointly. 

Lower steel allocations caused produc- 
tion to decline from the January level 
when deliveries totaled 8,642, they said. 
Deiiveries for February, 1951 totaled 5,84z. 


The Institute and the A.A.R. also said 
that orders tor 6,120 new freight cars 
were placed by the railroads during the 
month. The backlog of cars on order as 
of March 1 was 118,900. 


A breakdown by types of the cars or- 
dered and delivered in February and of 
the cars on order as of March 1, follows: 


On Order & 
Ordered Delivered Undeiivered 








Type Feb. 1¥52 Feb. 1952 Mar. 1, 1952 
Box—Plain .............. 1,800 1,972 36,917 
Box—Auto ................ 500 - 759 
ie 53 144 3,716 
ear 700 1,204 23,247 
Oe eee 1,900 2,329 36,299 
Covered Hopper .... 801 223 5,220 
Refrigerator . ms — 441 4,276 
Stock ...... = ~ 500 
Tank ..... 260 626 7,068 
Caboose ... 6 63 467 
eR EE 10G 356 440 
ESE 6,120 7,358 118,900 
Carbuilders ............ 995 5,494 76,646 
Railroad Shops ...... 3,125 1,864 42,254 





Petroleum Waybill Study 


The Commission has issued a 4-page 
statement, No. 526, prepared by its Bu- 
reau of Transport Economics and Sta- 
tistics, titled Distribution of Petroleum 
Products by Petroleum Administration 
Districts, One Per Cent Sample of Way- 
bills for All Carload Traffic Terminated 
by Class I Steam Railways, Third Quar- 
ter, 1951. It said the study, issued as 
information, had not been considered or 
adopted by the Commission. The com- 
modity classes or groups used for tabula- 
tion purposes were crude oil, gasoline, 
kerosene, distillate fuel oils and residual 
fuel oils, the statement said. 





Transport Tax Collections 


Taxes paid to the federal government 
for transportation of property totaled 
$32,594,813.52 in January this year as 
compared with $31,733,492.28 in January, 
1951, or an increase of $861,321.24, ac- 
cording to a summary of internal rev- 





enue collections issued by the Treasury 
Department. 

Other transportation tax sources ip. 
cluded in the summary and the amounts 
collected in January, 1952, as compared 
with January, 1951, respectively, were as 
follows: Transportation of oil by pipe 
line, $2,685,835.10 and  $1,919,111.54: 
transportation of persons (seats and 
berths), $21,895,511.41 and $19,643,317.29, 
Manufacturers’ excise taxes on gasoline 
yielded $60,259,597.78, as against $43,699. 
572.79 collected in January, 1951, an in- 
crease of $16,560,024.99. 





Study by P.A.D. Shows Oil 
Transport Equipment Needs 


Estimates of transportation equipment 
needs for the movement of petroleum 
and its products in the United States 
in 1952 have been made by the Petroleum 
Administration for Defense in a com- 
prehensive study of petroleum transpor- 
tation in the nation, described as “the 
first such study ever prepared.” 


For purposes of the study, the P.AD, 
said, it was assumed that mobilization 
needs would continue but that there 
would be no “all-out emergency.” It was 
asserted that transportation require- 
ments would change radically in event of 
full-scale war. The P.A.D. said its re- 
port was based on an estimate that US. 
demands for petroleum in 1952 would be 
for an average of 7,623,000 barrels a day; 
that U.S. refining capacity would be 7,- 
482,000 barrels a day, and that the avail- 
ability of crude oil and natural gas 
liquids in the nation would be 7,692,000 
barrels a day. 

As of January 1, 1951, the study 
showed, the nation had an inventory of 
10,692 “straight” trucks (single units of 
2,000 to 3,000 gallons capacity), and 26,- 
783 trailers and semi-trailers. To meet 
future demands, according to the study, 
this fleet would have to be expanded by 
the end of 1952 by addition of 1,538 
straight trucks, 5,555 semi-trailers and 
trailers, and 8,500 tractor units. More- 
over, said the P.A.D., it was estimated 
that 1,800 straight trucks and 1,883 trail- 
ers and semi-trailers were required to 
replace scrappage in 1951 and 1952. 

An inventory of 84,523 general-purpose 
tank cars (including about 3,500 US.- 
owned cars operating in Canada) and 
10,302 pressure tank cars operated in 
petroleum service, as of January 1, 1951, 
was shown in the study. It said that the 
general-purpose fleet should be expanded 
by 2,000 cars by the end of 1952, and the 
pressure-car fleet should be increased by 
4,700 cars in that same period to meet al 
expected continued rapid increase in the 
demand for liquefied petroleum gas. I 
was estimated that 4,200 general-purpose 
cars were required to replace scrappagé 
in 1951 and 1952, but scrappage of pres- 
sure cars was believed to be negligible. 

“The average annual indicated scrap- 
page or export for the total tank car 
fleet during the past three years is 3,24 
cars,” said the P.A.D. : 

Its report estimated, the P.A.D. said, 
that 180,000 tons of steel were required 
for pipe for crude-oil gathering lines M 
1951 and 1952, with 90,000 tons allocated 
in each year. Total steel required for 
this domestic trunk-line project was 
874,500 tons, it said. It recommended 
that 305,000 tons of steel be used i 
building various product pipe lines. 

As of 1950, the: report showed, the 
capacity of all tankers, world-wide, 
available for commercial petroleum ‘rade 
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was equivalent to 1,199 T-2’s. It defined 
3 T-2 as a petroleum carrier of 16,765 
deadweight tons with a speed of 145 
knots. 

“For 1951,” said the P.A.D., “the esti- 
mated average of available capacity was 
1311 T-2’s, and the 1952 average is esti- 
mated at 1,416 T-2’s. Construction of 
needed additional storage ... would re- 
quire 426,000 tons of steel—260,500 for 
clean products, 27,500 for residual fuel, 
16,500 for other products, and 121,500 for 
crude petroleum .. .” 

Copies of the 1i18-page report, en- 
titled “Transportation of Oil,” may be 
obtained for $1.75 each from the Super- 
intendent of Documents, Government 
Printing Office, Washington 25, D.C. 


Rail Employe Pay Increase 
Of 7.6 Per Cent Shown 


Compensation paid to employes of 
Class I steam railways, exclusive of 
switching and terminal companies, 
amounted to $435,585,332 in December, 
1951, as against $404,233,110 in Decem- 
ber, 1950, an increase of 17.76 per cent, 
according to a compilation of wage sta- 
tistics of those roads, statement M-300, 
prepared by the Commission’s Bureau of 
Transport Economics and Statistics. 


Total number of employes reported by 
the carriers, as of the middle of Decem- 
ber, 1951, was 1,247,288, a decrease of 
29,831, or 2.34 per cent, under the num- 
ber reported for December, 1950. The 
total number of hours paid for in De- 
cember, 1951, was 3.96 per cent less than 
in December, 1950. A comparison of the 
number of employes who received pay 
during the month with the total hours 
paid for shows 176 hours an employe in 
December, 1951, and 177 hours in De- 
cember, 1950. In December, 1951, em- 
Dloyes received pay for 14,126,401 hours 
if punitive overtime which was 6.62 per 
tent of the straight time paid for. 


Compensation for “time paid for but 
not worked” for December, 1951, was 
reported as follows: Executives, officials, 
and staff assistants, $164,849; profession- 
a, clerical, and general, $3,205,746; 
Maintenance of way and _ structures, 
$1,714,316; maintenance of equipment 
and stores, $3,926,598; transportation 
(ther than train, engine, and yard), 
$2,271,621; and transportation (yardmas- 
= switch tenders, and hostlers), $262,- 


In the train and engine service, com- 
pensation for December, 1951, was re- 
ported as follows: Straight time paid 
for, $96,474,997; overtime paid for, $11,- 
120,595; constructive allowances, $8,422,- 
829; total, $116,018,421. Miles actually 
Tun totaled 416,422,077, and miles paid 
for but not run totaled 49,221,584. 


Freight Car Supply Report 


U.S. railroads reported an average 
daily surplus of 8,372 freight cars and 
an average daily shortage of 2,854 freight 
tars for the week ended March 1, as 
against a surplus of 8,322 cars and a 
shortage of 3,158 cars for the preceding 
Week ended February 23, according to 
the car service division of the Associa- 
tion of American Railroads. 

The surplus for the latest period con- 
sisted of 998 plain box, 95 auto box, 182 
gondola, 1,789 hopper (includes 312 cov- 


ered), 2,523 stock, 222 flat, 2,048 refrig- 
erator, and 565 miscellaneous cars. 

The shortage for that period was made 
up as follows: Plain box, 806; gondola, 
746; hopper 443; flat, 568; refrigerator, 
266 and miscellaneous 25. Reports of 
the carriers showed no shortage of auto 
box and stock cars. 


Intercity Motor Carrier 
Operations Tabulated 


Intercity motor carriers of property, 
1,668 in number, showed a slight in- 
crease in total operating revenues, in 
the third of 1951 over the 1950 quarter. 
They also showed an increase in total 
expenses, smaller net operating revenue, 
and smaller net income before and after 
income taxes, according to statement Q- 
800, prepared by the Commission’s Bu- 
reau of Transport Economics and Statis- 
tics of revenue, expenses, other income, 
and statistics of Class I motor carriers 
of property. 

Total operating revenues of the car- 
riers for the 1951 quarter were shown as 
$662,663,929, as against $659,553,580 for 
the 1950 quarter. Total operation and 
maintenance expenses were $549,325,553 
in the 1951 quarter, and $535,869,188 in 
the 1950 quarter. With the addition of 
depreciation expense and adjustment, 
amortization chargeable to operations, 
taxes and licenses, and net operating 
rents, total expenses were shown as $626,- 
928,904 for the 1951 quarter as against 
$601,514,578 for the 1950 period. Net 
operating revenue was shown as $35,735,- 
025 for the 1951 quarter and $58,039,002 
for the 1950 quarter. 

Other income for the 1951 quarter 
was $2,371,561 and other deductions, $4,- 
433,942, leaving $33,672,644 net income be- 
fore income taxes, and $18,344,384 net 
income after income taxes. For the 1950 
quarter, other income was $2,199,298, 
other deductions, $3,370,956, leaving net 
income before income taxes of $56,867,- 
344, and net income after income taxes 
of $36,757,272. The operating ratio in 
the 1951 period was 94.6, compared with 
91.2 per cent in the 1950 quarter. 

A separate compilation of the results 
of operations of 385 local carriers, showed 
for the 1951 quarter, total operating 
revenues of $67,181,806, total operating 
expenses, $63,343,850 net operating reve- 
nue, $3,837.956, net income before income 
taxes, $5,029,661, and after income taxes, 
$3,348,682. For the 1950 quarter, total 
operating revenues were $64,580,212, total 
operating expenses, $60,384,402, net op- 
erating revenue, $4,195,810, net income 
before income taxes, $5,390,367, and after 
income taxes, $3,914,968. 


United Air Line Enjoyed 
Record Traffic in 1951 


One of United Air Line’s 1951 achieve- 
ments was its attainment “of officially 
recognized freedom from air mail sub- 
sidy,” President W. A. Patterson, Chi- 
cago, asserted March 10. The company 
now had a permanent domestic air mail 
service rate of 45 cents a ton mile which 
was free from any subsidy element, said 
he. Only 6 per cent of United’s 1951 
revenue came from air mail, as con- 
trasted with 95 per cent from that source 
in the company’s first year of operation 
in 1926, he said. 

Record-breaking traffic, stimulated by 
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the national emergency, had permitted 
United to realize the highest net earn- 
ings in its history in 1951, amounted to 
$8,563,097 after taxes, representing a 33 
per cent increase over 1950 earnings, 
said Mr. Patterson. All traffic categories 
execpt freight reached new highs in 1951, 
he said. Freight ton miles totaled 22,- 
724,520, down 20 per cent from 1950, it 
was reported. 

In 1951, United expanded its air coach 
operations to 10,000 miles of flying daily 
from coast to coast, and on the Pacific 
coast, said the line’s president. While 
“low cost scheduled air coach service still 
must be considered experimental in 
nature,” he said that such services “thus 
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far have been successful in attracting 
traffic, and, to date, have resulted in 
profitable operations. It remains to be 
seen whether further expansion in this 
field, particularly with lower fares than 
at present, will produce the same re. 
sults,” he added. 

Mr. Patterson expressed the belief that 
it would be approximately seven years 
before jet-powered airliners were used to 
any great extent on the nation’s airways, 

“The science of flight reached its pres- 
ent state of development in less than an 
average lifetime,” he concluded. With 
the advent of jet power, its further pos- 
sibilities within the next lifetime chal- 
lenge the imagination.” 


NEW SERVICES AND PRODUCTS 
IN ee 


Ringsby Truck Lines Opens 


18-Acre Terminal at Denver 


Ringsby Truck Lines, Inc., began op- 
eration on March 1 of its new, modern 
terminal at Denver, Colo. 


Located at 3201 Ringsby Court, it is the 
third new terminal in the company’s ex- 
pansion program to be opened in the 
past year, according to J. W. Ringsby, 
president, who stated that a new termi- 
nal was opened at Salt Lake City in April 
and another in Los Angeles in May. 

The new Denver terminal covers 18 
acres and will house an air-conditioned 
general office containing 20,000 square 
feet of floor space. It will include a new 
general garage and the entire Denver 
terminal facilities of the firm. 

“Being the hub of the far-flung Rings- 
by Truck Line operation, which has 
terminals in 32 cities throughout the 
west and mid-west, the new Denver 
terminal is a very important addition to 
the company’s over-all plant,” says Mr. 
Ringsby. “Denver is the breaking point 
between east and west at which point 
equipment is changed from 200 inch 
engine power to 300 inch engine power 
on shipments moving from east to west. 
The reverse procedure is utilized on ship- 
ments moving from west to east.” 

One of the advantages of the terminal 


location is that there is plenty of un- 
interrupted area for fast, efficient han- 
dling of all shipments. One particular 
item pointed out by the truck line is 
safety in the handling of explosives, 
eliminating possibility of damage to 
other installations and the safe inter- 
change with trailers of other motor 
transport firms carrying explosives. 


An elevated contro] tower, which can 
be seen in a drawing of the new terminal 
reproduced below, permits the man in 
charge to have an uninterrupted view of 
the entire property, thus enabling him 
to direct the dispatching of equipment 
with a minimum of delay. Complete 
weighing facilities also are provided, the 
company said, enabling weighing of all 
loads on arrival or before departure and 
assuring that all loads are within the 
maximum load limitations of the va- 
rious states through which operations 
are conducted. 









































Miss Truman on Rail Program 


Miss Margaret Truman, daughter of 
President Truman, and Gordon MacRae 
will star in the Emmerich Kalman 
operatta, “Sari,” on “The Railroad 
Hour,” March 17. Miss Truman, in the 
title role, will portray a gypsy violinist’s 
daughter who falls in love with a young 
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musician. “The Railroad Hour,” spon- 
gored by the Association of American 
Railroads, is broadcast each Monday by 
the National Broadcasting Co., at 8 to 
8:30 p.m., EST; 7 to 7:30 p.m., CST; 
3:30 to 9 p.m., PST; and 9:30 to 10 p.m., 
MST. 


Era of Steam Locomotive 


Ends on Frisco Railway 


Shortly before midnight February 29, 
steam locomotive No. 4018 pulled a local 
freight into Birmingham, Ala., com- 
pleting the last steam run on the Frisco 
Railway. The next day a new diesel 
took the job, and the 5,000-mile Frisco 
became completely dieselized—the largest 
Class I railroad in the United States to 
be operating strictly with diesel power, 
according to Clark Hungerford, Frisco’s 
president. : 

The Frisco’s dieselization program was 
launched shortly after Mr. Hungerford 
assumed the road’s presidency’s in 1947. 
Today the Frisco has a total of 407 diesel 
units, and the era of the steam locomotive 


The crew on the last train to operate steam 
power on the Frisco Railway is greeted by A. M. 
ball, assistant to president, just before starting 
from Birmingham, Ala., to Bessemer, Ala., Feb. 29. 


has passed on the road’s nine-state sys- 
tem. 


“It has long been realized that, through 
diesel power, the shipping and traveling 
public can obtain more efficient service 
than has heretofore been possible,” said 
Mr. Hungerford. “While we have looked 
forward to this major step in our 
progress for a number of years, we must 
admit that it was the steam locomotive 
that supplied the power to span a virgin 
continent and furnished the only mass 
transportation medium that for years has 
helped to raise America’s standard of 
living to what it is today.” 


Operating efficiency of the Frisco had 
shown appreciable gains since inaugura- 
tion of the diesel program, he said. In 
1947, the Frisco’s gross ton per mile per 
hour performance was 32,703; in 1951, 
When freight train performance was 86 
per cent dieselized, the gross ton per mile 
per hour handled was 41,644. At the 
Same time the gross tons per train mile 
tose from 1,670 in 1947 to 2,346 in 1951. 

The establishment of diesel facilities 
has been one of the principal by-products 
of the changeover. At Springfield, Mo., 
operating hub of the Frisco, new yard 
facilities were added two years ago. 


Similar changes have been made over 
the entire system. In 1951 a diesel de- 
partment was established to work with 
the problems of maintenance and re- 
pair of the new power units. 


A breakdown of the diesel locomotives 
owned by the Frisco shows the following: 
17 passenger locomotives of 2,250 horse- 
power each, and six of 2,000 horsepower 
each; 12 combination freight-passenger 
units, 1,500 horsepower; 123 freight, 1,500 
horsepower; 133 general purpose, 1,500 
horsepower; 11 general purpose, 1,000 
horsepower; 75 yard switchers, 1,000 
horsepower; 19 yard switchers, 1,200 
horsepower; two yard _ switchers, 660 
horsepower, and nine 44-ton yard switch- 
ers—a total of 407 units. 


New York Central Opens 
Toledo Diesel Shop 


As another step towards its postwar 
goal of system-wide dieselization, the 
New York Central System has opened a 
new $2,000,000 diesel maintenance shop 
at its Stanley Yards, Toledo, O. The 
shop will be the servicing headquarters 
for approximately 110 of the road freight 
and switch diesels operating in the Cen- 
tral’s Michigan Central, Ohio Central, 
and Big Four districts, reports C. F. 
Wiegele, general manager, lines west of 
Buffalo. 


The three-story main shed houses 
three through tracks on which diesels 
are run for normal servicing and minor 
repairs. A fourth pair of tracks are stub 
ends for heavier repairs and rebuilding. 
Offices and storerooms are housed in the 
east wing. 


As part of the dieselization plan at 
Stanley Yards, the Central is construct- 
ing a $300,000 dormitory and restaurant 
building for road crews. When completed 
in the near future, that building will 
contain 86 individual sleeping rooms for 
crews laying over at Stanley, and a 
restaurant with a seating capacity for 
44 persons. 


North American Van Lines 


Dispatchers Discuss Plans 


Dispatchers from North American Van 
Lines offices throughout the country 
gathered in the company’s home offices 
in Fort Wayne, Ind., February 17, to 
open a four-day meeting. Those present 
were instructed on the latest develop- 
ments in operation, traffic, safety, im- 
provement in public service, and com- 
munications equipment. 


Those attending the meeting included 
William Hussey, Newark; Frank Bray, 
Atlanta; Morris Jennings, Dallas; Milton 
Chase, Des Moines; Charles Nolan, Los 
Angeles; Robert Mills, Portland, Ore., 
and Richard Shaffer, James Murphy, 
and Harry Hart, of Fort Wayne. 


The discussion was conducted by com- 
pany executives, and the meeting was 
addressed by James D. Edgett, president. 
The meeting marked the first time the 
nationwide furniture movers organiza- 
tion had called all its dispatchers to- 
gether. 


* * * 


About 100 different “times” were 
abolished when Standard Time was es- 
tablished by the railroads throughout the 
United States and Canada in 1883. 
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WANT A COPY? Our new Coal and Coke Directory is just off the press and 
ready for distribution. We’ve tried to make it a convenient reference book 
and source of information on coal and coke produced along the Southern. 
It contains maps of the mining districts, names and addresses of operators 
and their selling agents, shipping points and estimated daily capacity of 
mines. Ask our nearest freight traffic representative for your copy ... or 
write to John E. Pendleton, General Coal Development Agent of the Southern 
Railway System, Knoxville 5, Tennessee. SOUTHERN RAILWAY SYSTEM. 
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A peach orchard, and this grand scenery too, 
tt Palisade in the Grand Junction. district of 
Colorado. 














SHIPPER-CARRIER MANAGEMENT 


AN INTERPRETIVE SECTION APPEARING 3rd ISSUE MONTHLY 


How the Rio Grande Railroad Helps 
To Market the Colorado Peach Crop 


Peach Program Is Year-Round Activity for Growers and for 
Railroad, All Departments of Which Are Mobilized at Harvest 


HE Colorado peach crop is not the 
largest peach crop in the nation, nor 
do peaches constitute the most volumi- 
nous perishable commodity handled by 
the Denver & Rio Grande Western Rail- 
road. Yet the story of the history of 
Colorado peaches, and the annual mar- 
keting of this crop which involves every 
department of the Rio Grande Railroad, 
is a fascinating one. It is particularly 
interesting for the light it sheds on the 
key role of railroading in a little-known 
segment of the nation’s economy. 

If it weren’t for the railroad, the peach 
industry of Colorado would have died 
“aborning.” ‘The more than one million 
peach trees in Colorado produce about 
3,000 carloads of high-revenue perishable 
traffic annually for the railroad. 

Development of horticulture in western 
Colorado parallels the development of 
the fruit industry nationally. When the 
Ute Indians were transferred from the 
valleys of the Colorado and Gunnison 
rivers in 1881, incoming white settlers 
from the south were not slow to recognize 
that the climatic and soil conditions 
were ideal for the growth of fruit. The 
following year, 1882, fruit trees were 
transported from Missouri and ‘planted 
in Delta County. The test. plantings in- 
dicated the rich possibilities. _Develop- 
ment of the fruit industry in that locality 
has since been steady. By 1891 in Mesa 


Time to Rush Crop to Market at a 300-Cars-a-Day Clip. 


By N. C. HUDSON 





County, Colo., the fruit orchards totaled 
1,500 acres, and the fruit industry be- 
came one of the stable industries in the 
district. 

Fruit growing requires lots of water, 
and the peach area in western Colorado 
is an irrigated agricultural district whose 
parched throat receives water from the 
melting snows in the high mountains, 
gathered in mountain water storage res- 
ervoirs. The same mountains that pro- 
vide the water to grow the peach trees 
also provide the ice that refrigerates car- 
loads of peaches on their way to market. 
Of the many varieties of fruit produced 
in the intermountain area, the peach has 
proved to be most important. 

With development of the Grand Valley 
reclamation project and other irrigation 
projects, the success of fruit production 
was assured. Water is diverted from the 
river to a main canal 55 miles long, 
which feeds scores of smaller canals. 
Water must be supplied at the proper 
time. An intricate system of dams and 
canals has enabled man to establish 
peach orchards in what was formerly a 
desert area. 

There are two peach districts in Colo- 
rado, both on the western slope—the Pa- 
cific side of the Continental Divide. Both 
districts are served by the Rio- Grande 
Railroad. 

The Mesa County district is on the 
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The railroad’s role in marketing the Colorado peach crop begins each 

winter, with the harvesting of the ice to be used to refrigerate the next 

summer’s crop. The Rio Grande has three mountain ponds in Colorado, 
from each of which it gets three cuttings of ice a winter. 





Ls 
P. K. Yonge, director of agriculture, Den- 
ver & Rio Grande Western Railroad, just 
before the peach harvesting season esti- 
mates the car requirements of the Colo- 
rado crop, and prepares to receive the 
thousands of refrigerator cars sent to the 
district each August. 
Mesa 
tricts 
used i 
‘ : other 
This crew of long-legged men is pruning peaches. The more than one helpec 


million peach trees in Colorado produce about 3,000 carloads of high- 
revenue perishable traffic annually for the railroad. 













Colorado River near Palisade, Grande 
Junction and Clifton. The Delta County 
district is on the North Fork of the 
Gunnison River near Paonia, Hotchkiss, 
Delta and Cedaredge. Both districts are 
irrigated. 

The favorable air currents from the 
Colorado River canyon, sweeping through 
the valley during the frost period, have 
made this Palisade district one of the 
desirable peach-producing areas of the 
nation. This air current has been called 
“western Colorado’s one million dollar 
air draft,” for it is this air current which 
keeps the killing frost from settling in 
the orchards—and, it is said, also helps 
to give the Colorado peach its piquent, 
distinctive mountain flavor. has 
never been a complete loss of crop due 
to frost in this district. 

Peach plantings gradually extended to 
the desirable lands around Clifton and 
west of Grand Junction. From these 
districts hundreds of thousands of bush- 
els of fine quality peaches are marketed 


annually. By 1920 there were 242,000 
bearing peach trees in Mesa County, a 
total which had grown to 1,200,000 in 
1950, plus 75,000 new trees not yet bear- 
ing. 

As Colorado orchard men have become 
acquainted with consumer demand and 
tastes, the quality of Colorado peaches 
has markedly improved, and orchard 
management developed to a high pitch. 
The average fruit orchard in the moun- 
tain states ranged from five to ten acres 
in size. 


Marketing the Peach Crop 


In the early years the marketing of 
the peach crop was handled by estab- 
lished marketing agencies. The market 
was badly disrupted in the early 1930’s 
when itinerant truckers began coming 
into the district, to purchase low-grade 
fruit and rush it to market. This seri- 
ously affected the price received by grow- 
ers for their better grades, and also hurt 
the reputation of Colorado peaches. 


IF ok Lat 

ee ae, During the harvest season, each town in the Colorado peach district is 

astir with activity. Five to seven thousand harvesters come to the area to 
supplement the local labor supply. 


Late in 1938 growers, sales agencies, 
and the Rio Grande ‘Railroad undertook 
a@ re-examination of peach marketing 


problems. In 1939 plans for a marketing 
agreement for the handling of Mesa 
County peaches were presented to growW- 
ers and shippers, under the state market- 
ing act. The growers voted to organiz 
the district, and the Mesa County peach 
marketing order became effective, and 
remains in effect. The marketing order 
is managed by a board of control. 

The marketing order provides fd 
agreement on grade and size regulation; 
a price filing and posting regulation; 40 
advertising and sales promotion plan, and 
a regulation covering weighing and it- 
spection stations. Each grower is 4s 
sessed from two to four cents a bushel 
to cover expenses of carrying out the 
agreement. 

The Rio Grande has always worked 
closely with the growers, helping them 
with production and marketing prcblems. 
In 1940 the railroad organized a tour for 
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Left: The Rio Grande was one of the first railroads to install mechanical 
machines for icing refrigerator cars. There are two machines at the 
North Yard in Denver, each of which is capable of icing a car in 90 


Mesa County growers to the fruit dis- 
tricts of California, to study methods 
used in that state to handle citrus and 
other fruits. The Rio Grande has also 
helped the peach growers visit eastern 
markets to study the competition which 
Colorado peaches must meet. The spirit 
of cooperation among growers, shippers 
and transportation agencies has been a 
vital factor in improving the industry 
The peach crop from western Colorado 
| has grown from about 1,000 carloads in 
| 1920 to 3,139 carloads in 1945, a level 
)which has been approximated in the 
)post-war years. 
' Almost all peaches produced in the dis- 
Wrict are Elberta freestones. The crop is 
handled by shippers of national repute, 
‘tuch as United Fruit Growers, Coopera- 
tive Producers of Western Colorado, the 
Pacific Fruit & Produce Co., the Ameri- 
tan Fruit Growers, the United Market- 
ing Exchange, Palmer and Co., and the 
Union Fruit Co. Transportation is han- 
dled by the Denver & Rio Grande West- 
ern. 


Role of the Railroad 


The railroad’s role in marketing the 
Colorado peach crop begins in winter, 
with the harvesting of the ice which will 
be used to refrigerate next summer’s crop 
in transit. 

This ice is gathered on mountain lakes 
and stored in ice houses. 

“We are one of the few railroads still 
harvesting and storing natural ice,” de- 
Clared C. W. Dickenson, supervisor of 
refrigeration, during a recent interview 
in the office of P. K. Yonge, the rail- 
Toad’s director of agriculture. 

It is one of Mr. Dickenson’s tasks to 
plan the annual ice harvest and coordi- 
hate it with the icing needs of the peach 
movement. 

“Our railroad has three mountain 
ponds in Colorado, located at an altitude 
of about 8,000 feet,” explained Mr. Dick- 
enson. “We can get three cuttings of 
good ice a winter from these ponds. The 
Rio Grande stores about 85,000 tons of 
natural ice on the line each year.” 

Equipment used in harvesting the ice 
includes mechanical circle field saws, and 
Jig pond saws. The harvested ice is 
stored at Denver, Pueblo, Grand Junc- 
tion, Gore and other points. The ice is 
from 16 to 20 inches thick, and is used 


seconds. 


for icing peaches and other perishable 
freight. 

With the peach crop in Colorado and 
Utah averaging 2,500 to 3,000 carloads a 
year, and with ten tons of ice required 
to ice one car, a total of 30,000 tons of 
ice is required for icing and re-icing 
peaches. In Utah, the Rio Grande buys 
artificial ice, about 15,000 tons annually. 


“The Rio Grande was one of the first 
railroads to install mechanical machines 
for icing refrigerator cars,” said Mr. 
Dickenson. “We have two such machines 
at our North Yard, the main terminal 
here in Denver. Each machine is capable 
of icing a car in 90 seconds.” 


Each mechanical icing machine ices 
40 cars an hour. The ice comes along 
on a conveyor, goes into the machine, is 
crushed, lifted out, and sent down chutes 
into bunkers at the ends of the refrig- 
erator cars. 


Right: Loading boxes of peaches in a refrigerator car at 
Grand Junction, Colorado. Before the peaches are packed, the “goofer 
feathers” (fuzz) are brushed off. 


In the old days of hand icing, it took 
five minutes to ice a car. With the two 
machines located at its 80-car island 
platform in Denver, the Rio Grande can 
ice 80 cars an hour. 

Speed is important in getting the peach 
harvest to market, and precious minutes 
are saved by the railroad’s mechanical 
icing equipment. 

A train of “reefers” will pull alongside 
the island platform, and icing will begin 
as soon as the engine is uncoupled. The 
mechanical machine not only puts the 
required amount of ice in each bunker, 
but automatically measures out the No. 2 
rock salt at. the same time, and puts 
it in the bunker. 

The machine also performs body icing 
of vegetables, blowing a layer of from 
10 to 18 inches of snow ice on top of the 
lading. This will refrigerate the perish- 
ables for four days, twice the time re- 


On the way to market—a trainload of peaches departing the orchard district at Palisade, Colo. 
Colorado peaches, have a distinctive mountain flavor, and are preferred by housewives in approxi- 
mately 36 states, as far distant as the eastern seaboard. 
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quired to move the car from Denver to 
Chicago. 

“The peach program is a year-round 
activity for both the peach growers and 
the railroad,” explained Mr. Yonge. “But 
it reaches its climax each year in a two- 
week period of intense activity, the 
harvest. Everything is pointed to that 
period, which usually comes in the last 
days of August and the first days of 
September. 

“The railroad will estimate its car re- 
quirements for the coming crop, lay plans 
to assure that the necessary refrigerator 
cars will be on hand at the hour when 
they are needed. The peach crop ripens 
all at once, and must be harvested, 
packed and shipped in a brief period. 
Peaches are not like potatoes or wheat, 
which may be stored until market con- 
ditions are favorable.” 

Mr. Yonge makes estimates in the field 
each year, around June 1. From this 
estimate the American Refrigerator 
Transit Co. is given the estimate car re- 
quirements. Just before the harvesting 
season begins, this estimate is refined 
to a point where each day’s exact car re- 
quirements are detailed. 

Suddenly the harvest comes. It begins 
commercially about August 20 in Mesa 
County, about September 2 in Delta 
County. Five to seven thousand har- 
vesters are brought into the district to 
supplement the local labor supply. 
Thousands of refrigerator cars are re- 
ceived in the district just prior to the 
marketing season. 

During the harvest period, each town 
in the peach district of western Colorado 
becomes a beehive of activity. The 
economic life of the communities re- 
volves around the peach harvest. 

Every department of the Rio Grande 
Railroad cooperates in the movement. To 
load and organize the handling of 300 
cars of perishable produce in one day, in 
a heavily congested fruit district, it is 
necessary that every operation of the 
railroad be tuned to the problem. 

As the harvest begins, the movement 
starts with a few cars a day, works up 
to 100 cars a day, to a feverish 300-cars- 
a-day clip, then it tapers off to a speedy 
conclusion. Everyone concerned takes 
a deep breath, and starts preparations 
for next year’s crop. 

The maximum day’s loading was 344 
cars of peaches, loaded and billed for 
marketing, on August 31, 1949, out of 
Mesa County. 

As each refrigerator car comes into the 
district, it is iced at Grand Junction, 
moved to one of the various loading sta- 
tions, loaded, and thence moved east- 
ward on fast fruit trains. Every pro- 
ducer, every shipping agency, and every 
department of the railroad is alert to 
meet the demands of the peach industry 
at this season. 

Approximately 52 per cent of the crop 
is marketed in boxes, for those house- 
wives who like to can their peaches; 
42 per cent are packed in bushel baskets, 
and 6 per cent in bulk. 


Not all Colorado peaches go directly 
to market. There are three peach can- 
neries in Colorado, all served by the Rio 
Grande, and these canneries take about 
10 per cent of the peach crop. One firm, 
with a modern plant at Delta, is now 
quick-freezing peaches and sending them 
to market. 


The packaging of peaches steadily im- 
proves, as growers strive to meet the 
exacting demands of the American 
housewife for top-quality fruit. 

To this reporter it was fascinating to 
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learn that the fuzz is brushed off the 
peaches before they are packed, and that 
this fuzz really is called “goofer feath. 
ers”, just as the “Two Black Crows” used 
to joke about. However, “goofer feath- 
ers” are not soft, but rather stiff, ang 
irritating to the skin. 

Colorado peaches are distributed to 
housewives in approximately 36 states, 
Shipments are made as far distant as the 
eastern seaboard, to Maine, Massachu- 
setts, New York, Pennsylvania, Georgia, 
North Carolina and Florida. The largest 
share of the crop normally moves into 
Iowa, Minnesota, Wisconsin, Colorado, 
Nebraska, and Kansas. There is an 
increasing demand for Colorado peaches 
in Texas and Oklahoma. Some peaches 
are shipped to Canada. 

Peaches from Colorado are among the 
last to come on the market each year 
from the larger peach-growing districts, 
Smaller crops of peaches are harvested 
even later, in Utah and Washington. 

The Colorado peach district is not only 
a shipper but a receiver of freight. An- 
nually, it will receive approximately 175 
carloads of box shook, 240 carloads of 
baskets, 300 carloads of fertilizer, and 
large shipments of insecticides, wrapping 
paper, boxes and nails. There is an in- 
creasing demand for supplies used in 
the canning and freezing programs. 

The peach industry in Utah is also 
growing, according to Mr. Yonge. The 
Utah harvest usually follows the Colorado 
harvest by about 10 days. Producing dis- 
tricts are around Provo, Ogden, and 
Brigham City. 

The peach crop is not the largest crop 

hauled by the Rio Grande. The move- 
ment of potatoes, for instance, varies 
from 10,000 to 13,000 cars a year. Other 
crops handled in carlots by the road are 
peas, celery, cabbage, cauliflower, lettuce, 
carrots, spinach, tomatoes, onions, cher- 
ries, apricots, pears and apples. 
; A motion picture of the Colorado peach 
industry made by the Rio Grande Rail- 
road is one of the most popular of the 
many films produced by the railroad. 
In constant demand for showing before 
student groups, traffic clubs, and shipper 
groups in all parts of the country, the 
film graphically portrays the absorbing 
story of the Colorado peach industry and 
the railroad’s role in this colorful en- 
deavor. 


Gurley Sees Lowered Rail 
Earnings Unless 1.C.C. Acts 


“Additional cost of living increases 
(for railroad workers) added to the pay- 
roll effective January 1, 1952, and the 
new 52 per cent federal income tax rate 
applying to the whole year 1952 fore- 
shadow a trend to lowered net earnings 
unless the railroads’ request now before 
the Commission, for increased freight 
rates, receives consideration that will 
allow railroad revenue to keep up with 
rising costs of doing business,” F. G. 
Gurley, president of the Santa Fe Rail- 
way, Chicago, said March 10. 


Commenting on the 1952 outlook for 
his railway, Mr. Gurley said that pros- 
pects for the immediate future “suggest 
continuation of a fairly high level of 
business in which government defense 
expenditures will be the dominating 
factor. 

“Negotiation of a satisfactory truce in 
Korea and improvements in interna- 
tional tensions, if those earnestly hoved- 
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for events occur in 1952, could slow the 
tmpo of defense programs and cause 
the level of railroad traffic to depend 
ypon the degree of reversion of indus- 
trial production to the output of civilian 
goods,” said the Santa Fe executive. 

“This basic economy in Santa Fe ter- 
ritory continues generally sound with 
seady growth in population and indus- 











"His road’s 1951 net income of $73,345,- 
m8 was under the $82,141,791 earned in 
1950, even though ton miles of freight 
traffic increased 10 per cent and pas- 
senger miles 17 per cent over the preced- 
ing year, he said. 












Four New ‘Streamliners’ 
Put in Operation by 


Pennsylvania Railroad 


“Four completely new streamliners, 
the most modern trains for daytime 
travel in the world, are ready for 
service on the runs of The Congres- 
sional between Washington and New 
York, and The Senator between 
Washington, New York and Boston,” 
the Pennsylvania Railroad an- 
nounced March 11. 


“With luxurious reclining seat coaches 
having separate smoking compartments, 
and the most modern parlor, dining, 
coffee shop, lounge and observation cars, 
the new trains all will go into service on 
Monday, March 17. On that day, the 
famed Congressional service will be 
extended to include a morning trip in 
each direction between New York and 
Washington, as well as the present after- 
noon runs so popular with Government 
officials, business executives, leaders in 
many fields, and the public. 

Following special runs March 11 for 
the press, the new Congressional trains 
were exhibited to the public and in- 
vited guests March 12 at Washington, 
and to invited guests at New York and 
Newark; on March 18 to the public at 
New York and to invited guests and the 
public at Baltimore; on March 14 to the 
public and invited guests at Philadelphia 
and Wilmington. The Senator was ex- 














as well as for family groups. 


reasonable rates while traveling. 
vided for passengers awaiting calls. 


hibited by the New Haven railroad on 
the same days in various New England 
cities. 

“Colorful christening ceremonies will 
mark departures of the new trains on 
their first regular runs next Monday,” 
said the Pennsylvania. “Mrs. Alben W. 
Barkley, wife of the Vice President, will 
christen the new Afternoon Congression- 
al at Washington, and Mrs. Vincent R. 
Impellitteri, wife of the Mayor of New 
York City, will christen the Afternoon 
Congressional at New York. Mrs. Styles 
Bridges, wife of the New Hampshire 
senator, will christen The Senator at 
Washington prior to its noon-time de- 
parture. Top executives of the railroad 
will be hosts at all the ceremonies. 


“The 64 gleaming all-welded steel cars 
making up the trains are the most ad- 
vanced in comfort, styling and rugged 
strength ever built. They were built by 
The Budd Company and cost almost 
$11,000,000. The railroad financed them 
through a 100 per cent conditional sale 
contract running for 15 years at an aver- 
age interest cost of 2.94 per cent. An- 
nual payments for principal and inter- 
est under this financing will average 
nearly $900,000. 


“Each Congressional train consists of 
four reclining seat coaches, coffee shop 
car for low cost meals, snacks and re- 
freshments, four more coaches, a dining 
room occupying the full length of a car, 
an all-electric kitchen and lounge car, a 
unique all-room parlor car with seven 
private rooms for business or family 
groups, five parlor cars, and a parlor- 
observation lounge car. Each Senator is 
similar except for the all-room parlor 
car, and the all-electric diner is of 
single-car design. 

“The coffee shop cars have an attrac- 
tive three-in-one design especially con- 
venient for coach passengers. The main 
section has a counter and 18 upholstered 
stools; next is a dining area with six 
tables, while the third area is a small 
cocktail lounge. Meals are prepared in 
a Radarange, which tastefully cooks food 
in a few seconds.” 


“The sparkling new Congressional 
trains of today cost the Pennsylvania 
Railroad three times as much as those 
in the Congressional service which they 
will replace,’ the Company said. “The 
coaches alone in each new train cost the 


left: This is a conference room in the all-room parlor car of the Pennsylvania Railroad’s new Con- 
gressional, “the most spacious private facility ever offered on a train.” An outstanding development 
for daytime travel, it is especially designed for busy government officials and business executives, 
Right: Telephone communication with home or office, or with far-away 
places on this continent and abroad, is available on the Pennsylvania Railroad’s new Congressional 
and Senator trains in the sound-proofed booth shown occupied by a passenger. 
connected via radio with the regular phone system of cities along the way and may be used at 
The man in the foreground is seated on a two-place divan pro- 
Out of range of the camera to the left is a rack of telephone 
directories for cities along the route of the train. 





The telephone is 





WHERE IS IT? 


WE KNOW! NP’s daily passing 
reports can locate your ship- 
ment any time. Just another 
feature of our bet- 
ter freight service 
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TRANSFER Co. 


MOTOR FREIGHT 
EXPRESS, INC. 


.. for industry seek- 
ing new plant sites. Let 
North Western’s In- 
dustrial Department 
advise you of excellent 
locations in the rich 
North Western Terri- 
tory. Address 400 W. 
Madison St., Chicago 6. 


CHICAGO and 
NORTH WESTERN 
SYSTEM 
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railroad considerably more than _ the 
cost of all the cars now in the Congres- 
sional. 

“Each new 18-car Congressional cost 
about $3,000,000 without the locomotive, 
as compared with the $1,000,600 price of 
the equipment being replaced. The 3-to- 
1 ratio is about the same for the new 
Senator trains, as well. While inflation 
has of course had a hand in upping 
oosts, much of the increased cost eis 
represented in improvements and ad- 
vances embodied in the new trains. 

“For example, the coffee shop car, 
costing $218,000, is a completely new 
facility never before available on the 
train; reclining seats in the coaches rep- 
resent higher costs, as do all-electric 
cooking in the dining car kitchen and 
electro-pneumatically powered car doors 


PERSONAL 


opening automatically at a touch. Such 
decorative features as etched mirrors, oil 
paintings and wall plaques which add so 
attractively to eye appeal also add to 
costs. The new cars are longer, have 
smoother riding trucks—and these and 
many other improvements add up to 
higher costs. 

“The eight coaches in The Congres- 
sional, at $143,000 each, cost $1,144,000. 
At $158,000 apiece, the five parlor cars 
cost $790,000. The coffee shop car price 
tag is $218,000, while that on the full 
length dining car is $182,000, and that on 
the adjoining kitchen-lounge car $234,- 
000. The all-room parlor car cost $204,- 
000, and the observation car $187,000. The 
modern streamlined electric locomotive 
cost $265,000, making the total bill for 
each train $3,224,000.” 





Arthur H. Smock has been appointed 
traffic manager of the American Weld- 
ing & Manufacturing Co., of Warren, O. 
Arthur Gray, who 
held the post for 
the last 27 years, 
will remain with 
the company in a 
consulting capacity. 
Mr. Smock was for- 
merly associated 
with the Hydraulic 
Press & Manufac- 
turing Co., Mt. Gil- 
ead, O., where he 
had served as traf- 
fic manager since 
1945. An alumnus 
of both Musking- 
um College and the University of Illi- 
nois, Mr. Smock has been active in the 
affairs of the Central Ohio Traffic Club, 
the Transportation Club of Columbus, 
and the Ohio State Industrial Traffic 
League. 


A. H. Smock 


* * * 


The Detroit, Toledo & Ironton Rail- 
road has announced the recent appoint- 
ment of H. H. Coleman as traffic man- 
ager and W. E. Lillis as general freight 
agent. 

* * + 

Robert H. Price has been appointed 
cargo sales representative for British 
Overseas Airways. Corporation, New 
York, N.Y. He was formerly employed 
in a clerical position in the company’s 
cargo section at New York International 
Airport. 

* + + 

I. A. Littlefield, assistant treasurer of 
the eastern departments of the Railway 
Express Agency, Inc., since 1938, has 
been appointed assistant treasurer of the 
company, with headquarters in New 
York City, L. R. Tanner, newly-ap- 
pointed treasurer, has announced. Mr. 
Littlefield has been succeeded in his 
former position by H. J. Kuhns. 

= + . 

C. W. Morton, Jr., has been appointed 
freight service agent of the Atlantic 
Coast Line Railroad Co., at St. Peters- 
burg, Fla. 

” * * 

H. R. Meek has been appointed city 

freight agent in San Francis¢@o for the 





Chicago, Milwaukee, St. Paul & Pacific 
Railroad. He was formerly chief clerk 
in the road’s traffic department at Terre 
Haute, Ind. 
* 7 ok 

Leland F. Wali, formerly city agent of 
the Chicago & North Western Railway 
at Milwaukee, Wis., has been appointed 
general agent at Rochester, Minn., 
where he will be in direct charge of the 
Kahler hotel office of the railway. 


* *« * 


F. Thomas Parker has been appointed 
district freight agent of the Toronto, 
Hamilton & Buffalo Railway Co., with 
headquarters in Chicago. 

oe * * 

J. J. Lynch has been elected vice- 
president in charge of traffic of Burling- 
ton Truck Lines, Inc., with headquarters 
in Galesburg, Ill. 

7 + + 

William F. Nash has been appointed 
assistant traffic manager of the Union 
Pacific Railroad at Los Angeles, Calif., 
succeeding the late G. F. Allen. Mr. 
Nash has been succeeded in his former 
position as general agent in the com- 
pany’s freight department in Los Angeles 
by Frederick L. Morgan who held the 
same position at Salt Lake City. Robert 
F. Pettigrew, heretofore chief clerk in 
the traffic department at Chicago, suc- 
ceeds Mr, Morgan as general agent at 
Salt Lake City. 

* ~ 7” 

Six promotions in the law depart- 

ment of the Chicago, Burlington & 






Walter R. Scott, executive vice-presi- 
dent, Kansas City Board of Trade, and 
city councilman, will be the speaker at 
a meeting of the Kansas City (Mo.) 
Chapter of the Delta Nu Alpha Trans- 
portation Fraternity on March 26. 

* a * 


The Women’s Traffic Club of Louis- 
ville, Ky., held its regular monthly meet- 
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Quincy Railroad Co. and its three affij- 
ated railroads were announced March ¢ 
by Eldon Martin, general counsel. John 
L. Rice, formerly attorney, western digs. 
trict of the Burlington and genera! at- 
torney of the Colorado & Southern at 
Denver, was promoted to general go- 
licitor of the Burlington and subsidiary 
lines at Chicago. Richard T. Cubbage, 
formerly assistant to general counsel of 
the Burlington, was promoted to corpo- 
ration counsel of the Burlington and 
subsidiary lines at Chicago. C. W. Krohl, 
formerly assistant general solicitor, was 
promoted to general attorney for the 
Burlington at Chicago. John C. Street, 
formerly assistant general attorney for 
the Colorado & Southern and assistant 
district attorney for the Burlington, was 
promoted to general attorney, western 
region of the Burlington, and general 
attorney of the Colorado & Southern at 
Denver, succeeding Mr. Rice. J. W. Wein- 
garten, formerly attorney, central district, 
was promoted to general attorney, cen- 
tral region, for the Burlington at Omaha, 
Neb. Willard L. Peck, formerly attorney 
for the Burlington at Chicago, was pro- 
moted to attorney for the Burlington 
and the Colorado & Southern at Denver, 
succeeding Mr. Street. 

* * * 


































J. B. Cole, Jr., president of the Jack 
Cole Co., has announced the following 
promotions at the company’s main office 
in Birmingham, Ala.: Russell E. Keller, 
executive vice-president; Sam N. Cole, 
vice-president in charge of sales; O. W. 
Whiteside, director of operations suc- 
ceeding the late Arthur B. House; Rich- 
ard V. Gadd, director of insurance and 
claims; and Harry G. de la Torre, com- 
pany attorney. 















* * 


Calnon P. Fenton has been appointed 
general agent of the Akron, Canton & 
Youngstown Railroad Co., with head- 
quarters at Portland, Ore. Appointed 
commercial agents for the railroad, ef- 
fective March 16, are R. E. Schroeder, 
Chicago, and A. Russell Pound, Hamburg, 
N.Y. 














aa 


OBITUARIES 
a 


Jean Marchand, 36, public relations 
officer of the Canadian Pacific Railway 
at Quebec City, died suddenly March 
6. Mr. Marchand was returning to his 
office from a Red Cross meeting when 
he became ill. He went to a nearby hos- 
pital for an examination and died in 
the office of a doctor. Mr. Marchand 
joined the Canadian Pacific press bu- 
reau in Montreal in 1933 and was later 
assigned to Quebec City. 

























ing on March 13 in the Seelbach hotel. 
The program was dedicated in honor of 
St. Patrick. 

* *~ + 


J. M. Bann, general freight agent, 
Chicago, Rock Island & Pacific Railway, 
Denver, was elected to the presidency of 
the Traffic Club of Denver at its annual 
election held February 12. Other officers 
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— just one year after the Cotton Belt Route was started. 


thé records 


Photo: Bettmann Archive. 


of both speak for themselves. 


Reference: American Dictionary of Dates. 


us later 


SS 

1 hotel. 

onor of # p 3 AC = o> BS. mee: 
anil ST. LOUIS SOUTHWESTERN RAILWAY LINES 
ae PROGRESSIVE TRANSPORTATION FOR 


unnual THREE-QUARTERS OF A CENTURY 


officers 












78 ‘TRAFFIC Wort March 


are D. M. O'Neill, traffic manager, was guest speaker, and a brunch, con- 
Gardner-Denver Co., first vice-president; 
M. P. Hengen, traffic manager, Ralston- 
Purina Co., second vice-president, and 
L. W. Houseman, general agent, Norfolk 4 a i I p 
& Western Railway, secretary-treasurer. A. J. Seitz, executive vice-president of 
ee. the Union Pacific Railroad, Omaha, Neb., 
Robert E. Shylin, sales representative, Will be the speaker at the forty-fifth 
Central Motor Lines, Inc., was elected ®mnual election and dinner of the Pitts- 
president of the Chicago Transportation >urgh Passenger Club on March 20 in the 
Club at its annua] Sheraton hotel, Pittsburgh, Pa. 


hawk, Davenport. Mr. Cummins is a 
charter member of the club, which was cluding the festivities, at the Tavern-on- 
organized in 1925, and was its third the-Green. 
president. utes 
More than 100 members and guesis at- 
tended the regular monthly meeting of 
the Wyoming Valley Traffic Club held 
March 5 in the Hotel Jermyn, Scranton, 
Pa. The principal speaker was Vincent 
G. Dougherty, special agent, Federal 
Bureau of Investigation, who discussed 
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served the club on 
several committees, 
and served two 
terms as editor of 
the club magazine, 
Traffic Topics. Oth- 
er officers elected 
include the follow- 
ing: Vice-president, 
Peter W. Kroeker, 
Curtiss Candy Co.; 
secretary, Albert E. 
Parker, The Glidden Co.; treasurer, 
Robert E. Schmidt, Burlington Railroad; 
assistant secretary, Leonard Kizorek, 
Norwalk Truck Line Co., and assistant 
treasurer, Paul E. Nordgren, Chicago 
North Shore & Milwaukee Railway. New 
directors are V. K. Timberlake, Foster 
Freight Lines; N. H. Schulitz, Santa Fe 
Railway; Gil Campbell, Illinois Central 
Railroad; Vince Zaccardi, Bunte Bros., 
and Melvin T. Brockman, Associated 
Truck Lines. All will be installed at the 
annual dinner April 1. 


* * * 


The Stock Yards District Traffic Club 





R. E. Shylin 


will celebrate “Past Presidents and Old 


Timers” night with a dinner meeting on 
March 20 in the Taft hotel. E. W. 
Traver, director of the Institute, will be 
guest speaker. Barnett Osofsky, of In- 
ter-Maritime Forwarding Co., Inc., is 
president of the organization. 
os aK oe 

“What Highway Safety Means to You” 
was the subject of an address by A. L. 
Hauck, director of insurance, Security 
Cartage Co., at an educational meeting 
of the Fort Wayne Transportation Club, 
Inc., on March 12. 

OK * ok 

The Railway Business Women’s Asso- 
ciation of Metropolitan New York was 
host chapter to its 18 sister chapters of 
the National Association of Railway 
Business Women at a two-day meeting in 
New York City March 15-16. The pro- 
gram included a scenic bus tour of ‘the 
city for “out-of-towners,” dinner in the 
Vanderbilt hotel, following a reception, 
at which Frederick H. Baird, vice-presi- 
dent of the New York Central Railroad, 


shipments moving in interstate com- 
merce. Five minute talks were also made 
by Joseph B. Peters, traffic manager, 
Hess Goldsmith Co., Wilkes-Barre, Pa.; 
Bruce Moyer, traveling freight agent, 
Lackawanna Railroad, Scranton; and 
J. J. Houston, traffic manager, Shirks 
Motor Lines, Lancaster, Pa. Leon C. 
Houghton, traffic manager, American 
Car and Foundry Co., Berwick, Pa., an- 
nounced that plans have been completed 
for the club’s next meeting to be held 
on April 9 at the F.O-E. hall in Berwick. 
* ok * 

The Traffic Club of Erie will hold its 
thirty-fifth annual dinner on March 20 
in the Lawrence hotel, Erie, Pa. Colonel 
Jack Major will be the guest speaker and 
John M. Hickey, superintendent of Erie 
Public Schools, will act as toastmaster. 
H. G. Reichel, district freight agent, 
Nickel Plate Road, is chairman of the 
annual dinner committee. 

cd Ok * 

The Columbus (O.) Transportation 

Club will hold its annual election and 


meeting March 4 in >. * the legal and technical aspects of the to be hi 
the LaSalle Hotel. The Alumni Association of the Traffic bureau’s work in the arrest and prosecu- hotel a: 
Mr. Shylin has Managers Institute, New York, N.Y., tion of persons highjacking or Stealing § ine prc 
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“free” buffet dinner on March 27 at the 
Columbus Maennerchor Club. Clarence 
H. Dick, freight representative, Balti- 
more & Ohio Railroad, has been selected 
by a special nominating committee for 


will hold its next monthly meeting on 
March 20 in the Central Manufacturing 
District Club rooms, Chicago. An official 
of the Chicago Post Office will be the 


Curr 
ments 
change 


Memo to Traffic Club 


° = Heari 
speaker. AP Secretaries the presidency without opposition. Washing 
. April 22. 
The Tri-City Traffic Club is sponsor- TRAFFIC WORLD will appreciate receiv- pT miner I 


The fourth West Coast Conference of 
Women’s Traffic Clubs was held Febru- 
ary 22-24 in the Fairmont hotel, San 
Francisco. Represented were clubs from 
Oakland, Los Angeles, Long Beach, Port- 
land, Tacoma and Seattle. Emma Kenty, 


ing a testimonial dinner in honor of 
George M. Cummins, traffic commis- 
sioner of the Chamber of Commerce of 
Davenport, Ia., for the last 35 years, 
who is planning to retire April 15, to 
be held on March 27 in the Hotel Black- 








ing your latest Traffic Club roster. Please 
mail to our Washington Office, 815 Wash- 
ington Building, Washington 5, D. C.— 


koouls Your Cargo Vv, 
PORT OF GDAKLAND 
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CONSULT FREELY ON OCEAN SHIPPING PROBLEMS WITH THE CHICAGO OFFICE 
Lawrence T. Waidell, Special Agent, Pure Oil Building, 35 E. Wacker Dr., Chicago 1, Ill., Tel.: DEarborn 2-5111 
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past president of the Women’s Traffic 
(lub of Los Angeles, who is said to be 
the only woman to hold an honorary 
life membership in the Associated Traf- 
fc Clubs of America, presided at a 
juncheon on the first day of the meeting. 
Future plans were discussed by presidents 
of their respective organizations. 
* * ok 


The Bridgeport (Conn.) Traffic Asso- 
tiation has designated its next meeting 
to be held on March 17 in the Stratfield 
hotel as “Air Lines Night.” A feature of 
the program will be a panel discussion 
on the subject of air tranpsortation. A 
joint dinner meeting of the club and the 
New Haven Traffic Association will be 
held on April 21 at the Stratfield hotel. 

* * * 


The Traffic Club of Lansing will hold 
its annual spring dinner dance on March 
9 in the grand ballroom of the Hotel 
Olds. Joe Buys is chairman of the din- 


ner-dance committee. Joe Moon, of the 
New York Central Railroad, is club 
president. 

oo * Bo 

The next regular meeting of the Traffic 

Club of Baton Rouge will be held on 
March 18 in the Heidelberg hotel. Gen- 
eral S. G. Henry, director of community 
relations, Ethyl Corporation, will be 
guest speaker, after which a short movie, 
“Clear Track Ahead,” will be shown. 

* * * 


William T. Faricy, president of the 
Association of American Railroads, will 
be the guest speaker at a “biennial” 
dinner party of the Railway Business 
Women’s Association of Washington, 
D.C., on April 19 in the Shoreham hotel. 
Mrs. Eunice Thomas is chairman of the 
dinner committee. The association will 
hold its election of officers and directors 
on May 13 and its installation dinner on 
June 17. 


icc DOCKET 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
inluded in previous issue of Traffic World. 


RAIL 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in 30980, assigned March 24, at 
Washington, D.C., cancelled and reassigned 
April 22, at Washington, D.C., before Ex- 
aminer Mohundro. 


March 17—Chicago, Tll.—Hotel Morrison— 
Examiner Dishman 


ews * Jae Packing Co., et al. v. 


al. 

wi, “sub, “1-~Oscar Mayer & Co., Inc., 

ame 
30710, Sub. 2—The Denver Union Stock 
Yard Co. v. A. C. & Y., et al. 
30710, Sub. 3—Pepper Packing Co. v. Same. 
30710, Sub. 4—Lasco, Inc. v. Same. 
30710, Sub. 5—Capitol Packing Co. v. Same. 
30710, Som 6—Fryer & Stillman, Inc. v. 


Sam 

pie, "Sub. 7—Landers Packing Co. v. 
aiid, ul “Sub. 8—National Food Stores, Inc. 
7s, Sub. 9—The Cudahy Packing Co. v. 


wien ‘Sub. 10—Wilson & Co., Inc. v. Same. 

30710, Sub. 11—Armour and Co. v. “jue 

710, Sub. 12—American Stores Co. v. A. 
& 8S. F., et al. 

wiio; Sub. 13—Kingan & Co., Inc. v. Same. 

30710, _ 14—Dubuque Packing Co. v. A. 


W., al. 
“~~? ‘sup. i 15—M. Rothschild & Sons, 
30710, Sub. 16—The Ogden a Stock- 
yards Co. v. A. C. & Y., et 
wid, ha 17—Swift & Co., . a v. A. & 


rio, ub, 5 ar ae Packing Co. v. 
30710, — 19—Cornhusker Packing Co. v. 


Sam 

mi10, "ihe. 20—Hygrade Foods Products 
Corp. v. B. & O., et al. 

ay Sub. 21—Tobin Packing Co., Inc. v. 


& W 
tio" Sub. “Fe iemtote Packing Co. v. A. 
e 
30710, Sub. 23 Hunter Packing Co. v. A. 


sitio. dub. 24—Capitol Packing Co., et al. 
& O., et al. 
“Say 19—Omaha, Nebr.—Hotel Fontenelle 
~—Examiner Vandiver: 
peis—Porley & & Co. v. C. M. St. P. & P., 


laren *19—Washington, D.C.—Commissioner 
Lee and Examiner Corcoran: 
27746—-State of Ala., et al. v. N.Y.C., et al. 


March 19—Washington, D.C.—Oral Argument 

before the Commission: 
30720—Tennessee Intrastate Rates and 

Charges. 

March 20—Chicago, Ill.—U. S. Customs Hse. 
—Examiner Dishman: 

%* 30725—State Corporation Commission of 
Kans. v. A. & W., et al. 

March 20—Chicago, ill—U.S. Customs Hse. 
—Examiner Vandiver: 

30940—Status of Parmelee Transportation 
Co., Chicago, Ill. 

March 20—Washington, D.C.—Oral Argu- 
ment before the Commission: 

Finance 13907—Application of Charles M. 
Thomson, Trustee of the Property of the 
Chicago and Northwestern Railway Co.— 
Abandonment. 

March 21—Boston, Mass.—New P. O. and Ct. 
Hse.—Examiner Snider: 
30906—Atlas Plywood Corp. v. A. C. & Y., 


et al. 
March 24—Washington, D.C.—Examiner Mo- 
hundro: 
30980—Practices of Norfolk Southern Ry. 
Co. and Norfolk Southern Bus Corp. 
March 25—Chicago, Ill.—U.S. Customs Hse. 
—Examiner Vandiver: 
rg gy ay Minerals & Chemical 
Corp L. & N., et al. 
March "bS-Detroit, Mich.—Hotel Tuller—Ex- 
aminer Roth: 
a W. Stock & Sons, Inc. v. C. & O., 


March © 5—-New York, N.Y.—Hotel 
Yorker—Examiner Snider: 

I. & S. 5991—Forwarder Rates—New York, 
N.Y. to Calif. 

March 25—Norfolk, Va.—Port Headquarters 
Bldg., Conference Rm., Hampton Rds. 
Port of Embargation "Army Base—Ex- 
aminer Diamondson: 

30939—United States of America v. A. & 


-» et al. 
ag he D.C. — 
I. & S. 5992—Minimum Weights on Over- 
flow Shipments. 
March 27—Columbus, Ohio—Deshler-Wallick 


Hotel—Examiner Vandiver: 
30934—James B. Clow & Sons v. A. C. & 


Y., et al. 
March 28—Pittsburgh, Pa.—Fulton Bldg.— 
Examiner Vandiver 
I. & S. 5987—Car Rental & Switching at 
Memphis, Tenn. 


New 


Examiner 


WATER, 
FREIGHT FORWARDER, 


PIPELINE 


March 18—New York, N.Y.—Hotel 
Yorker—Examiner Snider: 
W-543, Sub. 3—Seatrain Lines, Inc., Ex- 
tension—Savannah. 


(Continued on page 82) 


New 


FORWARDING ¢ ty 


INTERNATION 


an institution built by ys PERFORMANCE 
and dedicated to ys SERVICE 


with an outstanding reputation that 
challenges the highest of standards 
in the field of freight forwarding. 


Ot has to be Good 


next time... route and ship... 


International —you'll like it better! 
INTERNATIONAL FORWARDING CO. 


deruing American Industry for 46 yoars 
OFFICES IN ALL MAJOR CITIES 


RAILROAD 


No matter how you spell it, “freight” is an 
important word in our “book of service.” 
Reliable on-time shipments to stockrooms 
and stores make for timely, profitable 
merchandising. 


MATHEWS 
\erstee/ 


If Your Food Product Re- 
quires Refrigerated Trans- 


portation, Contact Our 
Office Nearest You for 
Rates and Information. 


Mathews Trucking Corp. 


Executive wee 
Cn. 2 Now ork 


Mn, ons in 
Boston 


Chicago 
Cincinnati 
Cleveland 
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MOTOR TRANSPORT SECTION |M 


PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps and Med Dinko Unique 


The maps in this section are different from 
maps published in any other medium. They are 
special maps designed by TRAFFIC WORLD’S 
map department and keyed in accordance with 
the specifications of shippers. Hence, these 


maps and the allied data are unique in that 
the material is presented in a way shippers all 
over the country told TRAFFIC WORLD it 
would be most helpful to them in selecting 
highway carriers and routing freight. 


Maps in his Soction 


Daily INTER- and INTRAstate service 
Daily INTERstate service (no INTRAstate) 
Daily coordinated rail-motor service 
Irregular or special service routes 


Connecting lines 
Ferries 
Principal points served 


- Terminal Cities 
Unless otherwise noted on maps, motor lines offering an intrastate service 


are also interstate operators when their routes extend into other states. 





CENTRAL & EASTERN STATES 


OHIO TERMINALS—Akron, 560 E. oe St. (Franklin 5195); 
Believue (Phone 24144); Cleveland, - 33rd & Hamilton (P: 
pect 15350); Coe, 402 Spring St. ‘eee oe 2835); Defi 
—— 7332); Elyria, ng | ape St. (Phone 3484); Fremont, 
109 State St. (Main 2825); Lorain, Ti20 Colorado Ave. 
| Au 8274); Mansfield, 399 N. Main (Phone 21606); 
Medina, 254 Smith Rd. (Phone 22181); p Ba (Phone 
8741); Norwalk, 36 Woodlawn Ave.; (Phone 2-4321); San- 
dusky, 30 W. ‘Perkins Ave. (Phone 2276); Shelby, (Phone 
32911); Toledo, 210 City Park (Adams 4291); Warren, 171 
Forrest St., N.E. (Phone 23546 546). 
MICHIGAN TERMINALS—Adrian, 939 E. Beecher a (Phone 
105); Ann Arbor, 2330 Dexter Rd. (Phone 5990); Batt 
220 S. McCalmy St. (Phone ah Bay oy foot es ce 
St. (Phone 6228); Detroit, 175 S. Campbell St 
2-1435); Flint, 915 S. Dort rey Daeg a1e59), 
Rapids, 610 Century Ave., S. W. (Phone 8-1459); —- 
227 E. Wesley (Phone 29353); ‘Kalamazoo, 12 St. 
(Phone 4-0133); Lansing, 904 E. Hazel St. (Phone sreaoiy 
Monroe, 715 S. Telegraph Rd. (Phone 1032); Pontiac, 853 
ast! (Federal 29201); Saginaw, 142 Davenport St. 
one 
INDIANA TERMINALS—Auburn, 204 S. ag (Tel. 618); Elke 
hart, 1401 W. Beardsley Ave. | Tel. a Wayne, 1122 
Sherman St. (Anthony 4363); G 611 W. Lineels Ave. (Tel. 
LUV) Somenen, 844 150th St. (Sheffield 3070), Kendallville Drake 
Rd. (Tel. 300); South Bend, 1040 W. Sample St. . 39321). 
ILLINOIS TERMINALS-Chiceuo, 2500 W. Taylor St. (Monroe 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver Si. 
(Phone 745); Pittsburgh, 839 Lockhart (CE 1-3253). 


Norwalk Truck Line 


“Satisfy your Customers with 
Norwalk Service”’ 
J. F. Ernsthausen 
President 


C. W. Hoke 
Vice-President 


Established 1921 
Incorporated (Ohio) 


36 Woodlawn Ave. 
Telephone—2-4321 


NORWALK, OHIO 


COMMON CARRIER . 
1.C.C. Certificate No. 71096 


; 


INSURANCE 
$25/75,000 (The Connecticut 


} ep 4 Co.). vblic Liability, 
orkmen s 
and Licttitt 


Insur- 
ance on All: ‘ferminals (The Travelers 
Insurance Co. & The Travelers Liability 


fhident a Coseal Fxg yt: 

( ty ‘asualty Co so bon 

by new A. T. A. bond. EQUIPMENT 

317 tractors (309 company owned); 

432 trailers (all company owned); 

208 delivery trucks (139 company 
owned). 


TARIFF AGENCIES 
Central Motor Freight Assn., 
Ohio Motor Frt. Tariff ody 
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‘ IMOTOR TRANSPORT SECTION 


CENTRAL & EASTERN STATES 





Watch Display advertisements opposite 
lead page of LATE NEWS section. 


Motor Transport Maps 
Prepared to 
Shipper Specifications 


Shippers from all over the country set up the specifi- 
cations for the motor transport maps used in this 
section. Recently, an industrial traffic manager of a 
leading industrial manufacturing company in Mil- 
waukee, Wisconsin, wrote the following: 


“In the issue of Traffic World which is published 
in the third week of each month, you have a Mofor 
Transport Section. We find that the maps and infor- 
mation which are published in this section fo be 
superior to any other publication of this type, which 
we have seen.” 


Write now for complete details about how you can 
have your route map prepared in accordance with 
shipper specifications and placed monthly before the 
leading shippers across the country. 


TRAFFIC WORLD 


Advertising Department, State-Madison Bldg., 
22 West Madison St., Chicago 2, Ill. 


DECATUR CARTAGE CO., INC., OF INDIANA 


DECATUR 
CARTAGE CO. 


20th St. & Wentworth Ave., Chicago 16, Ill. 
Telephone—Victory 2-6000 


WALTER MULLADY, President R. A. BAENSCH, Ex. V.P. 


COMMON CARRIER—I. < c. pam. 68909; P. S. C. I. No. eA}. pA. 
RK Urs. po oy Bend. Be E Piidhedt d "1906. iis, PU ‘Cargo, $25 33,000. 
ustoms Bon sta she 
$225,000; Public Liability, $50,000-$100,000; Property D 
Route it “DECATUR” for Cleveland, ‘Cincinnati, Weleda Reve ose 
Indianapolis, St. Louis, Quincy, Peoria and a thousand and one other 
spots in the great area shown on the map . Pe — ye and night 
by our qn Gost ~ aaa pannpeets . Ss ‘ordin 
servic t ” 
pot ore one lability amply proves that R SHI MENTS 


CLlemans Truci Line 


INCORPORATED 


815 Pennsylvania Avenue 
South Bend 28, Indiana 
Established 1929 
Incorporated 1934 


A. C. Clemans, President 
H. C. Sanford, V.P. and Gen. Mgr. 
A. C. Scheetz, T.M. and C.A. 


Telephone 6-6321 


COMMON CARRIER 


1.C.C. Certificate No. M-2136; P.S.C.I. 
Nos. 692-A, 2-3-4-6-9-10 Intrastate 
Indiana—M.P.U.C. No. C-548 Inter- 
state Michigan, Kentucky D.M.T.-312- 
C Interstate. 


SERVICE 


Overnight between Indianapolis, Elk- 
hart, Peru, Kokomo, LaPorte, Logans- 
port, South Bend, Plymouth, Misha- 
waka and Rochester, Indiana. Battle | 
Creek, Grand Rapids, Kalamazoo, 
Three Rivers, Michigan and Lovisville, 
Kentucky. 


NUMBER UNITS 


116 Tractors 
127 Trailers, 101 Vans, 26 open 
55 Trucks, 46 Vans, 9 open 


All company owned equipment. 
INSURANCE: Cargo 100,000 and 300,000; Public Liability: 100,000 
and 300,000; Property Damage: 100,000 (Truck Insurance Ex- 
change); Workmen’s Compensation (Michigan Mutual Liability 
Company). 
SAFE — COURTEOUS — SERVICE 


Flew more than ever ,..-+- _ is the time to keep the details of 


your operation before the leading shippers of the country. Listings in this 


motor transport section are set up in accordance to specifications of shippers. 


Advertising rates are extremely low. Write for full details. 





“Los Angeles Harbor is a welcome port of 
call to me because bunker fuel is much 
cheaper at this port than most all other 
harbors in the United States.” 
Captain C. M. GREGSON 


MOORE-McCORMACK LINE 
33 years at sea 


LOS ANGELES 
HARBOR 
Board of Harbar Commissioners, 


CITY OF LOS ANGELES 
City Hall, Los Angeles 12, Calif. 


T al 
ransameritan 
ansa a 


NATIONWIHOE 


reight Lines, Inc. 


1700 N. Waterman Ave. — VI 2-6000 
Detroit 9, Michigan 
R. B. Gotfredson, President 





P. & P. U. Ry. Co. 


and Peoria Gateway 


Everybody's Gateway 
Always Open 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 

“One of America’s Railroads 
—In Partnership with All America” 


1.C.C. DOCKET 
(Continued from page 79) 


March 27—Washington, D.C.—Examiner Mc- 
Cloud: 
W-388, Sub. 6—Waterman Steamship Corp. 
—Extension—Calif. 
March 31—New York, N.Y.—Hotel New 
Yorker—Examiner McCloud: 
W-1041—Isbrandtsen Co., Inc., Common 
Carrier Application. 


MOTOR 


Late Docket Assignment 


The following assignment was announced too 
late for timely publication in the Traffic World 
docket: 

March 13—Washington, D.C.—Examiner Kil- 


roy: 

MC-C-1345 (2nd Supplemental)—Minimum 

ar Per Shipment—Hermann Fwdg. 
oO. 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. M-4097, assigned April 
4, at Atlanta, Ga., cancelled. 


March 17—Cincinnati, Ohio—Fed. Bldg.— 
Jt. Bd. 37: 

MC-C-1057 — Northern Kentucky Utility 
District v. Cincinnati, Newport & Cov- 
ington Ry. Co., et al. 

March 17—New York, N.Y.—641 Washington 
St.—Examiner Cox: 

MC-F-5101—B. S. Reid and George D. 
Joyner—Control; R. C. Motor Lines, Inc. 
—Purchase (Portion)—Louis Garodnick. 

March 17—Salt Lake City, Utah — State 
Comm.—Examiner Tyers: 

I. & S. M-3996—Increases—Rocky Moun- 
tain-Pacific. 

March 18—Des Moines, Ia.—U.S. Fed. Ct. 
Bldg.—Jt. Bd. 136 or Examiner Car- 
penter: 

% MC-29130, Sub. 70—The Rock Island Motor 
Transit Co., Chicago, Ill., common car- 
rier application. 

March I8—Des Moines, Ia.—U.S. Fed. Ct. 
Bldg.—Jt. Bd. 136: 

MC-29130, Sub. 70—Rock Island Motor 
Transit Co., Chicago, Ill., common car- 
rier application. 

March 19—Denver, Colo.—State Comm.—Ex- 
aminer Tyers: 

aha = M-4028—Books—East to Pacific 
oast. 

March 18—New York, N.Y.—641 Washington 
St.—Examiner Cox: 

MC-F-5043—E. S. Wheaton — Control; 
Wheaton Van Lines, Inc.— Purchase 
(Portion)—Oliver W. Carleton. 

MC-F-5067—A. Duie Pyle—Purchase (Por- 
tion)—Oliver W. Carleton. 

March 20—Chicago, Ill.—U.S. Custom Hse.— 
oe Mitchell and Examiner 
oth: 

MC-F-3457—Geitz Storage & Moving Co., 
Inc., et al.—Investigation of Control— 
United Van Lines, Inc. 

MC-F-4525—Airlines Vans, et al.—Control 
—United Van Lines, Inc. 

sr “Sennen Van Lines, Inc.—Pool- 
ng. 


The Following Assignments 
Have Not Heretofore Appeared 


March 21—Kansas City, Mo.—Hotel Pickwick 
—Examiner Tyers: 
I. & S. M-3837—Vinegar in Tank Trailers- 
Heuer Truck Lines, Inc. 
March 24—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Tyers: 
I. & §. M-4075—Abrasives and Tape, 
Hutchinson, Minn. to Chicago. 
I. & S. M-4059—Petroleum Products—Chi- 
cago to La Crosse & Mankato. 
March 24—Detroit, Mich.—Hotel Tuller—Ex- 
aminer Roth: 
MC-24379, Sub. 18—Long Transportation 


Co. 
March 24 — Washington, D.C. — Examiner 
Winson: 

MC-F-5049—Currie B. Witt—Control; Witt 
Tire Co., Inc., and Winston F. Lawless— 
Control; Mercury Motor Express, Inc.— 
Consolidation—Carolina Southern Motor 
Express, Inc.; (Portion)—Safety Trans- 
portation Corp. 

March 25—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Tyers: 

I, & S. M-4073—Electric Batteries—Madi- 
son, Wis. to Chicago. 

March 25— Washington, D.C.— Examiner 
Driscoll: 
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CLASSIFIED ADVERTISING 


When answering ads please address as follows: Box —— Traffic World, 815 Washington 
E Building, Washington 5, D. C. Rates: reader ads, $1.00 a line (approximately 5 words), 
minimum three lines. Display ads, $15.00 a column inch. 
Classified Advertisements Payable in Advance 





Help Wanted Situations Wanted 
a TRAFFIC MANAGER, 7 years experience in- 
Fe dustrial Traffic Mgr. College Graduate, Cor- 
respondence School grad. in T.M. Ex- 
TRAFFIC MANAGER, for Chamber of perienced all phases of Traffic. Here is the 
a Commerce in growing Midwest City of right man for your needs. Box 309. 
wf 128,000. Must be practitioner, or work- 
vee ing for certificate. Reply fully, stating 
mm age, experience, salary requirement, etc. CAPABLE TRAFFIC 
ne. — PERSONNEL 


Mr. Employer: Why not take advantage of 
— the nationwide free placement service main- 


Ile SOLICITOR: OCEAN Freight Bills for audit, tained for our graduates? 
as New York and Philadelphia areas. Liberal Listed in our files are qualified men and 
compensation. Box 314. women for any type of position, including 
General Traffic Managers with many years of 





experience and training, as well as young, am- 
TRAFFIC MANAGER for growing port in bitious, recent graduates who can be developed 
ct reba md wy aes ak ae as understudies for positions of responsibility. 
m- 7 4 “ Also included are specialists in many different 
ence, salary, requirement, etc. Box 312. phases of Traffic-Practitioners—Tariff Compilers 
rl —Solicitors—and Claim Agents—as well as men 
oe FREIGHT RATE CLERK: RAIL and motor with varying degrees of experience in Rates— 
il- experience, familiar with informal and for- Routes—Transit—Demurrage—Storage — Claims — unified control 
mal complaint procedure before Commis- Classifications. In fact, any and all duties in a 
sion. Chicago, Longbeach 1-9297. Traffic Department. 


vee Just drop a line outlining your needs to the 


nearest office: [management 


For Sale 


COLLEGE OF | ACADEMY OF 


ADVANCED TRAFFIC | ADVANCED TRAFFIC responsibility 


22 W. Madison St. | 253 Broadway 


Wooden Wetzel Freight Tariff Chicago 2, Ill. | New York 7, N.Y. 
615 Griswold Ave. | 1422 Chestnut St. 


Files Detroit 26, Mich. § Philadelphia, Pa. 3 big reasons to ship 


T-1 Top Sections 


T-2 Section with 24 2-inch drop ° 
eel hen Educational Books or Courses A » 


T-3 Sections with 16 3-inch drop REGULATION OF TRANSPORTATION in its Santa Fe 
front files NEW REVISED 4th EDITION still only $6.00. 
T-4 Sections with 12 4-inch drop This is the book used by the author J. H 
front files Tedrow, LL.B. in the University of Kansas 
T-5 Slidi ‘ City, with a record of 90% admitted to prac- 
-5 Sliding Shelf Sections tice. Compact, simple, comprehensive. Covers 


T-6 Two Drawer Storage Sections Acts, history, practice, evidence. Quizzes All h 
x . “hk and pleading forms. Over 250 leading cases Santa Fe- t e Way 
T-7 Low Sanitary Bases 6” high disc d. A compiete practitioners’ course 
Th : : a or class or individual study. orsed by 
rp ager Files are in good condition well-known traffic men and lawyers. Study 
and the price is reasonable. For fur- for 10 days and if not satisfactory your $6.00 
ther information address The Timken refunded. Wm. C. Brown Company, Pub- 


Roller Bearing Company, Canton, Ohio, lishers, Dubuque, Iowa. 


oe Mr. |. R. Wagner, Traffic LC. PRACTITIONERS. The only practical 
anager. authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 


Cover 


“OD 





TRAFFIC LAW AND PROCEDURE 
By G. LLOYD WILSON 


ne Comprehensive books, understandable by TARIFF GUIDE by E. A. OVENS, 50 CENTS 


the layman or practitioner, on law and i P F . 
regulation as applied to traffic and trans- A lating of major roll ond motor carrier 


Cover portation. Vol. 1—Services, $3.00; Vol. agency tariffs, both rail and commodity, 
2—Rates, $3.25; Vol. 3—Procedure, $3.00; applying throughout the United States. 


ae agg sot... $8.00. The Traffic The Traffic Service Corp., 815 Washington 
rvice Corporation, 815 Washington Bidg., Washi 5.D.C 
Bldg., Washington 5, D. C. ee ae Se 


For helpful counsel, call on 


I. & S. M-4013—Iron & Steel—Between March 26—Chicago, Ill.—U. S. Custom Hse. . 
Philadelphia & Pa. Bldg-—Examiner Tyers: ; id GM & O! Expertly-staffed 
cae 25—Washington, D.C.—Examiner Kil- I. & S. M-4083—Paper—Ohio to Chicago. ; offices throughout the country. 
1. & 8... M-3900—Various Commodities— eS ae, 
nadia MC-C-1331 and “Supplements 1 to 4, in- MC-C-1354—Motor Ways Tariff Bureau v. 
“_ clusive—Merchandise, Mixed Truckloads Steel Transportation Co., Inc. 
Ea, March 28—Pittsburgh, Pa.—-Fulton Bldg.— 


—KEast. 
March 26—Chicago, Ill.—U. S. Custom Hse. Examiner Vandiver: 
Bldg.—Examiner Tyers: MC-C-1293—Pittsburgh and Boston Re- 
I. & 8, M-4033—Paper Boxes—Kalamazoo frigerated Express—Revocation of Per- 
to Indianapolis. mit. 





IR outing and 
Miisrouting 


of Freight 


By GLENN L. SHINN 


This book simplifies complex 
routing problems by the 
use of simple examples 
illustrating the practical 
application of established 


principles of misrouting. 


It explains in non-technical 
language the rights and 
obligations of shippers 

and carriers in all kinds of 
misrouting problems. The 
correct methods of 

tender to obtain lowest 


published rates is shown. 


177 PAGES 

CLOTH BOUND 

5 ROUTING DIAGRAMS 
$4.75 


The Traffic Service Corp. 
815 Washington Bldg. 
Washington 5, D. C. 


TRAFFIC Wort 


TRAFFIC DATES 


MARCH 


19-20—Allegheny Regional Advisory Board, Pitts- 
burgh, Pa. 

19-20—Southeast Shippers Advisory Board, Sa- 
vannah, Ga. 

19-20—Trans-Mo-Kansas Shippers Advisory Board, 
St. Joseph, Mo. 

20-21—Pacific Northwest Shippers Advisory Board, 
Portland, Ore. 

25-26—Great Lakes Transportation Regional Ad- 
visory Board, Toledo, O. 


APRIL 


1-4 —National Packaging Exposition and Con- 
ference, American Management Associa- 
tion, Atlantic City, N.J. 

2-4 —National Traffic Committee of the Truck- 
ing Industry, Washington, D.C. 

6-8 —Customer Relations Council, American 
Trucking Associations, Inc., Houston, Tex. 

16-17—Atlantic States Shippers Advisory Board, 
Roanoke, Va. 

16-17—Midwest Shippers Advisory Board, Chi- 
cago, Ill. 

28-30—U.S. Chamber of Commerce (40th Annual 
Meeting), Washington, D.C. 

30  —Chain Store Traffic League, Cincinnati, O. 


MAY 


1-3. —Chain Store Traffic League, Cincinnati, 0, 

3-4 —Delta Nu Alpha National Transportation 
Fraternity (spring meeting), Akron, O, 

4-8 —American Warehousemen’s Association, 
New Orleans, La. 

6-8 —Fourth Highway Transportation Congress 
(National Highway Users Conference), 
Washington, D.C. 

6-8 —Protective Section, Association of Ameri- 
can Railroads, Milwaukee, Wis. 

12-13—Irregular Route Common Carrier Con. 
ference, American Trucking Associations, 
Inc. (annual meeting), Cincinnati, O. 

12-14—American Railway Development Associa- 
tion, Chateau Frontenac, Quebec, Canada, 

14-16—Freight Station Section, Association of 
American Railroads, Cincinnati, O. 

14-19—National Tank Truck Carriers, Inc. (4th 
annual mid-year meeting), Coronado, 
Calif. 

22-23—Southwest Shippers Advisory Board, Fort 
Worth, Tex. 

31. —National Freight Traffic Association (spring 
meeting), White Sulphur Springs, W.Va. 


Annual Dinner Dates of Traffic Clubs 


MARCH 


17. —Traffic Club of the Lehigh Valley, Easton, 
Pa. 

17. —The Traffic Forum, Youngstown, O. 

18 —Traffic Club of Jersey City, Inc., Newark, 
N.J. 

19 —Traffic Club of Rome, N.Y., Rome, N.Y. 

20 —Women’s Traffic Club of San Francisco, 
San Francisco, Calif. 

20 —Fox Valley Traffic Club, Aurora, Ill. 

20 —Traffic Club of Montreal, Inc., Montreal, 
Quebec, Canada. 

20 —Traffic Club of Erie, Erie, Pa. 


24  —Winston-Salem Traffic Club, Winston- 
Salem, N.C. 


APRIL 


—Chicago Transportation Club, Chicago, III. 

—Phoenix Traffic Club, Phoenix, Ariz. 

—Junior Traffic Club of Richmond, Rich- 
mond, Va. 

—Industrial Traffic Managers’ Association 
of Seattle, Seattle, Wash. 

—Lawrence County Traffic Club of Pennsyl- 
vania, New Castle, Pa. 

—Kanawha Valley Transportation Club, 
Charleston, W.Va. 

—Capital District Traffic Association, Al- 
bany, N.Y. 

—Transportation Club of 
Springfield, Ill. 

—Southern Wisconsin Traffic Club, Beloit, 
Wis. 

—Metropolitan Traffic Association of New 
York, Inc., New York, N.Y. 

—Los Angeles Transportation Club, Long 
Beach, Calif. 


Springfield, 


19 —Traffic Club of Miami Chamber of Com- 
merce, Miami, Fla. 

23. —Traffic Club of Norristown, Pa., Norris 
town, Pa. 

24 —Oil City-Franklin Traffic Club, Franklin, 
Pa. 

24 —Columbus Transportation Club, Columbus, 
Ohio. 


28 —Manvufacturers Association Traffic Club of 
Lancaster, Lancaster, Pa. 


MAY 


5 | —Women’s Traffic Club of New England, 
Boston, Mass. 

8 —Cincinnati Women’s Traffic Club, Cincin- 
nati, O. 

13. —Traffic Club of Akron, Akron, O. 

13. —Harrisburg Traffic Club, Harrisburg, Pa. 

13. —Women’s Traffic Club of Philadelphia, 
Philadelphia, Pa. 

13. —Women’s Traffic & Transportation Club of 
Seattle, Seattle, Wash. 

14 —Wyoming Valley Traffic Club, Wilkes 
Barre, Pa. 

15 —Women’s Traffic & Transportation Club, 
Portland, Ore. 

20  —Western North Carolina Traffic Club, 
Asheville, N.C. 

21 —Women’s Traffic Club of Lackawanne 
Valley, Scranton, Pa. 

21 —Traffic Club of Houston, Houston, Tex. 

26 —Women’s Traffic Club of Fort Worth, Fort 
Worth, Tex. 

28 —Women’s Traffic Club of Los Angeles, Lo 
Angeles, Calif. 


28 —Transportation Club of Milwaukee, Mil- 
waukee, Wis. 
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> Cine And you'll also be glad to know the 
famous “Unit-Built” Body gives ASK for Fruehauf’s convenient 


you all these extra advantages! Make-Up Model Kit. It’s easy to assemble 
si a ‘ Sica rt a miniature with exactly the features you 
* World’s Finest Engineering! 2 | & viiesionlis a lied 


rg, Pa. 
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* Immediate Assembly! 
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Designed for leadership . . . the only radically new 
freight car in more than half a century—UNICEL is built for 
rough treatment. Tests prove its cellular laminated construction 


results in 66% less road shock to lading! 


Unicel holds more, loads and unloads easier, cleans and is kept clean with 
less effort. Costs less to operate and maintain, too. Requiring fewer repairs, 


the Unicel car is bigger, stronger and lighter than conventional cars. 


Whether you're a railroad man, shipper or receiver, you'll be interested 


in what Unicel can do for you. Why not write and find out? 


PSC PRESSED STEEL CAR COMPANY, Inc. 


6 North Michigan Ave., Chicago, Illinois. 


